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Executive Summary 

Idaho’s multimodal freight network is a key component supporting the businesses and people that call Idaho 

home.  From transporting raw materials to production or fertilizer to fields, delivering finished goods to 

neighborhood stores or to customers around the world, each of these movements rely on an interconnected, 

multimodal freight transportation system.  The Idaho Transportation Department (ITD) plays a key role in 

managing the freight network through funding, policy directives, and program choices.  ITD efforts coalesce 

in advancing three goals: 

 

 Safety – Improve the safety of operations for freight carriers in Idaho; 

 Mobility – Enhance Idaho’s freight system mobility for industries to efficiently transport goods to market; 

and 

 Economy – Support the economy and the vitality of Idaho and its communities. 

These goals help ITD meet its vision of strategically investing in the state freight system infrastructure while 

maximizing the capacity and efficiency of the existing system. 

Idaho’s freight system serves a diverse and growing economy with approximately 77,340 firms employing 

nearly 749,000 people.  These companies had a combined sales revenue of nearly $129 billion, and 

contributed nearly $64 billion to Idaho’s gross-domestic product (GDP) in 2014.  Of all the industries in the 

state, there are eight that are considered freight-reliant or freight-intensive. These industries utilize the 

State’s transportation infrastructure on a daily basis for their basic operations and produce, ship/receive, or 

transport the majority of goods within Idaho. These industries are Agriculture, Forestry, Fishing and Hunting, 

Mining, Utilities, Construction, Manufacturing, Wholesale Trade, Retail Trade, and Transportation and 

Warehousing.  These eight industries account for 33.2 percent of the firms, 35.8 percent of the employees, 

70.1 percent of sales revenue, and 44 percent of 2014 GDP in the state.  Wholesale and retail businesses 

alone were responsible for more than $58.7 billion in sales.  These freight reliant businesses are spread 

throughout the state as shown in Figure ES.1, with significant clusters corresponding to population centers 

and following key freight corridors. 
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Figure ES.1 Idaho’s Multimodal Freight Network and Freight Reliant Business 

Locations 

  

Source: InfoUSA, ITD 
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More than 60,000 miles of roads
1
 and 1,900 miles of rail connect these businesses and consumers to 

Idaho’s multimodal hubs including airports, rail transload facilities, and the most inland water port in the 

western U.S.—the Port of Lewiston.  The majority of these hubs and connections are in good condition and 

are a selling point to prospective businesses.  However, like infrastructure across the country, there are 

weaknesses in the system and constrained resources to meet the challenges of a growing economy.   

Figure ES.2 below highlights some of the most important challenges facing Idaho’s multimodal freight 

network including: 

 A disconnected 129,000 pound truck network forcing trucks to either find longer detour routes, limit their 

loads, or travel on roads not designated for higher weights; 

 Limited container on barge service and injunction against oversize vehicles on U.S. 12 which limits the 

effectiveness of the Port of Lewiston; 

 Two-lane roads at several high-grade and sharp curve locations on important truck corridors that create 

situations where trucks slow traffic flow and results in unsafe passing maneuvers; 

 Areas of congestion in the Boise metropolitan area; 

 Several at-grade rail crossings which create delay for both trucks and other road users and raise safety 

concerns due to inadequate clearance and warning systems; and 

 The lack of a true intermodal facility and limited transload facilities for non-grain products reduces 

shipper choice and increases truck modal share, shipment costs, and wear on Idaho’s roads.  

                                                                 

1
 ITD owns approximately 4,500 miles of the road network, the remaining miles are locally owned roads.  
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Figure ES.2 Idaho Freight System Needs and Issues 
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The passage of the Fixing America’s Surface Transportation (FAST) Act and the collaboration shown during 

the development of this Plan positions Idaho to meet these challenges in the coming years.  ITD and its 

partners have already identified and begun to address some of the issues through projects included in the 

current Idaho Transportation Investment Program (ITIP).  Freight formula funds from the FAST Act allow 

Idaho to expand their list of freight projects and continue pursuit of an improved goods movement system.   

One State Freight Plan requirement found in the FAST Act is the development of a fiscally constrained 

freight investment plan.  Table ES.1 below identifies the projects, programs, and additional studies that over 

the next five years will help Idaho meet performance measures and fulfill ITD’s vision and goals.  Due to the 

level of project detail required to be included in this list, projects are focused on highway needs where better 

data is already available.  ITD has the ability to modify this list in future years as projects in the long-term lists 

are better scoped and more data becomes available.  

In addition, there are a number of policy changes and advocacy topics that ITD should pursue in the near-

term that will not require formula freight funding.  These issues are discussed in further detail in Section 7 

and include:  

 Advocate for changing Idaho’s Constitution to allow for Local Option Sales Tax Authority;  

 Allow ITD, in collaboration with other state agencies, to identify and designate 129,000 pound routes on 

the State highway network;  

 Seek enabling legislation or a change in Idaho’s Constitution to enable direct funding of railroad 

infrastructure improvements through Private Activity Bonds (PABs); 

 Advocate for a resolution to the injunction against oversize vehicles on U.S. 12; 

 Advocate with the Port of Portland to resolve labor issues that have disrupted full container-on-barge 

service to the Port of Lewiston; 

 Advocate for and if possible participate in FMCSA’s Military Pilot Program to allow veterans 18-20 to 

operate commercial vehicles on Interstate routes; and 

 Work with municipal governments and 289 local highway jurisdictions to streamline and harmonize truck 

permitting processes and associated commercial vehicle operations.   
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Table ES.1 Idaho Five Year Freight Implementation Plan Projects, Programs, and Additional Studies 

Project Description 
District / 
Agency 

Estimated 
Cost in 2016 

Dollars 
Year of 

Expenditure Funding Sources Freight Total Key Number NHFN Notes 

Lewiston POE 
License Plate 
Readers (East and 
West Bound) 

POE / 
District 2 $501,000  2016 

Federal Freight Formula:  
$464,266  
State Match (HDA):  $36,774 $464,266  

18690 
Spalding 
Bridge 

CRFC 
US-95: MP 309.9   

I 15, IC # 108 to 
Bonneville County 
Line - Resurface, 
Restore, Rehab District 5 $4,852,000  2016 

Federal:  $4,477,000  
State (HDA):  $375,000 $4,852,000  18784 

Interstate 
I-15: MP 108.75 
- MP 111.94   

     

2016 Total:  

$5,316,266     

Motor Vehicle 
Services Permitting 
Software DMV $4,000,000  2017 

Federal Freight Formula:  
$3,706,000  
State Match (HDA):  $294,000 $3,706,000  19888 

Credentialing 
Software   

East Boise POE 
License Plate 
Readers (East and 
West Bound) 

POE / 
District 3 $501,000  2017 

Federal Freight Formula:  
$462,273  
State Match (HDA):  $38,727 $462,273   20288 

Interstate 
I-84:  MP 66.3   

I-84, Five Mile Road 
to Orchard Road & 
Ramps - Resurface District 3 $2,998,000  2017 

Federal Freight Formula:  
$2,766,000 
State Match (HDA): $232,000 $2,766,000  19289 

Interstate 
I-84:  MP 48.1 - 
MP 51.3   

Traffic Monitoring, 
Weigh-In-Motion 
MTC ITD HQ $90,000  2017 

Federal Freight Formula: $83,000 
State Match (HDA):  $7,000 $83,000  13647 

Sensor Systems 
Statewide   

I-84, Design and 
build Declo POE 
East Bound District 4 $250,000  2017 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $230,833  ORN19754 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and 
build Declo POE 
West Bound District 4 $450,000  2017 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match:  $425,000 $414,900  20191 

Interstate 
I-84:  MP 217.45 
- MP 219.52   
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2017 Total:  

$7,663,006    

Interstate 15 and SH 
33 - Sage Junction 
POE (North Bound) 
Install Weigh in 
Motion 

POE / 
District 6 $2,500,000  2018 

CVISN Grant:  $1M  
State Match (HDA):  $1M  
Freight:  $500K $500,000  20222 

Interstate 
I-15:   
MP POE 10.0 - 
MP POE 10.3   

Interstate 15 and SH 
33 - Sage Junction 
POE (South Bound) 
Install Weigh in 
Motion 

POE / 
District 6 $2,500,000  2018 

CVISN Grant:  $1M  
State Match (HDA):  $1M   
Freight:  $500K $500,000  19858 

Interstate 
I-15:   
MP POE 10.0 - 
MP POE 10.3   

I-84, Design and 
build Declo POE 
East Bound District 4 $50,000  2018 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $46,000  19973 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and 
build Declo POE 
West Bound District 4 $50,000  2018 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $46,000  20191 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

Signal timing, 
intersection 
modifications on US 
95 from I-90 to SH 
53 (8.39 miles) District 1 $8,500,000  2018 

FASTLANE Grant:  60%  
($5,100,000)  
Freight Formula:  20% 
($1,700,000)   
State Gas Tax: 10%  ($850,000)  
City of CdA:  8%  ($672,300)  
City of Hayden: 2%  ($177,700) $1,700,000    

CUFC: U.S. 95 
MP 430.6 – MP 
436.9 

CRFC: U.S. 95 
MP 436.8 – MP 
438.9 

FASTLANE 
Grant 

     

2018 Total: 
$2,792,000     

Pave Idahome Road  District 4 $4,324,000  2019 
Freight Formula:  $4,006,618 
Highway District/Dairy:  $ 317,382 $4,006,618   

CRFC 
(E800S, MP 4.19 
- MP 7.4) 
(S 2750 E, MP 
100.0 - 101.27)   
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HDA – Highway Distribution Account 

 

 

 

SH 128 and Wall St. 
Intersection 
improvements due 
to anticipated growth 
of Harry Wall 
Industrial Park (PoL) 

District 2 $300,000  2019 Freight Formula:  $300,000 $300,000  CUFC / Port 
SH-128:  MP 0.9 
- MP 1.5 (and 
area surrounding 
Port for 
development) 

Multiphase 
project with 
City, County 
and Port 
contributions 

     

2019 Total:  

$4,306,618     

I-84, Design and 
build Declo POE 
East Bound District 4 $5,800,000  2020 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $5,075,000  19973 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and 
build Declo POE 
West Bound District 4 $6,150,000  2020 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $5,075,000  20191 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

     

2020 Total:  

$10,150,000     

I-84, Hammett Hill 
Passing Lane District 3 $8,834,184  2021 

Strategic Initiatives, HSIP, Freight:  
Federal:  $8,151,301  
State (HDA):  $682,883 8,151,301 20106 

Interstate 
I-84: MP 105 - 
MP 109.3   

     2021 Total:  

8,151,301 

   

     All Years 
Total:  

$38,379,191  
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Figure ES.3 below shows the locations of projects in the five year implementation plan that are located in a 

specific geographic location.     

Figure ES.3 ITD Five Year Freight Implementation Plan Project Locations 

 

Source: ITD, Cambridge Systematics. Note that the Motor Vehicle Permitting and Traffic Monitoring projects are not 

included in this map.  
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To determine if the recommendations above have a positive impact on goods movement in Idaho, 

Table ES.2 below identifies recommended performance measures that conform to Federal Highway 

Administration (FHWA) guidance and national best practices.  Performance targets will need to be developed 

based on the long term vision of the broader transportation system, available data to estimate the target, 

internal resources available for data processing, and desired update cycles.   

Table ES.2 Recommended ITD Freight Performance Measures 

ITD 
Performance 

Objective 
Recommended Freight 
Performance Measure 

Applicable AASHTO 
Goal Area Data Source 

Needs and Issues 
Addressed 

Safety Truck-Involved Crashes/Mile 

Number of Truck-Involved 
Crashes 

Safety WebCARS Highway Safety 

Number of at-grade rail crossing 
incidents 

Rail Safety FRA Highway Safety; Rail 
Safety 

Mobility % Modal Usage (Tons, Value) Freight Movement and 
Economic Vitality 

Transearch, 
FAF 

Intermodal Connectivity, 
Truck Driver Shortage 

Economic 
Vitality 

Mileage Uncongested on the 
Interstate System 

Freight Movement and 
Economic Vitality 

NPMRDS Truck 
Congestions/Reliability 

Truck Travel Time Reliability on 
the Interstate System 

Freight Movement and 
Economic Vitality 

NPMRDS Truck 
Congestions/Reliability 
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1.0 Introduction 

Idaho is a diverse and growing state—both in terms of population and economic production.  Idaho’s 

population reached more than 1.6 million in 2014 and is projected to reach 1.8 million by 2030.  Much of the 

gain is centered in Ada and Canyon counties, and this population growth is both driving and being driven by 

employment growth.  To meet these growing needs and to plan for the future of goods movement in the 

State, the Idaho Transportation Department (ITD) released a request for proposals in April 2015 for a 

Statewide Freight Strategic Plan that would tell the story of freight in the State and provide guidance to ITD in 

setting performance goals and directing investment in order to meet the vision and goals of the department.  

ITD’s vision is to strategically invest in the state freight system infrastructure while maximizing the capacity 

and efficiency of the existing system.  

To reach this vision, the department is focused on three goals: 

 Safety – Improve the safety of operations for freight carriers in Idaho; 

 Mobility – Enhance Idaho’s freight system mobility for industries to efficiently transport goods to market; 

and 

 Economy – Support the economy and the vitality of Idaho and its communities. 

Cambridge Systematics, with DKS Associates, was selected to develop this Plan.  The process began in 

June of 2015 and concluded in October 2016.  The Plan was developed using a multi-step approach using 

both quantitative and qualitative analysis supplemented by private and public sector stakeholder input 

through interviews and a freight summit held in February 2016.  This process produced five Task reports and 

a Final Plan.  Highlights and key points from each Task comprise sections two through six of this Final 

Report, and the full Task documents are included as appendices.   

The remainder of this report is organized into the following sections: 

 Section 2: Examines freight’s role in Idaho’s economy, the flow of goods through the State, and national 

and international freight trends that will impact the future of freight in Idaho;  

 Section 3: Explores Idaho’s freight transportation infrastructure including highway, rail, air, water, and 

pipeline assets and identifies the most pressing needs and issues facing that system; 

 Section 4: Provides an in-depth analysis of truck-related highway safety trends and identifies priority 

locations and projects to enhance the safety of both trucks and the general public on Idaho’s highways; 

 Section 5: Identifies a multimodal set of freight-specific performance measures and offers suggestions 

for policy, regulation, and legislative changes that would improve the State’s freight system;  

ITD Freight Vision: Idaho strategically invests in the state freight system infrastructure 
while maximizing the capacity and efficiency of the existing system 
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 Section 6: Identifies a draft set of Critical Rural and Critical Urban Freight Corridors in response to FAST 

Act requirements, recommends a 5-year Implementation Plan including projects, programs, policy 

changes, and additional studies that will improve goods movement in the state, and identifies non-FAST 

Act funding sources;  

 Section 7: Highlights key needs and next steps for ITD; 

 Appendix A: Provides a 5, 10, and 20 year implementation plan for the state.  It is anticipated that this 

list will be updated as future projects, programs, and policies are identified and as edits are made during 

future State Freight Plans; and  

 Appendices B-F: Each Appendix contains a Task report with more detailed information corresponding to 

each of the above Sections.  

The ITD Statewide Freight Strategic Plan reflects several of the freight-related considerations included in the 

Fixing America’s Surface Transportation (FAST) Act, which was signed into law in December of 2015.  This 

bill updated the provisions found in the previous surface transportation bill, Moving Ahead for Progress in the 

21
st
 Century (MAP-21).  Among its many requirements, the FAST Act establishes necessary elements for a 

State Freight Plan, and mandates that the Plan be developed either as a stand-alone document or as part of 

the Long Range Transportation Plan.  Idaho has chosen the former path, and this document meets the FAST 

Act requirements, shown in Table 1.1.  

Table 1.1 FAST Act State Freight Plan Requirements 

FAST Act State Freight Plan Element
2
 

Included in Idaho 
Statewide Freight 
Strategic Plan? 

Section of Report (and 
Appendix Task number) 

An identification of the State’s significant freight system needs 
and issues  

Sections 2 and 3. 

A description of the freight policies, strategies, and 
performance measures that will guide the State’s freight-
related transportation investment decisions 

 
Section 5. 

Listing of multimodal critical rural freight facilities and corridors 
(Includes the National Highway Freight Network, Class 1 
railroad systems, U.S. ports with at least 2 million tons in 
annual traffic, inland & intracoastal waterways, Great Lakes, 
St. Lawrence Seaway, and coastal/ocean routes where freight 
is transported, top 50 U.S. airports, and other strategic freight 
assets) 

 
Section 3. 

Identification of Critical Rural Freight Corridors and Critical 
Urban Freight Corridors  

Draft Recommendations in 
Section 6. 

A description of how the plan will improve the ability of the 
State to meet the national multimodal freight policy goals and 
the national highway freight program goals 

 National multimodal freight policy goals: defined in 
FAST Act section 70101. Includes a list of ten goals 
that ultimately maintain and improve the condition 
and performance of the National Multimodal Freight 

 

 

 

 

 

 

 

Section 5 performance 
measures, Section 6 project 
recommendations. 

                                                                 

2
 FAST Act, Section 70202.  
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FAST Act State Freight Plan Element
2
 

Included in Idaho 
Statewide Freight 
Strategic Plan? 

Section of Report (and 
Appendix Task number) 

Network. 

 National highway freight program goals: defined in 
MAP-21 section 167 of title 23. Includes a list of 
seven goals that ultimately improve the condition and 
performance of the national freight network.  

 

 

 

 

 

Section 5. 

A description of how innovative technology and operational 
strategies, including freight intelligent transportation systems 
(ITS), that improve the safety and efficiency of freight 
movement, were considered 

 
ITS needs described in 
Section 3, projects included in 
Section 6.  

In the case of roadways on which travel by heavy vehicles 
(including mining, agricultural, energy cargo or equipment, and 
timber vehicles) is projected to substantially deteriorate the  
condition of the roadways, a description of improvements that 
may be required to reduce or impede the deterioration 

 
Partially covered under 
discussion of 129k network 
needs and Section 6. ITD 
conducts extensive studies on 
potential 129,000 pound 
routes to confirm they will not 
substantially deteriorate under 
heavy loads.  

An inventory of facilities with freight mobility issues, such as 
bottlenecks, within the State, and for those facilities that are 
State owned or operated, a description of the strategies the 
State is employing to address the freight mobility issues 

 
Section 3.  

Consideration of any significant congestion or delay caused by 
freight movements and any strategies to mitigate that 
congestion or delay 

 
Section 6.  

A freight investment plan that includes a list of fiscally-
constrained priority projects and describes how funds made 
available would be invested and matched 

 
Section 6. 

Consultation with the State Freight Advisory Committee, if 
applicable  

On-going throughout plan 
development. Four specific 
meetings. 





Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
2-1 

2.0 Idaho’s Economy and Freight Flows 

2.1 Introduction and Work Performed 

Idaho’s economy is reliant on the movement of goods.  From transporting raw materials to production or 

fertilizer to fields, delivering finished goods to neighborhood stores or to customers around the world, each of 

these movements rely on an interconnected, multimodal freight transportation system.  This section provides 

an overview of Idaho’s economy and the types of goods that are produced and consumed in the state.  

Additional material and the full Task Report can be found in Appendix B.  

Work performed for this section included: 

 Stakeholder Outreach: sought input from 

stakeholders to understand Idaho-specific freight 

trends, supply chains, and issues and 

opportunities that will shape the future of freight 

movement in the State. Outreach included 

interviews and a Freight Summit held in February 

2016. 

 Idaho’s Economic and Demographic Profile: 

explores Idaho’s economy by building on results 

from the Idaho Statewide Freight Study.  This 

section identifies important demographic and 

economic trends that drive freight movement in 

the state.  It also highlights the economic impact 

of freight-reliant industries and explains their reliance on goods movement through location quotient 

analysis, both at the state level and within the six regions as defined by ITD. Finally, links between key 

industries and the freight network are identified, including a detailed look at the supply chains of 

important Idaho companies.  

 Idaho’s Freight Commodity Flow Profile: provides a “birds eye view” of the modes used for 

transportation freight in Idaho.  It drills down into the commodities carried, the origins and destinations of 

trips and identifies Idaho’s key trading partners.  This developed for both the current year (2012) and to 

provide a glimpse into how goods may travel on the system in the future (2040).  This profile is based on 

Freight Analysis Framework (FAF) data. 

 Key Freight Trends: describes key freight trends at the national and state levels that may impact 

Idaho’s freight industries and change the way business is conducted or goods are transported in the 

future.   

 

 

                ITD Freight Summit, February 10, 2016 
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Approximately 23% of 
Idaho Forest Group’s 
revenue is needed to 
cover transportation costs. 

2.2 Idaho’s Freight-Reliant Industries 

Idaho’s multimodal freight network is a vital component in the State’s current and future economic success.  

Below are two brief examples that illustrate how companies in Idaho use the freight system. 

Idaho Forest Group (IFG) grows, harvests, manufactures, and distributes wood products. Headquartered in 

Coeur d’Alene, Idaho, the company is one of America’s largest lumber producers, with capacity for nearly 1 

billion board feet per year and markets around the globe. IFG harvests all of their lumber in the forests of 

Northern Idaho, and processes the lumber in their five mills located throughout northern Idaho, located in 

Lewiston, Chilco, Movie Springs, Grangeville, and Laclede.  Each mill 

receives approximately 1 million tons of lumber a year and distributes 

goods via truck and rail to destinations within the U.S. and by truck and 

water to customers in Japan.  Approximately 23% of the company’s 

revenue is devoted to covering transportation costs.  Truck weight 

restrictions, seasonal road restrictions, difficult road geometry especially 

on U.S. 95, a shrinking truck driver fleet, and inconsistent Class III railroad service are all challenges faced 

by IFG. 

The Amalgamated Sugar Company is a large beet-sugar refining company that produces sugar under the 

White Satin and other store brands.  It is headquartered in Boise, Idaho and operates three factories in the 

State. Annual production is about 900,000 tons, or approximately 11% of the domestic sugar market.  Raw 

beets, coal, and lime used to help heat the kilns arrive at the three factories by both truck and rail—

Amalgamated Sugar is one of the largest users of the 129,000 pound route system in the state to move raw 

beets.  Rail and truck are also the main distribution modes from the factories to end users in the Midwest and 

surrounding states.  Amalgamated Sugar also historically ships beet pulp pellets to Asian markets using rail 

to link to ports in Oregon.  Figure 2.1 below shows a schematic of the company’s supply chain. 

Transportation challenges include some limits to rail availability corresponding to increased shipments of 

Bakken crude oil, a shortage of truck drivers, and the, at times, disconnected 129,000 pound truck route 

network.  

Figure 2.1 Amalgamated Sugar Company Supply Chain 

 
Source: Cambridge Systematics 
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These companies represent a small glimpse into the supply chain needs and freight story behind the 

approximately 77,340 companies, 749,000 employees, $129 billion in sales, and nearly $64 billion in GDP 

that call Idaho home.   Of all the industries in the state, there are eight that are considered freight-reliant or 

freight-intensive. These industries utilize the State’s transportation infrastructure on a daily basis for their 

basic operations and produce, ship/receive, or transport the majority of goods within Idaho. These industries 

are Agriculture, Forestry, Fishing and Hunting, Mining, Utilities, Construction, Manufacturing, Wholesale 

Trade, Retail Trade, and Transportation and Warehousing.  These eight industries account for approximately 

33.2 percent of the firms, 35.8 percent of the employees, 70.1 percent of sales revenue, and 44 percent of 

2014 GDP in the state.
3
  Wholesale and retail businesses alone were responsible for more than $58.7 billion 

in sales. Figure 2.2 below shows the GDP produce by each of the freight reliant industries in 2014.  

Figure 2.2 Percent Idaho GDP by Industry (2014) 

 
Source: U.S. Bureau of Economic Analysis 

Freight-reliant industries are scattered throughout the state, with noticeable clusters centered in higher 

population areas.  These population centers provide employees and customers for the freight-reliant 

businesses.  Figure 2.3 shows the locations of the approximately 26,000 businesses in the eight freight-

reliant industrial categories.  Major clusters are evident around Boise and Nampa, along the Interstate 15/84 

corridor from Twin Falls through Pocatello to Idaho Falls and extending up U.S. 20 to Rexburg, and along 

U.S. 95 from Lewiston north to Sandpoint. Smaller clusters are visible throughout the state, though there are 

also large parts of the state with no freight-reliant businesses, again reflecting the rural nature of much of 

Idaho and the correlation between population and freight use.  

Figure 2.3 also shows freight employment density (employees in freight reliant businesses per square mile) 

in each county. Counties with the highest population (Ada, Canyon, Kootenai, and Bonneville) also have the 
                                                                 

3
 Idaho Department of Commerce InfoUSA (2015) for employment, firms, and revenue. GDP from U.S. Bureau of 

Economic Analysis (2014).   
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highest employee density and typically the largest number of businesses. However, some counties such as 

Franklin or Latah appear to have a high number of businesses, but a relatively low freight employee density, 

indicating that these companies either employ a relatively small number of people, or are attracting workers 

from different counties.   

Figure 2.3 Freight-Reliant Businesses and Employee Density (2015) 

 
Source: InfoUSA 

2.3 Transportation Used By Freight-Reliant Industries 

Businesses in Idaho use many different modes to import and export products.  Within the freight spectrum, 

each mode (i.e., truck, rail, water, air and pipeline) plays an important role in moving goods efficiently. Each 

mode has unique characteristics that, in turn, affect the types of goods that are transported.  All modes must 

work together seamlessly.  While air cargo is costly, it provides the most reliable service for time-sensitive 

transport.  Truck, rail, pipeline and water are used to move goods less time-sensitive or bulk commodities at 

a lower cost, with water transport being the slowest but least costly.  Figure 2.4 provides an overview of the 

goods movement continuum with respect to cost and service. 
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Figure 2.4 Goods Movement Service Spectrum 

 
Source: Cambridge Systematics 

Each of Idaho’s key freight-reliant industries use the transportation system differently as shown in Table 2.1.  

Trucks are key to all industries, as even goods moving via other modes often use trucks for last mile 

connections.  Rail and water serve the agriculture, mining, manufacturing and trade sectors, while air is 

mostly used for the transport of high value manufactured goods and consumer products, including 

agricultural goods.  Pipeline transport is important for moving crude oil and other energy sector goods.  

Table 2.1 Modal Usage by Freight-Reliant Industries - Illustrative 

(NAICS) Industry Highway Rail Water Air Pipeline 

(11) Agriculture, Forestry, Fishing and Hunting 
     

(21) Mining 
     

(22) Utilities 
     

(23) Construction 
     

(31-33) Manufacturing 
     

(42) Wholesale Trade 
     

(44-45) Retail Trade 
     

(48-49) Transportation and Warehousing 
     

Key:             Less important                                                More Important 
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Trucks carried 66% of goods by weight 
and 67% of goods by value in Idaho in 
2012. 

2.4 Idaho Freight Flows 

The modes used and the commodities carried on 

Idaho’s freight transportation system directly relate to 

these industries.  As shown in Figure 2.5 truck freight 

dominates the mode split by both value and 

tonnage.
4
  This coincides with the fact that most 

freight trips in Idaho either begin or end with a truck movement.  Of the 187 million tons of freight beginning 

or ending in Idaho in 2012, trucks carried 66 percent.
5
 And, of the nearly $104 billion in value of freight 

beginning or ending in Idaho in 2012, 67 percent was carried by trucks.  In the future, trucks share is 

expected to be slightly less (63 percent tons and values) however, total freight is expected to grow 

substantially in both tons (84 percent) and value (126 percent).   

Figure 2.5 Idaho Mode Split by Tonnage and Value, 2012 

 
Source: FHWA Freight Analysis Framework v3 

Figure 2.6 and Figure 2.7 highlight Idaho’s Top 10 commodities in 2012 and 2040 by tonnage and value, 

respectively.  Coal and petroleum products n.e.c.
6
 are among the top commodities, both by value and 

tonnage – driven by consumer use of motor vehicle fuels. While cereal grains had the highest tonnage in 

2012, coal and petroleum products will outgrow cereal grains by 2040. Coal and petroleum products n.e.c. 

will dominate in 2012 and 2040 by value, their growth surpassing the growth of any other commodity.  

                                                                 

4
 It is important to note that Freight Analysis Framework (FAF) data produced by FHWA does not capture the flow of 

goods that moves through a state (has both an origin and destination outside of the state).  

5
 Multimodal moves are classified under “Multiple Modes & Mail” 

6
 N.E.C. means Not Elsewhere Classified. Also called “Other Coal and Petroleum Products,” this category includes 

natural gas, petroleum asphalt, lubricating oils and greases, and others. For a full description, see: 
https://bhs.econ.census.gov/bhs/cfs/Commodity%20Code%20Manual%20(CFS-1200).pdf   
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The Top 10 commodities by tonnage are directly related to Idaho’s agricultural industry, whether harvested 

(e.g., cereal grains or logs) or as inputs into the process (e.g., fertilizers and animal feed).   The Top 10 

commodities by value are centered more around manufacturing and high-tech industries. Cereal grains likely 

shows up as a top commodity by value, simply due the sheer volume of product transported, not due to it 

being a high value commodity. 

Figure 2.6 Idaho Top Commodities by Tonnage, 2012 and 2040 

 
Source: FHWA Freight Analysis Framework v3 

Figure 2.7 Idaho Top Commodities by Value, 2012 and 2040 

 
Source: FHWA Freight Analysis Framework v3 
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As the overview of IFG and Amalgamated Sugar show, Idaho is part of the global economy and trades goods 

with domestic and international partners.  Through 2040, while domestic trade sees a decrease in share it 

will still comprise 81 percent of the total value.  Comprising smaller shares of the pie, both imports and 

exports are expected to increase.  The expected increase in the value of imports is more pronounced than 

that of exports. Given Idaho’s proximity to Canada, a large portion of trade flows between the two countries 

via Idaho ports of entry.  Trade with Canada dominated international movements in 2012 and is expected to 

increase from 90 percent of all international trade to 92 percent by value in the future. Idaho also trades with 

other countries, and trade is expected to be stable with Eastern Asia, Mexico, and the Americas, and to 

slightly decrease with Europe.  

On the domestic side, the majority of Idaho’s trade occurs within its borders.  This is particularly true with 

regards to 2012 value where this trade amounted to 33 percent of all domestic trade.  This drops to 25 

percent in 2040. Trade within Idaho’s borders, also known as “intra” trade, is expected to decrease by share 

over time.  Idaho’s largest U.S. trade partners by value are, with the exception of near-neighbor California, 

neighboring states but all with values lower than 9 percent in 2012, and below 12 percent in the expected 

future as shown in Figure 2.8. 

Figure 2.8 Idaho Domestic Trade Partner by Value 

 
Source: FHWA Freight Analysis Framework v3 

2.5 Trends Likely to Impact Future Idaho Freight Flows 

The data shown presents one possible future, however there are significant changes occurring related to 

how and where freight is produced, how it is delivered and who delivers it.  Some trends at the national and 

state levels that may affect Idaho’s freight industries and change the way business is conducted or goods are 

transported in the future include: 

 Energy. The changing nature of energy production and consumption in the U.S. and in Idaho is a large 

factor influencing industrial growth and freight system demand over the past decade.  Energy trends 
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include concepts such as use of renewable energy sources, hydraulic fracturing, and availability of 

cleaner burning transportation fuel. 

 Global Shipping. In recent years, global shipping has changed and is evolving in several ways.  

Container ships are increasing greatly in size as shown in Figure 2.9 and container shipping company 

alliances are being formed.  Major infrastructure expansion is occurring, and all new shipping routes are 

being established.  These developments will create changes in global supply chains and shift where, 

when, and how goods are moved to, from, and through the State.  

Figure 2.9 Evolution of Container Ships 

 

Source: Panama Canal Expansion: Ripple Effect to Florida, Forward Florida, March 5, 2014.    

 On-/Near-Shoring. Although Idaho’s primary international trading partner remains Canada, trade 

between Idaho and other states with Mexico, Central and Latin America is increasingly important to both 

Idaho and the overall U.S. economy.  As manufacturers seek methods to reduce costs they have 

increasingly been turning attention to manufacturing closer to their consumption markets, namely in 

Mexico, the Caribbean and Central America (near-shoring) and the U.S. (on or re-shoring). 

 Production. Advances in production technology are occurring all over the state and the U.S. and are 

changing the way companies conduct their business as well as lowering their costs.   One area where 

Idaho is expected to see significant growth in the future is in advanced manufacturing industries.  

Advanced manufacturing is defined by its use of highly-technological, cutting-edge processes and the 

employment of skilled, comparatively high-wage jobs. 

 Delivery.  E-commerce sales are expected to grow to more than $400 billion in the next several years, 

up to an over 60 percent growth in 4 years.  This activity is expected to result in larger quantities of 

goods moving through and to residential areas via trucks, increasing congestion and wear on local roads 

while reducing personal trips to traditional brick and mortar stores. 
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 Workforce.  The shifting labor market has a direct impact on freight shipping activity. The American 

Trucking Association (ATA) estimates that the U.S. trucking industry needs nearly 48,000 more drivers to 

meet current demand, and an improving economy is expected to balloon the shortage to nearly 74,000 

drivers by the end of 2016. 

 Automation. Continuing research in driver automation is increasing the possibility that some deliveries 

could be made without a driver in the near future.  Truck platooning, a system where multiple driverless 

trucks follow closely behind a manned lead vehicle, has already been demonstrated in Europe.
7
  

Automation could reduce the number of drivers needed for long-haul trucking, historically the most 

difficult sector of trucking to hire and retain employees.   It also improves fuel economy for all vehicles in 

the platoon, reducing the environmental impact of trucking.
8
  However, should the technology prove 

successful, it could also increase reliance on trucks at a time when Idaho and the U.S. DOT are 

advocating for a multimodal approach to freight movement.   

Figure 2.10 Truck and Car Platoon 

 
 
Source: http://www.itsknowledgeresources.its.dot.gov/its/bcllupdate/DriverAssistance2/  

                                                                 

7
 Jonathan M Gitlin. “No more two-lane highway headaches? Europe demos semi-autonomous truck platoon.” Cars 

Technica. April 7, 2016. Online at: http://arstechnica.com/cars/2016/04/europe-completes-a-demonstration-of-semi-
autonomous-truck-platooning/  

8
 David Fierro. “U.S. DOT releases study findings on platooning initiative.” National Independent Truckers Insurance 

Company. August 19, 2015. Online at: https://www.truckinsurancenitic.com/company-news/446-u-s-dot-releases-

study-findings-on-platooning-initiative.html  

http://www.itsknowledgeresources.its.dot.gov/its/bcllupdate/DriverAssistance2/
http://arstechnica.com/cars/2016/04/europe-completes-a-demonstration-of-semi-autonomous-truck-platooning/
http://arstechnica.com/cars/2016/04/europe-completes-a-demonstration-of-semi-autonomous-truck-platooning/
https://www.truckinsurancenitic.com/company-news/446-u-s-dot-releases-study-findings-on-platooning-initiative.html
https://www.truckinsurancenitic.com/company-news/446-u-s-dot-releases-study-findings-on-platooning-initiative.html
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3.0 Current Conditions and Network Analysis 

Idaho’s freight network consists of road, rail, air, water, and pipeline assets as well as the terminals and 

connecting points that link the various modes together.  This section contains an inventory of Idaho’s freight 

infrastructure assets and a description of the needs and issues facing the state’s freight infrastructure.  More 

detailed information on issues and needs can be found in Appendix C.   

3.1 Highways 

3.1.1 Highway Infrastructure 

The vast majority of goods in Idaho move by truck.  The Interstate system, consisting of I-15, I-84, I-184, I-

86, and I-90 provide connections to the national origins and destinations.  U.S. Highways including U.S. 95, 

U.S. 93, U.S. 30, U.S. 20 and 26, and U.S. 12 provide a number of crucial links in Idaho, especially through 

areas that are not well served by Interstates such as U.S 95 in the State’s panhandle, U.S. 93 through the 

middle of the state, and U.S. 20 east of Idaho Falls which sees the highest non-Interstate truck AADT in the 

State.  State routes also play an important role in the state, acting both as long distance corridors (SH 75 for 

example) and as and as local connectors between communities and to and from businesses.  

Beyond the state and federal system, the role of local roads cannot be overlooked.  Many of the freight-

reliant businesses in Idaho, especially those in the agriculture and mining sectors, are not located on the 

state system and rely on local roads to connect their business to state, national, and international supply 

chains.  Businesses in the retail and construction sectors also use these roads to reach sites and customers, 

especially with the growth of e-commerce which requires delivery to individual homes. 

Idaho checks the size, weight, registration, credentials, and safety of commercial motor vehicles through a 

system of 17 fixed Ports of Entry (POE) and multiple mobile enforcement units, identified in Figure 3.1 below.  

These facilities are a crucial component in preserving the 

state’s transportation infrastructure, protecting the motoring 

public from unsafe vehicles, and maintaining a level playing 

field for companies that use Idaho’s transportation assets.  

ITD and the Idaho State Patrol (ISP) use a growing set of 

technologies to increase the efficiency of their operations, 

including Weigh in Motion (WIM) sensors, Automatic 

Vehicle Identification (AVI) systems such as License Plate 

Readers (LPR), and are part of the Federal Motor Carrier Safety Administration Commercial Vehicle 

Information Systems and Networks (CVISN) program.
9
  Idaho is also home to two international ports, Porthill 

on SH 1 and Eastport on U.S. 95.  Both Ports allow truck traffic to transit between the U.S. and Canada.  

Eastport is the busier site, serving more than 60,000 trucks in 2014 while also serving as an international rail 

crossing.  Live animals, machinery and mechanical parts for reactors, and vehicles are the top commodities 

by value moving through Eastport.   

                                                                 

9
 Further information about the ITS capabilities in the state are detailed in Task Report 3 in Appendix C.  

Idaho operates 17 fixed Ports of 
Entry to issue credentials and 
monitor commercial motor vehicle 
size, weight, and safety.  
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Figure 3.1 Idaho’s Port of Entry System 

 
Source: Idaho Port of Entry Study, 2016. Cambridge Systematics  
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3.1.2 Highway Condition, Needs, and Issues 

According to both stakeholders and truck speed data, I-84 from Caldwell though Boise is the main stretch of 

highway in Idaho that experiences congestion on a recurring basis.  The section of I-84 east of this segment 

from I-184 to ID 21 is also heavily utilized, with average daily truck traffic between 5,000 and 6,000 vehicles.  

These portions of the interstate system serve the largest urban area in the State and link it to other markets 

including Twin Falls and Pocatello, as well as serving as the main route to the Salt Lake City market and its 

intermodal facilities.  The remaining interstate segments in Idaho all carry between 1,000 and 5,000 trucks 

per day.  In addition to the stretch of I-84 identified above, truck speeds are also low on I-90 at both the 

Oregon and Montana borders, as well as on a short stretch of I-84 near Burley.  Low overall truck volumes 

on I-90 indicate that the slow speeds are likely due to other vehicle congestion caused by rush hour (near 

Coeur d’Alene) and terrain (near Montana).  Burley and Oakley to the south are important industrial and 

agricultural areas with numerous freight-reliant industries and truck AADT above 5,000, indicating that at 

least some of the slow speeds on I-84 are likely due to freight-related congestion as trucks enter and leave 

the Interstate. The highest non-interstate truck volume is found on U.S. 20 north of Idaho Falls.  Segments of 

this route carry an average of 3,400 trucks per day.  Four other route segments in the state see commercial 

average annual daily traffic volumes above 2,000: U.S. 20 near Boise, SH 44 near Boise, U.S. 93 south of 

Twin Falls, and SH 128 near Lewiston.  Areas with high truck AADT and low speeds include the Twin Falls 

area, eastern Boise, U.S. 20 north of Idaho Falls, and the Coeur d’Alene area.  Figure 3.2 below shows truck 

volume and locations where speeds were below 35 MPH on the Interstate system, or below 25 MPH on the 

state highway system, between 5 and 6 PM on weekdays in April 2015.
10

 

Figure 3.2 Truck Speeds Below 35 MPH (Interstates) and 25 MPH (Non-Interstates) 

in PM Peak and Truck AADT. 

 
Source: NPMRDS, ITD.  

                                                                 

10
 This does not account for road speed limits due to limited data.  
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86% of Idaho’s roads have 
pavement in “good” or 
“fair” condition. 

Pavement and bridge surface quality are issues of concern to both the public and private sectors.  Poor 

conditions can cause delays, damage vehicles, and damage goods in transit.  Bridge and road conditions on 

the state highway and Interstate system in Idaho are generally very good.  This conclusion is reinforced by 

stakeholder comments that the condition of the road network in the state is generally adequate to meet 

needs and so these do not appear to be a major need or issue for the state currently.  Pavement conditions 

are meeting ITD Performance Measure goals.  Bridge conditions as measured and rated by ITD are slightly 

below existing Performance Measure goals.11   

However, the local network of roads that provide access to many of the businesses in the state were 

identified as an area of need.  The agricultural and mining sectors in particular are often located off the state 

highway network and must rely on local roads to get goods in and out.  At present there is a lack of data to 

quantify the condition of most of these routes.  Data collection, especially on routes that may be added to the 

National Highway Freight Network as Critical Urban or Critical Rural 

Freight Corridors (see Section 6 for details), is a priority.  

Figure 3.3 below shows locations in Idaho with pavement rated as either 

“poor” or “very poor”. Eighty-six percent of the pavement is classified in 

“good” or “fair” condition by ITD.  For major freight routes, U.S. 95 north 

of Potlatch and small sections of Interstate 90, Interstate 84, and Interstate 15 are the only areas with ratings 

of “very poor.”  Other locations with this lowest grade include SH 51 south of Grasmere, SH 31 between U.S. 

26 and SH 33, SH 21 near Idaho City, SH 34, and SH 41 between I-90 and SH 53.  Figure 3.3 also shows 

bridges listed as structurally deficient or functionally obsolete.  A bridge is listed as structurally deficient when 

its deck, superstructure, or substructure are rated a “4” or lower on a scale from 0 to 9.  These bridges are 

still safe, but they are identified for rehabilitation or replacement.  Functionally obsolete bridges are described 

by the U.S. DOT as lacking sufficient carrying capacity, having height restrictions, or being prone to 

flooding – it is not related to the condition of the bridge.12   However, they often pose difficulties to truck traffic 

due to height or width limits which force some trucks to seek alternate routing which leads to increased cost 

and time.  Approximately 9% of bridges in the state are rated as structurally deficient, the majority of them 

are located on Interstates.   

Figure 3.3 also identifies non-Interstate locations where truck speeds in April 2015 between 5 and 6 PM were 

below 25 MPH based on data obtained from the National Performance Management Research Data Set 

(NPMRDS).  There are relatively few areas where poor road and bridge conditions overlap with slow truck 

speeds.  These areas include U.S. 26 near Shoshone, U.S. 20 near Rexburg, U.S. 20 near Mountain Home, 

SH 41 north of Coeur d’Alene, and SH 55 near Marsing.  Further research is needed to determine if the low 

speeds are due to bridge and pavement conditions, or if other factors such as rush hour traffic, geography, or 

low speed limits are the root cause.  

Two other road-related concerns will be discussed in more detail in Section 5.  One key concern is the 

129,000 (129k) pound truck route network.  Certain state routes in Idaho allow trucks at this higher weight 

limit, though these routes do not form a connected network and there is no mechanism in place to allow ITD 

to systematically fill gaps in the network.  In addition, during the development of this Plan, the State received 

permission from the Federal government to allow 129k trucks on the Interstate system.  The inclusion of 

                                                                 

11
 ITD measures the ratio of deck area of bridges in good condition vs. the entire inventory of bridges in the state.  

12
  Maryland DOT Bridge Inspection Fact Sheet.  August 2007.   
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these new routes will likely change travel patterns and supply chains in the State.  The second concern is the 

shortage of truck drivers in the state.  

Figure 3.3 Idaho Highway Pavement and Bridge Conditions and Truck Speed 

 
Source: NBI Bridge data, NPMRDS, ITD, Cambridge Systematics 
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In addition to these measures, ITD also maintains maps that show route capacity and vertical clearance 

restrictions on bridges.  The route capacity map identifies routes subject to weight restrictions for overweight 

vehicle travel.  One of the categories mapped are red routes which include posted bridges.  These bridges 

are targets for future freight funding.  Routes impacted by these structures include SH 46 between Wendell 

and Buhl (3 bridges), SH 13 Business southeast of Kooskia, I-84 Business near Hammett (MP 2.42 to 1.5), 

and the I-90 EB off-ramp at MP 0.6.
13

  Bridges with clearances of 14 feet or less, which is the minimum 

recommendation for urban areas, are found on U.S. 30 between I-86 and I-15 and U.S. 20/26 in Idaho Falls.  

The U.S. 30 height restriction is found approximately 3.2 miles east of I-86.  The eastbound side of U.S. 30 

has a maximum clearance of 13’11”.  In Idaho Falls, U.S. 20/26 has a vertical clearance of 13’8”.  Both 

restrictions occur where the road passes under a rail line and any projects will require cooperation and 

coordination with the railroads.  However, CAADT on U.S. 20/26 is approximately 1,600 vehicles per day, 

with approximately 800 trucks per day on U.S. 30 indicating that these routes are currently being used 

without incident.  Figure 3.4 shows the U.S. 30 height restriction, Figure 3.5 shows all vertical clearances in 

the State.   

Figure 3.4 U.S. 30 Eastbound in Pocatello Vertical Height Clearance 

 

Source: Google Maps.  

 

 

                                                                 

13
 Online at: https://itd.idaho.gov/dmv/poe/documents/route_cap2.pdf  

https://itd.idaho.gov/dmv/poe/documents/route_cap2.pdf
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Figure 3.5 ITD Vertical Clearance of Structures on Idaho State Highways – 

Southeast Idaho Detail  

 

 
Source: ITD 
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3.2 Rail 

Rail represents the largest modal alternative 

to trucks in Idaho.  It carries the second 

largest quantity of goods (in tons) in the 

state, and is used for intrastate, interstate, 

and through state movements.  Furthermore, 

because of the major intermodal yards in adjacent states (at Spokane, WA and Salt Lake City, UT), many 

supply chains that utilize trucks to deliver goods to and from Idaho businesses also rely on rail for a portion 

of the trip.  In addition to providing modal choice and resiliency, each rail car carries the equivalent of 4 

trucks, removing a large number of vehicles from the State’s roads. 

In 2012, rail carried 12% of the freight moved in Idaho (by weight) and 5% of the total value of goods moved.  

Rail is particularly suited to carry bulk products that are heavy but relatively low in value—coal, fertilizer, 

grains, lumber.  Freight-reliant industries including agriculture, mining and utilities, construction, and 

manufacturing all rely on rail to move goods to/from destinations and origins within the state.  Wholesale and 

retail supply chains also utilize rail, though the location of major intermodal yards in states adjacent to Idaho, 

which means that intermodal container usage within the state is relatively low. 

Figure 3.6 below shows the locations and ownership of rail lines in Idaho.  Union Pacific is heavily focused in 

the southern portion of the state along the Snake River Valley though it also operates a line from the 

Washington State border near Coeur d’Alene northeast to the Canadian border at Eastport. BNSF’s Great 

Northern Corridor operates through the northern section of Idaho, running parallel to U.S. 2 and U.S. 95 in 

most of the state. Idaho’s Class II line, the Montana Rail Link follows SH 200 from the Montana border to an 

interchange with BNSF in Sandpoint and has trackage rights on the BNSF mainline to Spokane, WA.  

Idaho’s Class III lines serve as feeder and distribution routes to many companies in the state and provide a 

crucial link to the nationwide Class I system.   

The busiest section of rail in the state is near Sandpoint, where UP, BNSF, and Montana Rail Link lines 

converge to cross Lake Pend Oreille.  This is the major chokepoint between the rail hub in Spokane, WA and 

points further west and destinations in the Midwest. Approximately 50 trains, and as many as 70, utilize this 

single-track crossing every day.
14

  Union Pacific’s Northwest Corridor which travels east-west across the 

state through the Snake River Valley is also a heavily used line. 

                                                                 

14
 Zach Hagadone. “BNSF Plans New Rail Bridge over Lake Pend Oreille in North Idaho.” Boise Weekly. August 28, 
2104. Online at: http://www.boiseweekly.com/CityDesk/archives/2014/08/28/bnsf-plans-new-rail-bridge-over-lake-pend-
oreille-in-north-idaho  

In 2012, rail carried 12% of all goods (by weight) 

and 5% of all goods (by value) in the state. 

http://www.boiseweekly.com/CityDesk/archives/2014/08/28/bnsf-plans-new-rail-bridge-over-lake-pend-oreille-in-north-idaho
http://www.boiseweekly.com/CityDesk/archives/2014/08/28/bnsf-plans-new-rail-bridge-over-lake-pend-oreille-in-north-idaho
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Figure 3.6 Idaho Rail Network 

 
Source: ITD, FRA, Cambridge Systematics 

Interviews with numerous stakeholders identified Class I rail capacity as an intermittent problem driven 

mainly by the volume of Bakken crude being shipped in the region.  Trains dedicated to moving crude oil and 

associated products for the oil fields reduce the available space for trains carrying other commodity types.  

The lack of rail capacity forces these goods to move via truck, increasing transportation costs and road 

degradation and creating additional demands on an already limited driver pool which can lead to delays due 

to lack of drivers and even higher costs.  This modal shift also increases congestion at port facilities on the 

West Coast and increases the environmental impacts associated with transportation.  This issue has 

lessened recently as shipments of Bakken crude have waned and new pipelines to carry crude have come 

online and replaced rail.  Railroad industry projections do not anticipate a return to pre-2006 levels of train 
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traffic in the near future due to the reduction in coal and crude shipments.
15

  However, gas prices remain 

volatile and subject to national and international events—an increase in oil prices could quickly lead to a 

renewed lack of capacity along the UP Northwest Corridor and BNSF Great Northern mainline, with an 

especially difficult bottleneck at the Lake Pend Oreille crossing.  BNSF had to make emergency repairs to 

this structure in July 2016, highlighting the vulnerable nature of this bottleneck
16

 Figure 3.7 shows the 

number of barrels shipped by geographic origin from 2010-2015 for crude oil, ethanol, and biodiesel.  The 

upper Midwest (region 2), including the Bakken crude producing area in North and South Dakota is the main 

origin for crude shipments.  

Figure 3.7 Crude, Ethanol, and Biodiesel by Rail Figures, 2010-2015 

 
Source: U.S. Energy Information Administration, Petroleum Supply Monthly.  

Stakeholders were mixed about needs facing the shortline (Class III) railroads in Idaho.  Some described the 

shortline connections they used as adequate and placed blame for rail constraints on the Class I system, 

while others indicated that shortline service was not frequent enough to meet their needs.  Weight 

restrictions on some of the shortlines was another concern.  The national rail network has moved to a 

286,000 pound standard for railcars, with some of the major corridors improving to 315,000 pound limits.  

Shortlines throughout the U.S. have struggled to keep up with the demand for higher weight limits, leading to 

additional costs for shippers/receivers and/or the need to use other modes of transportation.  The need to 

meet changing federal safety regulations and reporting requirements further drains resources from capital 

improvement projects. The need for short-lines to improve infrastructure has been acknowledged at the 

Federal level; since 2005, a Federal investment tax credit specifically directed at short-lines (Section 45G of 

the U.S. tax code) has been available that provides a direct credit of up to 50 percent of capital investments.  

States have also increasingly made funding available through grant programs or direct funding, with 

                                                                 

15
 Blake Sobczak. “Transport: Shifting energy markets end crude by rail’s reign.” EE News. February 8, 2016. Online at: 

http://www.eenews.net/stories/1060031956  

16
 Justin Franz. “BNSF makes emergency repairs to Lake Pend Oreille bridge.” Trains. July 29, 2016. Online at: 

http://trn.trains.com/news/news-wire/2016/07/29-lake-pend  

http://www.eenews.net/stories/1060031956
http://trn.trains.com/news/news-wire/2016/07/29-lake-pend
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examples including Pennsylvania’s Rail Freight and Rail Transportation Assistance Programs
17

 and Kansas’ 

State Rail Service Improvement Fund.
18

  However, Idaho does not have a similar program, and funding has 

not been able to keep up with demand. 

Rail safety is also a key concern, especially at at-grade rail crossings where lower levels of grade crossing 

protection exist.  The level of protection is based in part on traffic volume—given the relatively low traffic 

volumes found in much of the state, many of Idaho’s crossings have passive warning systems only.
19

  

Between 2010 and 2014 there were a total of 89 incidents at road-rail crossings.   Of those, 29 involved a 

train and either a truck or a truck-trailer.  In this subset, 23 of the 29 incidents occurred at a public crossing.  

Six of the incidents occurred in Canyon County, the most of any county in the State.  There were two 

fatalities from train-truck incidents between 2010 and 2014 and an additional 9 injuries.  The fatalities 

occurred on SH 36 in Franklin County and Fort Hall Mine Road in Bannock County.  The absence of active 

grade crossing protection can be seen in many of the report narratives—the failure of drivers to stop at a 

crossing was a common causal factor.  For incidents involving trucks, 18 of the 29 crashes occurred at 

crossings without any protection, and another 8 crossings had flashing-light signals only. Figure 3.8 below 

shows the locations of all injury and fatality incidents occurring at at-grade rail intersections between 2010 

and 2014.     

                                                                 

17
 Pennsylvania Grant Programs. Online at: http://www.penndot.gov/Doing-Business/RailFreightAndPorts/Pages/Grants-
and-Loans.aspx  

18
 Kansas Department of Transportation’s State Rail Service Improvement Fund. Online at: 
http://ksdot1.ksdot.org/burRail/loans/fact-sheet_rail_2012.pdf  

19
 ITD. Rail-Highway Grade Crossings. Section 850 ToC. Online at: 
http://itd.idaho.gov/manuals/Manual%20Production/Traffic/850RR.pdf  

http://www.penndot.gov/Doing-Business/RailFreightAndPorts/Pages/Grants-and-Loans.aspx
http://www.penndot.gov/Doing-Business/RailFreightAndPorts/Pages/Grants-and-Loans.aspx
http://ksdot1.ksdot.org/burRail/loans/fact-sheet_rail_2012.pdf
http://itd.idaho.gov/manuals/Manual%20Production/Traffic/850RR.pdf
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Figure 3.8 Idaho At-Grade Highway Rail Crossing Incidents, 2010-2014 

 
Source: FRA Rail Incident Database 
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A contributing factor in many of the truck-rail collisions was the inability of truck-trailers to clear the tracks 

when a truck stopped at an intersection on the far side of the crossing.  The majority of these incidents 

occurred where local roads crossed a rail line running parallel to a state or U.S. route in rural areas, though 

this type of incident was not unique to rural areas.  Figure 3.9 shows the location of one such incident at a 

signal controlled intersection in Shelley, ID.  

Figure 3.9 Image of Rail-Truck Incident Location, Shelley, ID - 2012 

 
Source: FRA Rail Incident Database, Google Earth 
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3.3 Water 

The Columbia Snake River System, through the Port of Lewiston, provides Idaho with a water access to the 

Pacific Ocean.  The system handled over 54 million tons of cargo in 2012, with 9 million of those tons 

utilizing the upper section of the system above Portland/Vancouver.  The Port of Lewiston is the eastern end 

of the commercially navigable Columbia Snake River System, 465 miles from the Pacific Ocean.  It is the 

most inland port on the U.S. west coast and serves as a hub for the export of wheat, barley, and 

peas/lentils.20  The Port of Lewiston’s main waterfront site is Northport, located on the north side of the 

Clearwater River across from the City of Lewiston. The site hosts a container yard, 150,000 square-feet of 

warehousing, and grain storage areas with a capacity of 6.2 million bushels.  A dock extension partially 

funded by a 2012 TIGER Grant award was completed in 2014, further expanding shipping capabilities.21 

Figure 3.10 below shows the Columbia Snake River System and accompanying infrastructure.   

Figure 3.10 Locks and Dams on the Columbia Snake River System 

 
Source: Pacific Northwest Waterways Association Fact Sheet. 

The Port of Lewiston suspended container on barge service in April 2015 due to the withdrawal of Hapag-

Lloyd’s container service from the Port of Portland in March 2015.  The container on barge service exported 

3,240 twenty-foot equivalent units (TEUs) from Lewiston in 2014.22  Limited (bi-weekly) service returned in 

December 2015 with containers sent on barge from Lewiston to Morrow, OR where they are transferred to 

                                                                 

20
 Pacific Northwest Waterways Association. “Columbia Snake River System Facts.” Online at: 
http://www.pnwa.net/new/Articles/CSRSFactSheet.pdf  

21
 Infrastructure and Operations Assessment. Prepared for the Montana Department of Transportation. October 27, 
2014. Online at: http://greatnortherncorridor.org/pdf/members/tech%20memo%201-final%20revised.pdf  

22
 Port of Lewiston. “POL Suspends Container on Barge Service, April 8, 2015.” Online at: http://portoflewiston.com/port-
of-lewiston-suspends-container-on-barge-service-april-8-2015/  

http://www.pnwa.net/new/Articles/CSRSFactSheet.pdf
http://greatnortherncorridor.org/pdf/members/tech%20memo%201-final%20revised.pdf
http://portoflewiston.com/port-of-lewiston-suspends-container-on-barge-service-april-8-2015/
http://portoflewiston.com/port-of-lewiston-suspends-container-on-barge-service-april-8-2015/
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rail for the journey to ports in Tacoma and Seattle.23  This route is not expected to yield significant financial 

savings for Idaho exporters compared to the truck route to west-coast Ports, but the return of limited service 

is meant to increase demand for the reinstallation of the full container on barge service to the Port of 

Portland.  The Port of Portland is helping financially to set up the limited service in expectation that it will help 

maintain the demand and eventually lead to the return of a full waterborne option. 

In addition to the limited container service, grain shipments remain a key strength of the Port, with 659,169 

tons of wheat/barley shipped in 2014 through two major grain facilities—Lewis Clark Terminal and CLD 

Pacific Grain, LLC.24  Although these terminals are privately owned and operated, the economic activity is an 

indicator of regional economic health.  

One other service historically offered by the Port of Lewiston is acceptance of oversize and overweight cargo 

such as refining equipment or wind generator components.  The Port has imported this cargo in the past; 

however current travel restrictions on U.S. 12 due to a court case limit the maximum width of cargo to 16 

feet.  U.S. 12 has historically been used to transport oversized and “megaload” shipments from the Port of 

Lewiston to destinations in Montana or Alberta, Canada.  The injunction came after the movement of a 

644,000 pound water evaporator to Canada’s oil fields in August 2013—the first of 10 planned loads.  An 

appeal was denied in October 2013, and the injunction on moving oversized loads on the route currently 

stands.
25

  The Port has received inquiries about accepting oversize cargo, but until this restriction is lifted, 

opportunities to move oversized cargo are limited. 

In addition to its shipping operations, the Port of Lewiston also plays an important economic development 

role for Nez Perce County, the surrounding region, and the state of Idaho.  The Business & Technology Park 

and the Harry Wall Industrial Park are Port-owned parcels that provide for future development opportunities 

in close proximity to the Port.  Another economic development project—Southport Industrial Park—was 

transferred to private ownership in 2004.  These locations house a number of different businesses including 

logistics and engineering and manufacturing for hi-tech products including medical devices.  All of the freight 

moving in and out of the industrial parks travels by truck.  The Harry Wall Industrial Park located on SH 128 

is expected to expand in the near future.   

Stakeholders did not identify any major concerns with the waterways connecting the Port of Lewiston to the 

Pacific Ocean.  Dredging by the Army Core of Engineers (USACE) restored the channel to the 

congressionally authorized 250-foot wide, 14-foot deep channel in February 2015, allowing for full access by 

barges to Lewiston.  A major system outage is planned for 2017 to allow for any needed repairs, an event 

that has been well publicized and coordinated with the businesses and ports that utilize the river system.  

The Port of Lewiston’s facilities are also adequate for current freight needs including the limited container-on-

barge service and have the ability to handle future increased cargo loads and/or the return of 

oversize/overweight shipments. 

                                                                 

23
 “Container on Barge Service Available at Port of Lewiston.” Washington Ports.  Online at: 
http://washingtonports.org/container-on-barge-service-available-at-port-of-lewiston-idaho/    

24
 Port of Lewiston. Container Shipping Report, Month of December 2014. Online at: http://www.portoflewiston.com/wp-

content/uploads/2010/11/December-2014-Shipping-Report.pdf  

25
 David Rauzi. “Oversize loads injunction appeal denied by District Court.” Idaho County Free Press. October 15, 2013.  

Online at: http://www.idahocountyfreepress.com/news/2013/oct/16/oversize-loads-injunction-appeal-denied-district-c/  

http://washingtonports.org/container-on-barge-service-available-at-port-of-lewiston-idaho/
http://www.portoflewiston.com/wp-content/uploads/2010/11/December-2014-Shipping-Report.pdf
http://www.portoflewiston.com/wp-content/uploads/2010/11/December-2014-Shipping-Report.pdf
http://www.idahocountyfreepress.com/news/2013/oct/16/oversize-loads-injunction-appeal-denied-district-c/


Current Conditions and Network Analysis 

Cambridge Systematics, Inc. 
3-16 

3.4 Air 

In a state as large and geographically diverse as Idaho, airports serve a critical role for the freight industry.  

Typically, cargo with high value, high time sensitivity and/or high security requirements move by air as it is 

the fastest and often best-tracked method to move goods.  High value electronics, pharmaceuticals, some 

agricultural product, and essential replacement parts for manufacturing lines are examples of goods 

commonly moved by air.  Additionally, airports that do not (or only rarely) support cargo flights still help 

freight-related businesses in the state by providing transportation access for clients, company employees, or 

business partners.  

Air accounts for less than 1 percent of trade by weight in Idaho, but 2 percent by value, again reflecting the 

high value/low weight cargo typical of air shipments.  Air is expected to grow to 5 percent of cargo by value 

by 2040.  Another area of growth that includes air is the “multiple modes and mail” sector.  Air is commonly 

used in combination with other modes to transport mail and small, time sensitive packages, and this mode is 

projected to increase from 12 percent of shipments by value to 16 percent over the next 28 years.   

The 2010 Idaho Airport System Plan (IASP) identifies 75 public use airports in the state and divides them 

into 5 categories: Commercial Service; Regional Business; Community Business; Local Recreational; and 

Basic Service. These airports are identified in Figure 3.11 below. 

Of the 75 locations in the study, 27% report some amount of freight activity. Although all planes are capable 

of carrying cargo (parcels and packages for example), the most important airports are the commercial 

service airports with scheduled national or regional/commuter air service (7 sites).  These are Boise Airport, 

Hailey/Sun Valley, Idaho Falls, Lewiston, Pocatello, Twin Falls, and Pullman-Moscow (WA).  Coeur d’Alene 

airport was also cited by stakeholders as conducting intermittent air car. 

Another important airport located outside of Idaho but serving the freight needs of the state is Spokane 

International Airport in Washington.  For cities in Idaho’s panhandle and I-90 corridor such as Coeur d’Alene, 

Sandpoint, and Bonner’s Ferry, Spokane is the closest airport with regular cargo service.  In addition to 

FedEx and UPS, it also provides additional options for specialty cargo such as temperature controlled 

shipments compared to Moscow-Pullman or Lewiston Airports.  It is estimated that Spokane serves nearly 

100 percent of the air cargo for Shoshone and Kootenai Counties.26   

 

                                                                 

26
 Coeur d’Alene Airport Master Plan. June 2012. Online at:  http://www.cdaairport.com/masterplan.asp  

http://www.cdaairport.com/masterplan.asp
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Figure 3.11 Idaho Airport Locations 

 
Source: https://itd.idaho.gov/aero/Publications/08SystemPlan/Executive_Summary/IASP_ES-
FINAL%28LowRes%29.pdf 
 

https://itd.idaho.gov/aero/Publications/08SystemPlan/Executive_Summary/IASP_ES-FINAL%28LowRes%29.pdf
https://itd.idaho.gov/aero/Publications/08SystemPlan/Executive_Summary/IASP_ES-FINAL%28LowRes%29.pdf
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Boise Airport (BOI) plays the central role in moving air freight in the state.  Boise is a U.S. Customs and 

Border Patrol Port of Entry and is staffed by U.S. Customs Agents, allowing it to process passengers and 

cargo from outside the United States.  BOI is served by 6 mainline and regional airlines which offer freight 

service in the belly of passenger jets.  These companies are Alaska Airlines, Allegiant Air, Delta, Southwest, 

United Airlines, and U.S. Airways.  In addition to these carriers, there are 4 cargo-only carriers with regular 

service—Air Mail, Federal Express, UPS, and Western Air Express—plus chartered cargo service 

availability.  Figure 3.12 below shows the time needed to reach major U.S. and Canadian markets from 

Boise.  

Figure 3.12 Market Access by Air - Boise Airport 

 
Source: Idaho Department of Commerce 

Boise Airport handled nearly 344 million pounds of cargo in 2014, an increase of 4.7 percent from 2013 and 

18,935 flights including both passenger and cargo flights.  UPS and FedEx handled nearly half of the total air 

cargo at BOI.  Salt Lake City, UT is the most heavily used origin/destination for BOI—FedEx and UPS 

combined shipped 95 million pounds of cargo through Salt Lake City International Airport.  For a single route, 

FedEx outbound shipments to Memphis was the highest volume route with almost 33 million pounds followed 

by inbound shipments from Memphis at just over 29 million pounds.  Memphis International Airport is 

FedEx’s main cargo hub in the United States.  UPS’ main origin and destination is Salt Lake City, Utah. 

Parcel service by UPS and FedEx both utilize service centers close to the airport.   

Interviews with stakeholders revealed no major issues or needs for Idaho’s aviation system.  Boise Airport, 

which is the main cargo destination in the state, reported that overall conditions at the airport were good, 

runways were adequate, and connections to the road network were sufficient for current and projected freight 

needs.  A 2009 Airport Master Plan made one freight-specific recommendation suggesting the development 

of a new consolidated cargo facility to allow for future expansion of cargo operations and to increase safety 
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and efficiency by segregating cargo and general aviation aircraft.27  However, a 2013 Air Cargo Study 

revealed that current freight volumes were 14% below 2000 peak levels and that a return to that level was 

not forecasted until 2017. The 2013 Study recommended teaming with economic development agencies to 

attract distribution operations for a company like Amazon, encouraging exporters and importers to take 

advantage of Boise’s Customs Port and local Free Trade Zone, and delay capacity expansion for freight 

activities until demand requires it, rather than by 2017 as stated in the Airport’s 2009 Master Plan.28   Boise 

Airport is currently updating their master plan.    

3.5 Pipeline 

Idaho moved over 30,000 tons of goods worth more than $12 billion via pipeline in 2012.29 The two major 

commodities transported are natural gas and transportation fuel.  Natural gas moves in two interstate and 

three intrastate distribution networks. The first major line enters Idaho from Canada and exits around Coeur 

d’Alene bound for Washington, Idaho, and California.  The second follows the Snake River Plain in southern 

Idaho after beginning in the San Juan Basin (northwest NM and southwest CO) towards the Pacific 

Northwest and Canada.30  These are shown in Figure 3.13 below.  

Gasoline and diesel fuel is imported by truck, rail, or pipeline into Idaho; the state has no refineries and 

limited pipeline infrastructure.  Two pipelines connect to refineries in Montana and Idaho.  The Yellowstone 

Pipeline owned by ConocoPhillips connects three refineries in Billings, Montana to Spokane, Washington for 

distribution in northern Idaho.  The Northwest Products Pipeline owned by Tesoro connects Salt Lake City 

with Pocatello, Burley and Boise with further service to Pasco, Washington where a single line brings fuel to 

Spokane, Washington for distribution in northern Idaho.  A small amount of fuel bound for Idaho begins in 

northwestern Washington, travels to Portland via the Olympic Pipeline and is loaded on barges for 

distribution from the Port of Lewiston.31  Stakeholders did not identify any constraints or issues with the 

existing system. 

                                                                 

27
 2009 Master Plan Update for Boise Airport. Online at: http://www.iflyboise.com/media/2636/boi-
executive_summary_2009_master_plan_update_-_standard_layout_pm.pdf  

28
 “Boise Airport Connections.” Volume 2, Issue 2. Online at: 
http://www.iflyboise.com/media/29743/newsletter_apr_2013.pdf  

29
 Source: FHWA FAF3.  

30
 U.S. Energy Information Administration. Idaho Profile Analysis. July 17, 2014. Online at: 
http://www.eia.gov/state/analysis.cfm?sid=ID&CFID=7591207&CFTOKEN=758df5661eb4f232-9CCF2EAD-5056-
A34B-9246B52D3EF07841&jsessionid=8430d6cf6a6c296e47f17525b8086137302f   

31
 Idaho Governor’s Office of Energy Resources. Idaho Energy Primer. 2015. Online at: 

http://energy.idaho.gov/energyalliance/d/2015_03_09_Idaho_Energy%20Primer.pdf  

http://www.iflyboise.com/media/2636/boi-executive_summary_2009_master_plan_update_-_standard_layout_pm.pdf
http://www.iflyboise.com/media/2636/boi-executive_summary_2009_master_plan_update_-_standard_layout_pm.pdf
http://www.iflyboise.com/media/29743/newsletter_apr_2013.pdf
http://www.eia.gov/state/analysis.cfm?sid=ID&CFID=7591207&CFTOKEN=758df5661eb4f232-9CCF2EAD-5056-A34B-9246B52D3EF07841&jsessionid=8430d6cf6a6c296e47f17525b8086137302f
http://www.eia.gov/state/analysis.cfm?sid=ID&CFID=7591207&CFTOKEN=758df5661eb4f232-9CCF2EAD-5056-A34B-9246B52D3EF07841&jsessionid=8430d6cf6a6c296e47f17525b8086137302f
http://energy.idaho.gov/energyalliance/d/2015_03_09_Idaho_Energy%20Primer.pdf


Current Conditions and Network Analysis 

Cambridge Systematics, Inc. 
3-20 

Figure 3.13 Idaho Pipeline Infrastructure 

 
Source: http://energy.idaho.gov/energyalliance/d/2015_03_09_Idaho_Energy%20Primer.pdf  

3.6 Multimodal 

A new requirement under the new FAST Act legislation is for State Freight Plans to identify the multimodal 

freight network in the state.  This network will be developed by the U.S. DOT by December 4, 2016 and will 

comprise the National Freight Multimodal Network (NFMN).
32

  The interim list includes the following facilities: 

 Interstates 84, 15, 184, 86, and 90; 

 Union Pacific, Burlington Northern and Santa Fe, and Montana Rail Link railroads (1,028 miles total); and 

                                                                 

32
 U.S. DOT Interim National Multimodal Freight Network State Maps and Tables. Online at: 
https://www.transportation.gov/freight/INMFNTables  

http://energy.idaho.gov/energyalliance/d/2015_03_09_Idaho_Energy%20Primer.pdf
https://www.transportation.gov/freight/INMFNTables
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 Critical Urban and Critical Rural Freight Corridors to be determined.  

In addition to the federally identified network, the key multimodal freight facilities described above are 

summarized in Table 3.1 and shown on Figure 3.14.  The Port of Lewiston is the only water-land multimodal 

facility in the state and is the furthest inland port on the west coast of the U.S.  It is a vital link for exporting 

agricultural products from Idaho and also allows for the transport of oversized goods such as refinery 

equipment, wind generators, and other project cargo.  However, rail connectivity is negatively impacted due 

to the need for rail shipments to go 135 miles west of the Port to connect to the Class I system.  This detour 

reduces the economic competitiveness of intermodal service to the region or trying to combine rail and water 

modes.  Boise Airport serves as the main air-land multimodal facility in the state, though airports in other 

cities including Idaho Falls, Twin Falls, Pocatello, Hailey, and Lewiston also service air freight needs on an 

inconsistent basis.  Spokane Airport in Spokane, WA also serves as an air freight hub for northern Idaho 

though it is not included in the map.  

The remaining facilities are rail-truck transload facilities, which transfer goods including bulk material such as 

coal, or other products such as, lumber or construction material that do not move in palletized form between 

modes.  Grain is a common commodity handled at these facilities, and four locations in the state can 

accommodate 100+ car unit trains of grain: Gavilon Grain in Burley, Land O Lakes Farmland Feed in 

Gooding, Lansing Grain in Bliss, and Simplot Land and Livestock in Mountain Home.  There are other 

potential transload sites in the state under consideration by both ITD and private companies.  One is near 

Burley to provide agriculture and manufacturing companies in the area improved access to rail.  The City of 

Boise is examining the reactivation of a spur line to serve City-owned vacant land that potentially could 

house industrial uses or a transload/intermodal site near the airport.   However, the lack of a true intermodal 

facility that can handle intermodal container shipments is a long-term need for the state.  The two nearest 

facilities are in Salt Lake City, Utah (operated by UP) and Spokane, Washington (operated by BNSF).  

Table 3.1 Summary of Key Multimodal Freight Facilities in Idaho 

Facility Name Facility 
Location 

Ownership 
/Access 

Modes Involved Capacity (if 
applicable) 

Commodities 
Handled 

Port of Lewiston Lewiston  Water/Truck/Rail  Pulses, Grain, 
Project Cargo 

Boise Airport Boise  Air/Truck 344 million pounds 
of cargo (2014) 

All 

Gavilon Grain Burley EIRR Rail/Truck 110 railcars Grain 

Land O Lakes Farmland 
Feed 

Gooding UPRR Rail/Truck 100 railcars Grain 

Lansing Grain Bliss UPRR Rail/Truck 100 railcars Grain 

Simplot Land and Livestock Mountain Home UPRR Rail/Truck 110 railcars Grain 

Source: National Transportation Atlas Database.  
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Figure 3.14 Idaho’s Key Multimodal Freight Facilities 

 
Source: ITD, FRA, Cambridge Systematics 
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3.7 Summary of Idaho Freight Needs and Issues 

Idaho’s non-highway freight assets are in good physical condition with capacity to expand operations.  Rail 

conditions are variable.  Class I lines and the State’s Class II line are in good physical shape but capacity 

can fluctuate depending on factors outside of the State’s control—namely Bakken crude production levels.  

Physical conditions on Class III lines are more varied, though capacity does not appear to be a concern.  

Idaho’s road network in general is in fair condition with few capacity constraints.  However, there are issues 

concerning work force availability, routing and community impacts, and safety. An overview of identified 

needs and issues is found in Table 3.2 below.   

Table 3.2 Idaho Freight System Needs and Issues 

Need  Section Rating Rating Explanation Opportunity  

Truck 
Congestion  

Highway 
Congestion  

Limited areas of congestion 
concern. Boise (I-84) and slow 
traffic flow due to geometric and 
geography constraints.  

Identify locations to provide truck 
climbing or passing lanes to help avoid 
driver frustration. Operational 
improvements or targeted capacity 
improvements may be desired. 

Overweight 
and 
Oversize 
Routes 

Highway 
Access  

105,500 on all state routes, 129k 
on some state routes and on the 
Interstates is a benefit. 129k routes 
are expanding but network is still 
disconnected.  State/government is 
unable to directly request addition 
of new routes—requests must 
come from businesses. 

Statewide comprehensive examination 
of 129k network is needed to ensure a 
robust system that serves businesses, 
makes the best use of resources and 
minimizes impacts to local roads and 
communities. 

Size and 
Weight 
Harmonizati
on 

Highway 
Access  

Idaho has a similar weight limit on 
state routes as WA/OR, higher if on 
129k network; NV/UT allow 129k 
on all routes; WY has no weight 
limit on state routes, 117k on 
Interstates; MT has no weight 
limits.   

Work with neighboring states through 
WASHTO to harmonize regulations. 

Truck Driver 
Shortage 

Workforce 

 

Severe shortage of drivers. High 
turnover.  

Promote and fund training opportunities 
at technical and community colleges.  

Highway 
Safety 

Highway 
Conditions 
and Safety 

 

Truck crash rate is lower than 
overall crash rate on State System. 
Non-interstates experience a higher 
rate of fatalities/injuries for trucks 
compared to all vehicles 

11 priority locations identified for 
infrastructure improvements.  

Pavement 
Conditions 

Highway 
Conditions 
and Safety 

 

86% good/fair. Green rating from 
ITD. 

 

Bridge 
Conditions 

Highway 
Conditions 
and Safety 

 

74% of bridges in Good condition. 
Yellow rating from ITD, goal is 
80%.  

 

Impact to 
Main Street 

Highway 
Conditions 
and Safety 

 

Lack of local truck routes to direct 
first- and last-mile traffic. 
Disconnected 129k system creates 
gaps.  

Provide assistance to develop Truck 
Routes at municipal level to reduce 
impact on main streets and guide 
expansion of 129k system. 

Intermodal 
Connectivity 

Rail Access 

 

Idaho lacks a rail-truck intermodal 
terminal, and reduced container-on-
barge option from Port of Lewiston 

Future ability to shift modal use. Rail-
Truck Intermodal/ transload 
opportunities are under consideration in 
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Need  Section Rating Rating Explanation Opportunity  

limits water shipping options at least 2 locations in Idaho.   

Class I 
Congestion 

Rail Access 

 

Variable, dependent on Bakken 
crude. Generally acceptable 
currently based on industry 
interviews. One known bottleneck 
at Lake Pend Oreille crossing.  

 

Rail Safety Rail Access 

 

89 incidents at rail-highway 
intersections between 2010 and 
2014, 29 of which involved a 
truck/truck-trailer. Two fatalities. 

Continue to remove at-grade crossings 
in dangerous areas. Upgrade to active 
at-grade crossing safety devices at high 
risk intersections. 

Shortline 
Needs 

Rail Access 

 

Lack of North-South route in state. 
Some routes not capable of 286k. 
Some business growth opportunity 
(City of Boise). 

Explore development of a shortline 
funding program similar to WA. 

Ports and 
Waterways 

Ports 

 

Return of limited container-on-
barge in December 2015. 
Infrastructure in very good 
condition. 

Work with OR and WA to promote 
container-on-barge service. Coordinate 
with USACE on waterway maintenance 
needs. 

Aviation Aviation 

 

Limited air cargo use in state, BOI 
has capacity to grow. Airports in 
good condition.  

Collect data on freight use and needs 
beyond BOI. 

Pipeline Pipeline 

 

No noted capacity constraints or 
issues. Limited in-state 
production/refining capabilities.  
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4.0 Highway Safety Analysis 

4.1 Introduction and Work Performed 

The focus of the highway safety analysis was to identify locations within Idaho’s State Highway System that 

indicate a need for freight-based safety improvements.  The analysis also identified cost-effective 

improvements to address safety needs.  More detailed information can be found in Appendix D.  

4.2 Key Findings of Safety Analysis 

The number of crashes involving at least one vehicle classified as a truck for each roadway classification 

between 2010 and 2014 is included in 

Table 4.1 along with the total compared to 

the number of total crashes involving any 

type of vehicle. Also included are average 

crash rates and truck-related crash rates, 

calculated as number of crashes divided 

by one million vehicle (or truck) miles 

traveled, over tenth-of-a-mile sections which experienced at least one crash in the last five years. 

Table 4.1 Idaho Vehicle Crashes, State Highway System - 2010-2014 

ICAPS 
Classification 

Roadway 
Length  

(mi) 
All 

Crashes 

Truck-
Involved 
Crashes 

% 
Crashes 
that are 
truck-

involved 

Crash 
Rate

1
 (All 

Crashes) 

Truck-
Involved 

Crash 
Rate

2 

Truck-
Involved 

Injury/Fatal 
Crash Rate

2 

Interstate 616 7,559 1,325 17.5% 0.92 2.12 0.69 

State 556 10,084 609 6.0% 2.87 10.68 2.81 

Regional 1,632 10,744 678 6.3% 4.49 25.43 7.72 

District 1,732 4,642 346 7.5% 8.67 56.87 15.74 

All State Roads 4,536 25,470 2,958 11.6% 3.03 16.49 4.74 
1
Crash rate calculated as crashes per million vehicle miles traveled 

2
Truck crash rate calculated as truck-related crashes per million truck miles traveled 

Figure 4.1 shows the locations of all truck related crashes in Idaho between 2010 and 2014.  Areas with a 

high concentration of crashes are also identified.  The majority of truck-related crashes in the state are 

located on the Interstate system where truck volume is the highest.  

Between 2010 and 2014, there were 2,958 
crashes involving a truck on Idaho’s State 
Highway system. 
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Figure 4.1 Truck Related Crashes in Idaho, 2010-2014 

 
Source: ITD, Cambridge Systematics 
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Table 4.2 below identifies the total number of crashes and fatalities for truck-involved incidents on Idaho’s 

State Highways by crash type.  The highest number of fatalities occurred in head-on crashes involving a 

truck, followed by side swipe incidents when vehicles were traveling in opposite directions.   These two types 

of crashes account for 38% of the total fatalities. 

Table 4.2 Truck-Involved Crashes in Idaho by Crash Type, 2010-2014 

Crash Event Type Total Crashes Total Fatalities Fatalities/Crashes Ratio 

Railroad Train 2 1 0.50 

Head-On 57 21 0.37 

Pedestrian 3 1 0.33 

Pedalcycle 4 1 0.25 

Side Swipe Opposite 129 11 0.09 

Angle 133 6 0.05 

Rear-End Turning 43 2 0.05 

Angle Turning 172 5 0.03 

Head-On Turning 46 1 0.02 

Rear-End 573 4 0.01 

All Other Combined 5,962 105 0.02 

Total 7,124 158 0.02 

Source: ITD, Cambridge Systematics 

In order to identify priority safety locations, the five-year crash history from 2010 through 2014 for the entire 

State Highway System was analyzed at a tenth-of-a-mile aggregation to produce fatal/injury and total rates 

for truck-involved crashes.  Truck crash rates were calculated based on the number of truck-involved 

crashes occurring per million vehicle miles of truck travel on tenth-of-a-mile section, weighted by severity and 

scored based on a comparison to the average. The levels of crash severity are as follows and are based on 

the worst injury experienced during the crash event:  

 Fatal 

 Serious Injury (Injury A) 

 Visible Injury (Injury B) 

 Possible Injury (Injury C) 

 Property Damage Only (PDO) 

To identify the specific locations where a safety need might exist, crash rates were calculated for any crash 

that involved at least one vehicle classified as a truck. This was done with the use of a five-year average of 

average annual daily truck traffic (AADTT) as collected by ITD and an aggregation of the five-year crash 

record. The score combined the two crash rate types – “fatality or injury” and “total” – and gave higher priority 

to those crashes involving a fatality or injury.  The overall rating was based on weights of 70% for the fatality 
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and injury rate and 30% for the total crash rate and normalized by the average crash rates for each ICAPS 

roadway classification. The resulting Safety Need Score was calculated with the following formula: 

Safety Needs Score = 70% * (F+I truck-involved crash rate) / (average F+I truck-involved crash rate for 

ICAPS category) + 30% * (total truck-involved crash rate) / (average truck-involved crash rate for ICAPS 

category) 

The resulting Safety Need Scores have an average score of 1.0 representing a section with an average 

truck-related crash rate for that roadway classification. In addition to the identification of individual tenth-of-a-

mile sections with high Safety Need Scores, the data on the tenth-of-a-mile sections were manually 

examined to identify longer homogenous groupings of sections with potential safety need. Those section 

groupings identified a larger homogenous length of roadway containing multiple sections with a high density 

of safety need scores over 1.0.  A criteria of at least 3 crashes over the five-year period was also used to rule 

out potentially irrelevant crashes which may produce a high safety needs score on very low truck-volume 

roads. The analysis identified 77 locations with a combination of high truck-related crash rates relative to the 

total truck volume and high severity of crashes. These locations are identified in Figure 4.2. 
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Figure 4.2 Priority Truck Related Crash Locations in Idaho 

 
Source: ITD, DKS Associates 

The identified pilot locations were then manually diagnosed based on physical characteristics and patterns 

found within the crash records to determine the crash causality, if any, for each location. 

The diagnosis of crash causality for a safety analysis generally follows a series of steps shown in Figure 4.3. 

For this study, specific attention was paid to causality that specifically addresses truck-involved crashes and 

factors that may not be relevant to all vehicle crashes. The steps were used to identify patterns that will 

explain which characteristics most likely affect crashes for each location. 
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 Identify crashes not related to the roadway environment (Behavioral based) 

− Mental condition (Asleep, drowsy, distracted, inattentive, drunk) 

− Improper behavior (Improper lane changing or lane use, Speeding, tailgating) 

 Classify Crashes by crash characteristic and develop crash diagrams 

− Direction of travel 

− Action (e.g. going straight, turning, merging) 

− Contributing circumstances 

 Identify physical features of the roadway 

 Identify traffic operating environment 

− Lighting conditions (e.g. day, night, dawn/dusk) 

− Weather conditions (e.g. clear, cloudy, rain, snow) 

− Road surface conditions (e.g. dry, wet, snow/slush, icy) 

 Consider human factors 

Figure 4.3 Crash Causality Diagnosis Steps 

 
Source: DKS Associates 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
4-7 

Once a clear connection was identified between the physical characteristics of a location and the crash 

record, potential countermeasures were identified. While countermeasures which have been studied and 

have an associated crash mitigation factor (CMF) identified are required to provide quantifiable results, 

additional countermeasures that specifically apply to truck-related crashes were identified despite a lack of 

studies in order to provide as complete as possible of countermeasures that address the perceived safety 

need. A list of countermeasures and associated CMFs is included in the HSM and on the CMF 

Clearinghouse
33

, a website funded by the U.S. Department of Transportation Federal Highway Administration 

and maintained by the University of North Carolina Highway Safety Research Center. 

A subset of 11 locations that showed the greatest need based on number, density, and severity of crashes 

was then diagnosed to determine what physical characteristics of the roadway could be addressed by 

proposed countermeasures to address the truck-related safety need. The 11 locations were distributed 

across all districts and types of roadways, and included interstate and non-interstate segments as well as 

rural and urban intersections. 

The following improvements were found to be cost-effective for improving truck-related safety: 

 Curve warning signs with flashing beacons along routes with sharp curves and potential truck traffic. 

 Chevron signs along sharp curves with potential for truck traffic. 

 Addition of intersection lighting at rural intersections. 

 Intersection warning signs with flashing beacons at rural intersections where turning traffic may not be 

expected. 

 Addition of cat tracks (guidelines) for intersections where improper turning or simultaneous. turning is 

observed 

 Redesign of intersections to allow for safe simultaneous. turning with a truck 

None of the interstate improvements showed very high benefit-cost ratios, however increased enforcement, 

lighting and winter maintenance have the potential to reduce crash rates for all vehicles. ITD has 

implemented many improvements over the last two years regarding winter maintenance that may not be 

captured in the 2010-2014 analysis. 

The locations of the pilot locations diagnosed are shown in Figure 4.4. A complete listing of identified pilot 

locations is included in Table 4.3. The locations include two interstate locations, two regional roadway 

locations, and seven intersections. An additional purpose of the pilot location analysis is to determine 

patterns and potential effectiveness of certain countermeasures that can be used in future studies and 

identification of freight safety projects. 

                                                                 

33
 http://www.cmfclearinghouse.org/ 
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Figure 4.4 Idaho Location of Pilot Safety Improvement Locations 

 
Source: ITD, DKS Associates 
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Table 4.3 Idaho Diagnosed Pilot Safety Improvement Locations 

Route District Segment 
Code 

Begin 
Milepost

2 
End 

Milepost 
Roadway 

Classification 
Number of 

Truck 
Fatal/Injury 

Crashes 

Fatal/Injury 
Truck Crash 

Rate 

Total Number 
of Truck 
Crashes 

Total 
Truck 
Crash 
Rate 

Safety 
Need 
Score 

I-90 1 001660 49.9 64.1 Interstate 12 0.24 36 0.74 0.34 

I-84 3 001010 36.2 50.1 Interstate 34 0.26 111 0.77 0.37 

SH 53 1 001650 2.1730 State 1 8.35 5 41.76 14.34 

SH 19 3 002050 19.915 State 1 27.40 5 136.99 10.68 

U.S. 30 4 002040 223.505 State 2 25.73 6 77.18 8.58 

U.S. 93 4 002220 57.727 State 3 19.43 3 19.43 5.39 

SH 5 1 001820 12.1 12.3 Regional 2 34.25 3 51.37 3.71 

SH 3 2 001800 70.0 70.1 Regional 2 40.00 5 99.99 4.80 

I 15-BUS
1 

5 001370 4.596 Regional 0 0.00 9 234.83 2.77 

SH-39
 

5 002332 101.150 Regional 3 27.31 5 45.51 3.01 

SH-48 6 002440 14.812 Regional 1 40.29 3 120.87 5.08 

Sum for Top 11 Locations 61  191   

1
Business Route, a short special route connected to a parent numbered highway at its beginning, then routed through the central business district of a nearby city or 

town, and finally reconnecting with the same parent numbered highway again at its end. 
2
Only one milepost is provided for intersection locations 
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While truck-related crashes in Idaho are of concern (roughly 600 truck-related crashes a year, of which an 

average of 14 involved fatalities) trucks make up 15.4 percent of the total volume of traffic on the State 

Highway System but make up only 11.6 percent of the total number of crashes.  Therefore the rate at which 

trucks are involved in crashes is lower than the overall crash rate on the State Highway System. Almost half 

of truck-related crashes occur on interstates (44.8%), which is much higher than the average (29.7%) for all 

vehicles. However when compared to the rate for all vehicles, non-interstates experience a much higher rate 

of truck-related crashes involving fatalities or injuries. Given the volume of truck traffic on interstates, more 

truck-related crashes occur on interstates but only involve property damage whereas more dangerous. 

Truck-related crashes that result in injuries and fatalities are more likely to occur on non-interstate roadway. 

Most truck-related crashes on the interstates are result of either driver behavior or congestion or both.  Driver 

fatigue is often a contributing circumstance. The most effective physical measures to reduce rate of truck-

involved crashes on interstates would be the addition of rest stops along heavily used truck routes to provide 

more opportunities for drivers to rest, or capacity improvements to reduce congestion. Congestion is often a 

factor in rear-end crashes and crashes due to inattention.  A variety of programs such as added 

enforcement, increased winter maintenance and campaigns to reduced impaired driving are also likely to be 

effective in reducing truck-induced crash rates on the interstates. 

Off of the interstates, many more truck-involved crashes are related to roadway characteristics and highway 

design features.  Curves and intersections along truck routes produce many of the truck-involved crashes. 

This includes roll-overs or trucks leaving the roadway along curved sections, and side-swipes, rear-ends and 

angle collisions at intersections.  Although the total number of crashes that occur at each individual non-

interstate location is not as high as those that occur along interstates, fairly low-cost physical improvements 

to the roadway system can be cost-effective ways to reduce the rate and severity of truck-involved crashes. 

The most cost-effective way to do that is through the installation of signage to inform drivers of unexpected 

conditions or roadway environments. 

While this project has identified several locations that can benefit from truck-focused safety improvements, 

the process is dependent on the recent crash-history and, based on the infrequent nature of crashes, may 

not capture all of the locations that have potential safety concerns.  Recognizing this, ITD should establish an 

on-going process for updating the crash analysis and the list of priority safety locations, which would also 

allow for an opportunity for studying the effect on crash rates for recently installed safety improvements.  ITD 

should also continue the process for identifying causality and potential improvements for the priority safety 

locations.  From this analysis, the following projects are recommended for inclusion in the ITD Five Year 

Freight Implementation Plan: 

 Installation of an advance curve-warning with flashing beacons and chevron signs for the curve on SH-5 

between mileposts 12.1 and 12.3. (B/C ratio of 634 and 291 respectively); 

 Installation of an advance intersection warning sign with flashing beacons on SH-53 at milepost 2.173 for 

the intersection with Pleasant View Road (B/C ratio of 990). Improved intersection lighting is also 

recommended at this location (B/C ratio of 638); 

 Installation of an advance intersection warning sign with flashing beacons on US-93 at milepost 57.727 

for the intersection with 100 South Road (B/C ratio of 16.71). Intersection lighting, despite having a high 

benefit cost ratio, is not recommended at this location given its remote location and lack of any nearby 

lighting. (B/C ratio of 21.16); 
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 Installation of cat tracks for the simultaneous eastbound left-turn lanes at the intersection of SH-19 and 

Centennial Way. (B/C ratio unknown but clear relationship to causality identified); and 

 Installation of cat tracks for the simultaneous southbound left-turn lanes and for the eastbound left turn 

lane at the intersection of I-15 Business & Parkway Drive. (B/C ratio unknown but clear relationship to 

causality identified).
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5.0 Policy Analysis 

5.1 Introduction and Work Performed 

This section provides an overview of Idaho’s existing structures that impact and influence freight activities, 

including a list of recommended performance measures for measuring and analyzing the freight system, 

potential funding sources for freight projects, and a critical review of policies, regulations, and legislation that 

shape freight movement in the state.  Further analysis is included in the full Task report, found in Appendix 

E.  

Work was performed in the following areas:
34

 

 Performance measures – This section explores freight performance measures and how they can be 

used to guide freight-related investment decision-making.  It examines the federal requirements, 

identifies performance measures that are already in use by ITD, and suggests recommended freight-

specific performance measures for ITD; and  

 Policies, regulations and legislation issues and solutions – This section identifies policies, 

regulations, and legislative issues that are barriers to the movement of freight in Idaho and between 

Idaho and surrounding states. This section also highlights potential strategies that could mitigate the 

policy and regulatory mismatches, gaps and inconsistencies that are identified.  

5.2 Freight Performance Measures 

The development of freight performance measures to support investment, operations, and policy decisions 

has attracted considerable interest from both public- and private-sector stakeholders. As such, State DOTs, 

MPOs, and the Federal government have all contributed to the ongoing dialogue surrounding freight 

performance measures.  The development and application of performance measures enable agencies to 

gauge system condition and use, evaluate transportation programs and projects, and help decision makers 

allocate limited resources more effectively than would otherwise be possible.  These can be comprised of 

different individual types of measurement, such as output measures, outcome measures, indicators, or 

indices, but collectively are generally referred to as “performance measures.” 

The FAST Act includes specific guidance for state’s developing State Freight Plans, detailed in Section 

70202.
35.

 As specified in that section, a State Freight Plan must include a description of how the plan will 

improve the ability of the State to meet the national multimodal freight goals and national highway freight 

program goals established under 23 U.S.C. 167. These National Freight Policy goals include: 

 Improve the contribution of the freight transportation system to economic efficiency, productivity, and 

competitiveness; 

                                                                 

34
 The Appendix related to Section 5 also contains information about funding programs. That discussion has been moved 
to Section 6 in this Final Plan document in order to better connect it with recommended projects, programs, and 
policies.  

35
 Online at: https://www.congress.gov/bill/114th-congress/house-bill/22/text  

https://www.congress.gov/bill/114th-congress/house-bill/22/text
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 Reduce congestion on the freight transportation system; 

 Improve the safety, security, and resilience of the freight transportation system; 

 Improve the state of good repair of the freight transportation system; 

 Use advanced technology, performance management, innovation, competition, and accountability in 

operating and maintaining the freight transportation system; and 

 Reduce adverse environmental and community impacts of the freight transportation system. 

A State Freight Plan must also include the performance measures that will guide the freight-related 

transportation investment decisions of the State. U.S. DOT recommends that this include an analysis of the 

condition and performance of the State’s freight transportation system and that analysis includes the 

identification of bottlenecks in the freight transportation system that cause delays and unreliability in freight 

movements, as well as other specific locations that are in a poor state of good repair, create safety hazards, 

or create other performance problems.  In general, U.S. DOT recommends that measures of conditions and 

performance reflect the State’s freight transportation goals—for each goal, there would be at least one 

measure that indicates how well the freight transportation system is doing in achieving that goal.  State 

Freight Plans are required under the FAST Act in order for a state to receive apportioned funding under the 

National Highway Freight Program (NHFP), and must be updated every 5 years at minimum.  Progress 

towards freight-specific performance measures are required within 2 years, or the state must provide an 

explanation and remedial course of action to FHWA.36   

Although guidelines are not complete, FHWA has identified two potential freight performance measures 

through the release of a Notice of Proposed Rulemaking (NPRM), National Performance Management 

Measures; Assessing Performance of the National Highway System, Freight Movement on the Interstate 

System, and Congestion Mitigation and Air Quality Improvement Program.37   The two proposed performance 

measures related to freight are Mileage Uncongested and Truck Travel Time Reliability (TTTR).  Both would 

be measured using NPMRDS data (or an equivalent data set as approved by FHWA) and focus on truck 

movement on the nation’s Interstate System.38  

As shown in Figure 5.1, Mileage Uncongested would measure the percent of the Interstate System mileage 

where average truck travel speeds are above 50 miles per hour.  Each state would split their Interstate 

system in to segments no longer than 0.5 miles in urban areas and 10.0 miles in rural areas (unless the 

individual travel time segment is longer).  Each segment where average truck speeds are above 50 mph 

would count as uncongested.  If the percent of uncongested mileage is above a threshold set by the state, 

the state would achieve its target for this performance measure.   

 

                                                                 

36
 U.S. DOT Performance Measurement Fact Sheet. Online at: 
https://www.fhwa.dot.gov/fastact/factsheets/performancemgmtfs.cfm  

37
 Docket No. FHWA_2013-0054. Online at: https://www.federalregister.gov/articles/2016/04/22/2016-08014/national-
performance-management-measures-assessing-performance-of-the-national-highway-system  

38
 U.S. DOT National Performance Management Measures NPRM. Overview Presentation. April 2016. Online at: 
http://www.fhwa.dot.gov/tpm/rule/prespmoverview200416.pdf  

https://www.fhwa.dot.gov/fastact/factsheets/performancemgmtfs.cfm
https://www.federalregister.gov/articles/2016/04/22/2016-08014/national-performance-management-measures-assessing-performance-of-the-national-highway-system
https://www.federalregister.gov/articles/2016/04/22/2016-08014/national-performance-management-measures-assessing-performance-of-the-national-highway-system
http://www.fhwa.dot.gov/tpm/rule/prespmoverview200416.pdf
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Figure 5.1 Calculating Mileage Uncongested Measure (Draft) 

 
Source: FHWA Webinar. “National Performance Management Measures NPRM. Overview Presentation.” April 2016.  

For illustrative purposes, Figure 5.2 shows locations on the Interstate system where truck speeds were 

below 50 MPH between 5 and 6 PM on weekdays in April 2015.  These locations comprise approximately 

7% of the State’s total Interstate mileage (86 miles out of 1,233 miles).  Truck speeds are likely comparable 

or higher throughout the remaining 23 hours, so this map indicates potential “worst case” locations, though it 

does not account for seasonal speed differences caused by weather.  If the final FHWA performance 

measure is similar to the NPRM, states will need to analyze average truck speed over a 24/365 period.
39

    

                                                                 

39
 See Section 490.611 (c) for the proposed method.  Online at: http://www.fhwa.dot.gov/tpm/rule/pm3_nprm.pdf  

http://www.fhwa.dot.gov/tpm/rule/pm3_nprm.pdf
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Figure 5.2 Truck Speeds on Idaho Interstates, April 2015, 5-6 PM 

 

Source: NPMRDS 
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The second proposed performance measure measures truck travel time reliability.  For each Interstate 

highway segment, the 95
th
 percentile truck travel time would be compared to the average travel time (50

th
 

percentile).
40

  If this ratio is less than 1.5, then the segment is considered reliable.  If the total mileage of the 

reliable segments is above a threshold set by the state, the state would achieve its target for this 

performance measure.  Figure 5.3 shows an example of this proposed performance measure.  

Figure 5.3 Calculating Truck Travel Time Reliability Measure (Draft) 

 
Source: FHWA Webinar. “National Performance Management Measures NPRM. Overview Presentation.” April 2016.  

This freight plan recommends that the freight performance measures are consistent with the three goals put 

forth in the ITD Long Range Transportation Plan: 1) Enhanced Safety, 2) Increased Mobility, and 3) 

Economic Vitality. This will ensure that performance goals for the freight system are in harmony with the 

broader goals and mission for the entire transportation department.   

Table 5.1 notes recommended freight performance measures.  With respect to the system, “a few good 

measures” have been identified that inform system condition and performance through the “freight lens” and 

where data are available to quantify.  The recommended freight system performance measures presented in 

this section have been organized to align with the performance objectives of the LRTP and expected 

categories defined by AASHTO, as they relate to goods movement in addition to the FHWA measures 

identified in the NPRM described above.   

 

                                                                 

40
 The amount of time it takes 95 percent of trucks to travel through the segment compared to the amount of time it takes 
50 percent of trucks to travel through the segment.  
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Table 5.1 Recommended ITD Freight Performance Measures 

ITD 
Performance 

Objective 
Recommended Freight 
Performance Measure 

Applicable AASHTO 
Goal Area Data Source 

Needs and Issues 
Addressed 

Safety Truck-Involved Crashes/Mile 

Number of Truck-Involved 
Crashes 

Safety WebCARS Highway Safety 

Number of at-grade rail crossing 
incidents 

Rail Safety FRA Highway Safety; Rail 
Safety 

Mobility % Modal Usage (Tons, Value) Freight Movement and 
Economic Vitality 

Transearch, 
FAF 

Intermodal Connectivity, 
Truck Driver Shortage 

Economic 
Vitality 

Mileage Uncongested on the 
Interstate System 

Freight Movement and 
Economic Vitality 

NPMRDS Truck 
Congestions/Reliability 

Truck Travel Time Reliability on 
the Interstate System 

Freight Movement and 
Economic Vitality 

NPMRDS Truck 
Congestions/Reliability 

 

As shown in the table, select measures/indicators have been identified to capture (and quantify) areas of 

importance to both public and private sector freight interests – demand, economy, safety, mobility, and 

infrastructure condition.  ITD has the ability through policy and funding decisions to affect change in all of 

these performance measures.  Rail and Highway safety projects can reduce the number of truck involved 

crashes, crash rate, and at-grade crossing incidents.  Modal choice is ultimately a private-sector decision, 

but investment in non-highway modes and facilities, advocacy for programs such as the return of full 

container-on-barge service, and additional studies to help identify and promote companies that utilize non-

truck modes can help shift modal use in the State.  Finally, intersection projects, operational and technology 

improvements, and limited expansion can help the state meet highway freight mobility measures as well as 

safety measures. As discussed in Section 7, it will be important for ITD to track any changes to the proposed 

FHWA measures and the State will need to set targets for each of these measures.  

In addition, ITD already tracks a number of performance measures as part 

of its general transportation performance measurement.
41

 The four 

measures listed below are important to freight movement in the state and 

should be tracked as part of the freight network: 

 Percent of Time Highway Clear of Snow/Ice During Winter Storms 

 Percent of Pavement in Good or Fair Condition 

 Percent of Bridges in Good Condition 

 Percent of Highway Project Designs Completed on or Ahead of Time 

While not unique to goods movement, the four measures above all impact 

the flow of goods in the state.  Roads with snow or ice can force companies to reroute trucks due to the 

                                                                 

41
 ITD Performance Measures. Online at: http://itd.idaho.gov/dashboard/  

  ITD Dashboard 

http://itd.idaho.gov/dashboard/
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difficult geography found in parts of the state, and generally lead to slower travel and an increased chance of 

delays due to speed and crashes by both trucks and other vehicles. Poor pavement conditions can slow 

travel, cause delays or incidents, and damage sensitive goods in transit.  Similarly, bridges in poor condition 

can create delays or force trucks to reroute if a weight limit is placed on the bridge.  Additionally, construction 

projects to completely repair or replace poor infrastructure require more time and money than regular 

maintenance, increasing the possibility for delay or diversion.  Finally, the percent of highway project designs 

completed on or ahead of time can have an impact on goods movement.  Projects that are delayed in 

reaching the construction phase can impact supply chain decisions that were made to avoid specific 

construction schedules.  This could especially be an issue for large projects such as a bridge replacement on 

a major state route such as U.S. 95 where detour possibilities are limited.  Similarly, delays in a project 

meant to reduce congestion or increase safety only delays those benefits.  Finally, an increase in time 

required for planning, permitting, and design can also lead to additional costs, reducing funds available to 

other projects that could aid the system.   

One additional approach that would tie these four measures more closely to the freight system is to filter the 

overall state results for routes that are included as part of the National Highway Freight Network (NHFN) in 

the state.  This network is still under development, but once complete measuring performance on the routes 

eligible to receive federal freight formula funding can help focus these measures to account for freights’ 

needs.  Taking this step would require additional data collection as a number of the potential routes are local 

roads.  This need is addressed in the Implementation Plan in Section 6.  

5.3 Policy Issues by Mode 

5.3.1 Highway 

In addition to infrastructure challenges, there are a number of policy, regulatory, and legislative issues that 

make freight movement within Idaho and between Idaho and neighboring states, difficult.  One of the main 

issues discussed during development of the Plan was truck weight restrictions.  Until July 2016, trucks on 

Idaho’s Interstate highway system were limited to 80,000 pounds.  This limit was lower than Interstate weight 

limits in a number of neighboring states including Utah, Montana, and Nevada while a number of state 

highways allowed trucks weighing up to 129,000 pounds.  This meant that trucks at the higher weight limit 

that would typically use the Interstate system for long-haul trips instead utilized state highways, increasing 

truck traffic on State routes and negatively impacting communities where State routes serve as a Main 

Street.  

This changed in July 2016 when Idaho’s legislature, following Federal approval, permitted 129k trucks to use 

the Interstate system.  This change will hopefully shift some long-haul trucks from the state system to the 

Interstates, reducing wear and tear on local roads and 

reducing thru truck traffic in local communities.  

However, the 129k network remains disconnected and 

has not been systematically designed to encourage 

truck routing to the Interstates.  In addition, only 

businesses can request the addition of a route to the 

129k network, creating a system with a number of gaps 

which ITD has a limited ability to systematically address.     

In July 2016, Idaho permitted trucks 
weighing up to 129,000 pounds to 
travel on the Interstate system without 
an overweight permit.  



Policy Analysis 

Cambridge Systematics, Inc. 
5-8 

Another issue facing the State and the U.S as a whole is a shortage of truck drivers.42  Numerous interviews 

with both trucking companies and shippers/receivers indicated this was already a pressing concern and is 

likely to become more acute in the near future.  Interviewees indicated two main causes for this decline.  One 

is an aging workforce; a large number of drivers in the current fleet are nearing retirement age, and 

increasing scrutiny of medical records makes it more difficult to maintain a long career.  Second, there is a 

significant absence of younger drivers entering the field.  Stakeholders blame a general lack of awareness 

and education about the industry as one cause of the shortfall, with the limited appeal of the industry to a 

technology-driven generation another issue.  The Idaho Department of Labor is working to make the 

profession more attractive, hosting various industry fairs and events.  A number of local colleges including 

the College of Western Idaho, North Idaho College, and Eastern Idaho Technical College offer courses that 

train new drivers.43  Nationwide, trucking companies are offering more flexible hours, incentives, and 

bonuses to try to attract and retain drivers. Receivers are expanding loading hours and days to make 

conditions more appealing for truckers making a delivery.  Due to the geographic size, topography, and 

scope of the State, 72% of communities in Idaho rely solely on trucks for the delivery of freight.  A decreasing 

workforce may hinder the ability of drivers to reach all of these communities on a regular basis in the future, 

though changing technology including truck platooning or fully autonomous vehicles may reduce the critical 

shortage of drivers. 

5.3.2 Rail 

One federal policy that will likely impact rail freight movement in the state is the mandate to implement 

Positive Train Control (PTC).  PTC refers to technology that is capable of preventing train-to-train collisions, 

overspeed derailments, and casualties or injuries to roadway workers.  The technology combines GPS 

locating of all trains, infrastructure switches, crossings, and junctions; computer cataloging of speed 

restrictions and traffic conditions; and wireless communications between all operating units, including 

engineers, dispatchers, and work crews.  The Rail Safety Improvement Act of 2008 (RSIA) mandated the 

widespread installation of PTC systems by December 2015 on all main lines handling passenger trains or 

hazardous materials, essentially the majority of the Class I national rail system.  Although the implementation 

deadline was delayed in October 2015 by three years to December 2018, the substantial financial demands 

placed on the Class I railroads to implement PTC could result in the diversion of capital from other potential 

investments, including those that would directly benefit capacity and service.  As of 2015, Union Pacific’s line 

from Spokane, Washington to Eastport, Idaho is the only route in the state where the technology has been 

implemented.
44

  UP’s mainline paralleling I-84 will likely require PTC, as will BNSF’s mainline route through 

northern Idaho. 

The Idaho State Rail Plan noted a need for continued deregulation of the railroad industry in the future, as 

well as, more funding for railroads (especially shortlines) that connect users to market.  The Plan set a goal 

that within 5 years, Idaho would develop programs and funding mechanisms to support the expansion of 

access to intermodal services, evaluate opportunities to expand access, and invest in the first phase of a 

multi-modal transload facility in the Treasure Valley.  In the 20-year horizon, Idaho will continue to improve 

                                                                 

42
 “Truck drivers Wanted. Pay: $73,000.” CNN Money. October 9, 2015. Online at: 
http://money.cnn.com/2015/10/09/news/economy/truck-driver-shortage/  

43
 Torrie Cope. “Companies use incentives, bonuses to lure new drivers.” Idaho Press-Tribune. May 18, 2014.  

44
 CNN. “Amtrak derailment: Could technology have prevented crash?” May 14, 2015. Online at: 
http://www.cnn.com/2015/05/13/us/philadelphia-amtrak-crash-positive-train-control/ 

http://money.cnn.com/2015/10/09/news/economy/truck-driver-shortage/
http://www.cnn.com/2015/05/13/us/philadelphia-amtrak-crash-positive-train-control/
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rail-highway crossing safety through investment in enhancements and continue to expand the availability of 

multi-modal, intermodal, and transload rail opportunities in the state. 

The State Rail Plan also identified a policy change that could impact funding opportunities.  Private Activity 

Bonds (PABs) are debt instruments authorized by FHWA and issued by State or local governments whose 

proceeds are used to construct projects with significant private involvement. State or local governments 

issue tax-exempt debt on behalf of the private entity undertaking the project.  The private entity finances and 

delivers the project and is responsible for debt service on the PABs. Bonds are a form of debt, not revenue. 

They must be backed by revenue that is adequate to repay the debt, such as general fund revenues, 

property taxes, sales taxes, or impact fees that are charged to developers. 

PABs likely have limited applicability in Idaho, as the current state constitution expressly prohibits using 

public funds for profit.
45

  This has commonly been interpreted as a prohibition on public investment in 

privately-owned properties. While PABs could be used for public infrastructure investments in support of a 

public/private partnership project, use of PABs for other purposes, such as direct funding of shortline 

infrastructure improvements, would likely require specific enabling legislation, and/or a constitutional 

amendment. 

Another policy change that could aid the development of rail intermodal and transload facilities is the 

inclusion of “dry ports” in port district authorization.  Idaho Code §70-1101 authorizes the formation of Port 

Districts explicitly for the construction, operation, and maintenance of “harbor improvements, land and water 

transfer and terminal facilities, industrial and economic development, and other development, facilities, and 

services, reasonably incident to a modern, efficient and competitive port in any county bordering upon any 

continuous waterway system, limited to the port area, which will float commercial tug and barge vehicles to 

ports handling transoceanic traffic.
46

 

In Washington and other nearby states, port districts are open to any community with an airport and 

significant intermodal freight facilities.  Current legislative restrictions on port districts in Idaho place the state 

at a competitive disadvantage by restricting Port Districts to water ports. Broadening the port district 

authorization to provide for dry ports in Idaho, especially at rail terminals, could create viable financing 

alternatives and create significant opportunities for public–private partnerships in expanding freight rail 

intermodal and transload opportunities throughout the state.
47

 

5.3.3 Water and Air 

The Port of Lewiston is in good 

physical condition.  The limited amount 

of goods flowing through the Port 

currently are mostly caused by 

circumstances outside of its control—

the withdrawal of Hanjin and Hapag 

Lloyd shipping lines from the Port of 

                                                                 

45
 Article VII, Section 10, Idaho Constitution.  

46
 Idaho Statutes, Title 70. “Watercourses and Port Districts” Online at: 
https://legislature.idaho.gov/idstat/Title70/T70CH11SECT70-1101.htm 

47
 Idaho State Rail Plan, 2013.   

Port of Lewiston 

https://legislature.idaho.gov/idstat/Title70/T70CH11SECT70-1101.htm
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Portland caused the cessation of container-on-barge service, and the injunction against oversize shipments 

on U.S. 12.  ITD should advocate with the Port of Portland for a long-term solution and return of full 

container-on-barge service and coordinate efforts to do so with other Ports and states along the Columbia 

and Snake River system to reduce transportation costs, reduce emissions, save fuel, and reduce road 

congestion.  It should also advocate for the ending of the injunction on U.S. 12 which would allow 

oversize/overweight shipments to resume using the Port of Lewiston.  

For air, one of the policy recommendations in the State Aviation System Plan is to promote the economic 

and social value of airports for both commercial and general aviation.  This policy is closely linked to one of 

the recommended performance measures in this plan - the percent of tons and value of goods moved by 

non-truck modes.  One way to improve air mode-share is through close coordination between the Division of 

Aeronautics and key and emerging industries identified by the Department of Commerce that use air to move 

goods.  Industries such as aerospace, advanced manufacturing, and certain agricultural sectors are more 

likely to produce or require high value, lower weight, or specialty products that are best suited for air 

transport.   

5.3.4 Multimodal 

A final policy recommendation that would impact funding for all modes of freight transportation in the state is 

an alteration of Idaho’s Constitution to allow Local Option Sales Tax Authority.  Currently, a small number of 

Idaho resort cities have this authority which allows local residents to vote on an increase in sales taxes to 

fund specific projects.
48

  If the vote passes, the tax is instituted; if the vote fails, the project does not proceed.   

Although freight operates on a state, national, and international scale and the Local Option would not solve 

system-wide issues, it could help fund freight projects that directly impact communities such as a 

transload/intermodal facility, a railroad grade crossing, or improvements to an alternate truck route that would 

help keep trucks off a vulnerable main street.  

                                                                 

48
 Matt Stoll. “Let Idaho citizens decide on local option sales tax.” Idaho Statesman. March 31, 2016. Online at: 

http://www.idahostatesman.com/opinion/readers-opinion/article69380777.html  

http://www.idahostatesman.com/opinion/readers-opinion/article69380777.html
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6.0 Implementation Plan 

6.1 Introduction and Work Performed 

The objective of this Section is to identify projects to include in a multiyear freight implementation plan that 

will be included in future Idaho Transportation Investment Programs (ITIP) and thus be eligible for funding.  

These projects are designed to address the multimodal system needs and issues identified in previous tasks. 

The freight project list also identifies additional potential funding opportunities for the various projects.   

In addition, this section provides an overview of two new road categories that are part of the National 

Highway Freight Program (NHFP) developed under the FAST Act.  The State of Idaho may designate 150 

miles of public roads as Critical Rural Freight Corridors and 75 miles of public roads as Critical Urban Freight 

Corridors.  This designation allows projects on these routes or projects that improve freight movement on the 

routes to receive NHFP apportioned funding.  Selection criteria are included in this section. More details on 

these topics are available in Appendix F.  

The following work was performed under this Task: 

 Identify routes that could be designated as Critical Urban Freight Corridors (CUFCs) and Critical Rural 

Freight Corridors (CRFCs) based on FAST Act criteria and with input from stakeholders and the State’s 

MPOs; 

 Identify sources used to develop project ideas; 

 Explain the evaluation process to screen strategies;  

 Compile and evaluate programs, policy changes, and additional studies that would aid freight movement 

in Idaho;  

 Identify freight funding sources;  

 Prepare a fiscally constrained, Five Year Freight Implementation Plan; and 

 Identify projects and programs to be included in 10 and 20 year Implementation Plans. 

6.2 Freight Project Identification 

The multimodal list of potential projects and programs was consolidated from a number of different sources 

and documents including technical analysis conducted during the prior Tasks, phone and in-person 

interviews with both private and public sector stakeholders, a literature review of prior studies and reports, 

industry best practices, and the 2016-2020 ITIP.  These projects were combined with select programs, policy 

changes, and additional studies in order to create a master list of potential actions for ITD.  This process 

produced a total of 69 potential projects, programs, policy changes, and additional studies for consideration 

in the State’s 5, 10, and 20-year Freight Implementation Plans.  Potential project locations that can be 

mapped are shown in Figure 6.1 below.  
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Figure 6.1 Idaho Freight Project Locations – All Projects 

 
Source: ITD, Cambridge Systematics. Note that projects, programs, studies, and policy changes lacking a specific 

location are not shown.   
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The list of projects then underwent a multi-step scoring process in order to develop a fiscally constrained list 

of projects.  These projects were combined with select programs, policy changes, and additional studies in 

order to create the Final Five Year Freight Implementation Plan list.  

6.3 Project Screening  

First, projects were screened into three Tiers, High/Medium/Low based on the following criteria.  The list of 

multimodal needs and issues in Table 3.2 is the key component in this screening process.  Needs and issues 

were rated as High, Medium, or Low based on a combination of quantitative analysis and qualitative inputs 

including comments from stakeholders and freight professionals. The 15 needs and issues identified were 

combined and condensed to eight categories to ease scoring and remove duplication.  If the need/issue was 

rated as High in Task 3, the project received a score of three (3), if the need/issue was rated as Medium, it 

received two (2), points and if it was rated as a Low need or issue, it received one (1) point. Therefore, 

projects that address the most serious needs in the state received the most points from this criteria. 

In addition, ITD’s overall goals of safety, mobility, and economic vitality lent further weight to certain 

categories—needs and issues that most closely aligned with these overall Department goals of safety, 

mobility, and economic vitality (shown in bold below) received an extra two (2) points.  The criteria used and 

their scores include: 

 Truck Congestion and Reliability (1) (+2 Mobility Goal); 

 Overweight and Oversize Routes/Size and Weight Harmonization (2); 

 Truck Driver Shortage (3); 

 Highway Safety (2) (+2 Safety Goal); 

 Pavement and Bridge Condition (1); 

 Impact to Main Streets (3); 

 Intermodal Connectivity (3) (+2 Economic Vitality Goal); 

 Rail Congestion and Safety (2) (+2 Safety Goal). 

An additional point was given for each of the following criteria met:  

 Project reduces delays caused by freight movement.  This criteria was included to address a FAST Act 

requirement that State Freight Plans consider, “any significant congestion or delay caused by freight 

movements and any strategies to mitigate that congestion or delay.” 

 Project is located on an overweight or oversize route; 

 Project is located on a Recommended Critical Rural Freight Corridor; 

 Project is located on a Recommended Critical Urban Freight Corridor; or 

 Project is located on Interstate System (PFHN). 
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This analysis produced a list of 20 projects that scored a 9 or better and were included in the High Tier.
49

  

The process provided guidance for the selection of projects for further examination, though this screening 

exercise could not capture the value of all projects, and does not account for factors such as cost or 

feasibility of completion.  For example, safety projects generally did not score high during this screening 

process since more potential points were available to multimodal projects.  Projects that were placed in lower 

Tiers were not automatically disqualified from consideration for inclusion in the Five Year Freight 

Implementation Plan. 

6.4 FRA GradeDec Analysis 

GradeDec.Net is a web-based decision support tool that assists federal, state and local authority decision 

makers in evaluating the benefits and costs of highway-rail grade crossing upgrades. GradeDec.Net employs 

benefit-cost methodologies that are used to evaluate highway-rail grade crossing investment alternatives at 

the corridor level. The modeling frameworks in GradeDec.Net were developed by the Federal Railroad 

Administration (FRA) and include research findings of the Volpe National Transportation Systems Center and 

the National Cooperative Highway Research Program (NCHRP). GradeDec.Net analyses effectively support 

the planning and investment decision processes. 

Potential projects examined during this analysis fit into three categories.  The first are grade separation 

projects identified in the Bridging the Valley (BTV) study.  The second group of projects are locations 

identified during this analysis where trucks crossed an at-grade crossing, stopped at an intersection beyond 

the crossing with the truck trailer still on the crossing and were hit by a train.  Two potential solutions were 

identified.  A basic improvement would add a warning system at the crossing alerting trucks that a train was 

approaching, and an advanced improvement would add a warning system and signal preemption at the 

associated intersection.  The last set of projects are locations identified in the ITIP for improved crossing 

protection (lights and/or gates). 

6.5 Benefit Cost Analysis 

The Task 4 Safety Analysis included a benefit cost analysis of potential projects from which a benefit cost 

ratio was derived. 

The benefit was estimated as the expected reduction from the calculated cost of the historical crash record 

based on the expected reduction to the future crash rate due to the proposed countermeasure.  The cost of 

the historical crash record is a translation of the number of crashes into a dollar value based on the 

estimated cost of each injury severity type.  Because these numbers were created based on an analysis of 

all crashes, they do not include the potentially greater expected value of freight damaged or destroyed as a 

result of crashes as well as the value of time needed to replace the shipments.  The expected reduction in 

crashes was calculated from the adjustment to the combined CMF for the location from the proposed 

countermeasures and applied to each severity level of crash to develop an expected crash rate and 

economic cost of crashes. 

The annualized costs of countermeasures were estimated using planning-level unit cost rates agreed upon 

by ITD headquarters and district engineers and staff during previous safety projects.  Unit-cost rates were 

identified as comprehensive incremental costs associated with each countermeasure over its life cycle, 
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 Scores for all projects ranged from a low of 2 to a high of 12.  Projects in the High Tier can be found in Appendix F.  
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including design and engineering costs, construction costs, and maintenance costs, over the expected life 

cycle of the countermeasure.  

An additional analysis using the Transportation Economic Development Impact System (TREDIS) model was 

initially considered.  However, this tool is best used to derive benefits and costs associated with reduction of 

congestion from corridor expansion, intelligent transportation systems (ITS), or other project types.  Due to 

the limited congestion in the State and the subsequent low score in the screening tool, none of the 

recommended projects in this category are part of the Five Year Freight Implementation Plan.  The less 

urgent need for these projects combined with on-going work on the State’s Travel Demand Forecast and the 

need for a more detailed level of cost estimation led to the decision not to run the TREDIS model at this time.  

TREDIS remains a vital tool for ITD in the evaluation of projects, but current freight needs are not well 

evaluated through this tool.   

6.6 Programs, Policy Changes, and Additional Studies 

In addition to specific projects, there are a number of programs, policy changes, and additional studies that 

should occur over in conjunction with the projects identified above.  These recommendations address 

systemic or policy issues that are not easily solved with a single project.  Policy changes and programs that 

do not require direct funding such as advocating for a resolution for the injunction on U.S. 12 are included in 

Section 7 as recommendations.  Changes that will require funding are included in the 5/10/20 Year Freight 

Implementation Plans as appropriate. Although these recommendations are not “on the ground” projects, 

they do impact goods movement on the NHFN.  For example, one of the most pressing needs in the State is 

for a system-wide examination of the 129k network following the expansion of that network to include the 

Interstate system.  Ensuring this network functions as a connected and integrated system will increase 

efficiency and improve freight flows on the NHFN.  Similarly, working with municipalities to develop local 

truck routes would help direct truck traffic to the most appropriate routes, protecting vulnerable downtown 

corridors while also providing trucks with information and known routing that will reduce delays.   

Recommendations for the Five Year Freight Implementation Plan are included in Table 6.1 and shown in 

Figure 6.2 below, with further recommendations at the 10 and 20 year implementation horizon included in 

Appendix A.  In order to meet reporting requirements under the “fiscally constrained” language in the 

legislation, Table 6.1 identifies funding sources, State match requirements, project locations, and other 

details as necessary.  ITD may choose to amend this list in the future as priorities in the State change and 

other project recommendations are further fleshed out.  
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Figure 6.2 Recommended Five Year Freight Implementation Plan Projects 

 

Source: ITD, Cambridge Systematics. Note that the Motor Vehicle Permitting and Traffic Monitoring projects are not 

included in this map.  



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
6-7 

6.7 Five Year Freight Implementation Plan Projects, Programs, Policy Changes, and Additional Studies 

Table 6.1 Five Year Freight Implementation Plan Projects, Programs, Policy Changes, and Additional Studies 

 

Project Description 
District / 
Agency 

Estimated 
Cost in 2016 

Dollars 
Year of 

Expenditure Funding Sources Freight Total Key Number NHFN Notes 

Lewiston POE 
License Plate 
Readers (East and 
West Bound) 

POE / 
District 2 $501,000  2016 

Federal Freight Formula:  
$464,266  
State Match (HDA):  $36,774 $464,266  

18690 
Spalding 
Bridge 

CRFC 
US-95: MP 309.9   

I 15, IC # 108 to 
Bonneville County 
Line - Resurface, 
Restore, Rehab District 5 $4,852,000  2016 

Federal:  $4,477,000  
State (HDA):  $375,000 $4,852,000  18784 

Interstate 
I-15: MP 108.75 
- MP 111.94   

     

2016 Total:  

$5,316,266     

Motor Vehicle 
Services Permitting 
Software DMV $4,000,000  2017 

Federal Freight Formula:  
$3,706,000  
State Match (HDA):  $294,000 $3,706,000  19888 

Credentialing 
Software   

East Boise POE 
License Plate 
Readers (East and 
West Bound) 

POE / 
District 3 $501,000  2017 

Federal Freight Formula:  
$462,273  
State Match (HDA):  $38,727 $462,273   20288 

Interstate 
I-84:  MP 66.3   

I-84, Five Mile Road 
to Orchard Road & 
Ramps - Resurface District 3 $2,998,000  2017 

Federal Freight Formula:  
$2,766,000 
State Match (HDA): $232,000 $2,766,000  19289 

Interstate 
I-84:  MP 48.1 - 
MP 51.3   

Traffic Monitoring, 
Weigh-In-Motion 
MTC ITD HQ $90,000  2017 

Federal Freight Formula: $83,000 
State Match (HDA):  $7,000 $83,000  13647 

Sensor Systems 
Statewide   

I-84, Design and 
build Declo POE 
East Bound District 4 $250,000  2017 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $230,833  19973 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and District 4 $450,000  2017 Develop:  $450,000 (2017) $414,900  20191 Interstate   
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build Declo POE 
West Bound 

Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match:  $425,000 

I-84:  MP 217.45 
- MP 219.52 

      

2017 Total:  

$7,663,006    

Interstate 15 and SH 
33 - Sage Junction 
POE (North Bound) 
Install Weigh in 
Motion 

POE / 
District 6 $2,500,000  2018 

CVISN Grant:  $1M  
State Match (HDA):  $1M  
Freight:  $500K $500,000  20222 

Interstate 
I-15:   
MP POE 10.0 - 
MP POE 10.3   

Interstate 15 and SH 
33 - Sage Junction 
POE (South Bound) 
Install Weigh in 
Motion 

POE / 
District 6 $2,500,000  2018 

CVISN Grant:  $1M  
State Match (HDA):  $1M   
Freight:  $500K $500,000  19858 

Interstate 
I-15:   
MP POE 10.0 - 
MP POE 10.3   

I-84, Design and 
build Declo POE 
East Bound District 4 $50,000  2018 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $46,000  19973 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and 
build Declo POE 
West Bound District 4 $50,000  2018 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $46,000  20191 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

Signal timing, 
intersection 
modifications on US 
95 from I-90 to SH 
53 (8.39 miles) District 1 $8,500,000  2018 

FASTLANE Grant:  60%  
($5,100,000)  
Freight Formula:  20% 
($1,700,000)   
State Gas Tax: 10%  ($850,000)  
City of CdA:  8%  ($672,300)  
City of Hayden: 2%  ($177,700) $1,700,000    

CUFC: U.S. 95 
MP 430.6 – MP 
436.9 

CRFC: U.S. 95 
MP 436.8 – MP 
438.9 

FASTLANE 
Grant 

     

2018 Total: 
$2,792,000     

Pave Idahome Road  District 4 $4,324,000  2019 
Freight Formula:  $4,006,618 
Highway District/Dairy:  $ 317,382 $4,006,618   

CRFC 
(E800S, MP 4.19 
- MP 7.4) 
(S 2750 E, MP 
100.0 - 101.27)   



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
6-9 

Source: Values rounded to nearest dollar.   
HDA:  Highway Distribution Account 
 

Projects Identified from the ITIP 

In addition to the above Implementation Plan and other projects identified in Appendix A for the 10 and 20 year horizon, there are a number of projects 

identified in the FY 2016-2020 ITIP that will positively impact freight movement in Idaho, including a number of projects on key U.S. routes.  These 

projects do not require additional federal funding at this time, but are listed below in order to provide visibility to the freight community.  Should any of 

these projects lose one of their federal funding sources, ITD should consider amending the freight plan and ITIP to cover any gaps.  

SH 128 and Wall St. 
Intersection 
improvements due 
to anticipated growth 
of Harry Wall 
Industrial Park (PoL) District 2 $300,000  2019 Freight Formula:  $300,000 $300,000    

CUFC / Port 
SH-128:  MP 0.9 
- MP 1.5 (and 
area surrounding 
Port for 
development) 

Multiphase 
project with 
City, County 
and Port 
contributions 

     

2019 Total:  

$4,306,618     

I-84, Design and 
build Declo POE 
East Bound District 4 $5,800,000  2020 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $5,075,000  19973 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and 
build Declo POE 
West Bound District 4 $6,150,000  2020 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match (HDA):  $425,000 $5,075,000  20191 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

     

2020 Total:  

$10,150,000     

I-84, Hammett Hill 
Passing Lane District 3 $8,834,184  2021 

Strategic Initiatives, HSIP, Freight:  
Federal:  $8,151,301  
State (HDA):  $682,883 8,151,301 20106 

Interstate 
I-84: MP 105 - 
MP 109.3   

     2021 Total:  

8,151,301 

   

     All Years 
Total:  

$38,379,191  
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Table 6.2 Freight Projects in FY2016-FY2020 ITIP 

Key 
Number 

Project Description 

Project Locations Mode County Federal 
Share 

Cost ($) 

State 
Share 

Cost ($) 

TREDIS 
Benefit-

Cost 
Ratio* 

19664 Install Railroad Gates SH 54, WATKINS AVE RRX, ATHOL (3) 
(Crossing ID 662696W) 

Highway/Rail KOOTENAI 240,000    

18956 Install Railroad Signals US 26, RRX Near RIRIE, BONNEVILLE 
CO (Crossing ID 812138U) 

Highway/Rail BONNEVILLE 305,000    

19027 Install Railroad Signals SMA-7456, IONA RD RRX, IDAHO 
FALLS (Crossing ID 811930X) 

Highway/Rail BONNEVILLE 255,000    

18881 Interchange Modification I 84, I86 Salt Lake System Interchange Highway CASSIA 23,473,000  1,967,000    

19658 US 93 Notch Butte Climbing Lanes MP 67.76-72.76 Highway LINCOLN 278,000  22,000  3.20  

19373 US 95, Whitebird Hill Passing Lane 230.305-230.824 Highway IDAHO  4,982,000 0.01  

13006 US 95, Culdesac Canyon Passing Lane 289.06-290.5 Highway NEZ PERCE 130,000 3,050,000 0.69  

13002 US 95, Mission CR to Webb Rd Passing 
Lane 

293.72-296.32 Highway NEZ PERCE 2,530,000 280,000 2.16  

19261 US 95, Culdesac Canyon Passing Lane, 
Phase 2 

279.7-282.2 Highway LEWIS 4,270,000 338,000 2.70  

13004 US 95, Potlatch NB Passing Lane 361.7-363 Highway LATAH 2,146,000 169,000 1.35  

13008 SH 8, MP 5 EB Passing Lane SH 8 Highway LATAH 4,119,000 326,000 1.68  

18955 Concrete Barrier Rail Installation I-90 from Cedars to Dudley Rd Underpass Highway KOOTENAI 1,107,000 93,000  

13078 Bridge Deck Replacement U.S. 93 from Shoshone to Carey Highway LINCOLN AND 
BLAINE 

130,000 758,000  

12886 Bridge Replacement U.S. 95, junction of US 20/26 and UPRR 
Overpass (south of Parma) 

Highway CANYON 6,380,00 505,000  

13046 High Capacity Corridor Study Ada/Canyon 
Co (COMPASS) 

  Highway ADA AND 
CANYON 

927,000 73,000 
(Other) 

 

Source: Idaho Transportation Investment Program FY 2016-2020. http://itd.idaho.gov/itip/  Values rounded to nearest thousand dollars.  

http://itd.idaho.gov/itip/
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6.8 Funding Opportunities 

The FAST Act provides multiple funding sources for freight projects and programs, with additional funding 

available through non-freight specific sources federal sources, as well as, Idaho specific programs.  

Implementation of many of the projects and programs identified above and in Appendix A will require a 

combination of multiple funding sources, with ITD’s Freight Program working in cooperation with other 

federal and state agencies.   

The first freight-specific funding program is the National Highway Freight Program (NHFP).  The NHFP is a 

$6.3 billion program over 5 years that will be apportioned between the states by formula based on the 

number of Primary Highway Freight System miles in the state.  Idaho will receive $45.8 million between 2016 

and 2020 for projects improving freight movement on the NHFN, of which up to 10% can be spent on rail or 

intermodal projects.
50

    

The second potential source for federal freight-specific funding is the Nationally Significant Freight and 

Highway Projects (NSFHP) Program.  Retitled the Fostering Advancements in Shipping and Transportation 

for the Long-term Achievement of National Efficiencies (FASTLANE) Grant Program by USDOT, the NSFHP 

Program is a $4.5 billion program over five years that consists of competitive grants.  Idaho was recently 

awarded a $5.1 million grant for improvements to U.S. 95 in Kootenai County to improve bottlenecks and 

congestion caused by inefficient traffic signal spacing and access conflict points. 

Goods movement can also be enhanced by projects funded through other sources in the FAST Act, many of 

which are a continuation of MAP-21 programs.  Projects that are not explicitly freight-related could be 

considered for funding through these “general” highway programs.  For example, safety improvements that 

benefit both trucks and passenger vehicles (such as a truck climbing lane) or projects that reduce heavy 

truck delay, reducing idling and decreasing greenhouse gas emissions, could obtain some funding from 

these sources which include: National Highway Performance Program (NHPP)
51

, Congestion Mitigation and 

Air Quality (CMAQ) Program
52

, Highway Safety Improvement Program (HSIP)
53

, and the Surface 

Transportation Program (STP) which has been modified to become the Surface Transportation Block Grant 

Program (STBGP).
54

  STBGP funding is flexible and could be used for a number of project types including 

ITS and truck parking.  In addition, Transportation Investment Generating Economic Recovery (TIGER) 

grants are a continued source of potential funding.  

                                                                 

50
 U.S. DOT. “National Highway Program Fact Sheet.” Online at: https://www.fhwa.dot.gov/fastact/factsheets/nhfpfs.cfm  

51 The FAST Act adds two permissible uses for NHPP funds beyond those specified in MAP-21 including the ability to 
pay subsidy and administrative costs for TIFIA projects and for improvements to bridges that are not on the National 
Highway System. 

52 CMAQ funds can now be used to maintain air quality standards in an attainment area (not just for attainment of 
standards in the first place).  However, federal funding for CMAQ projects is currently suspended in Idaho.  CMAQ 
funding eligible for use on STP projects was transferred to STP, the remaining funds can only be used in PM 2.5 
nonattainment areas (Franklin County).   

53
 States do not have the ability to shift funds designated for infrastructure safety programs to behavioral/educational 
activities. This ensures that resources remain in construction-related programs. 

HSIP also designates several new safety improvements eligible for funding including vehicle-to-infrastructure 
communication, roadway improvements that provide separation between pedestrians & motor vehicles. 

54
 The FAST Act simplified the list of uses eligible for program funds and increases the way that STP funds can be used 
on local roads and rural minor collectors. STBGP receives the same percentage of formula funds that the STP program 
did under MAP-21 

https://www.fhwa.dot.gov/fastact/factsheets/nhfpfs.cfm
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The FAST Act also includes a Rail-Highway Grade Crossings program which can be used to help fund 

grade-separation and grade crossing projects that improve safety and the movement of goods on both rail 

and road.  Table 6.3 shows the approximate amount apportioned to Idaho over the next five years in each 

category.  

Table 6.3 FAST Act Apportioned Funding for Idaho (Millions $ FY 2016-2020) 

National 
Freight 

Program 

National 
Highway 

Performance 
Program 

Surface 
Transportation 

Block Grant 
Program 

STBGP 
Set-Aside 
for TAP 

Equivalent 

Highway 
Safety 

Improvement 
Program 

Rail-
Highway 

Grade 
Crossings

55
 

Congestion 
Mitigation 

and Air 
Quality 

Program 

Metropolitan 
Planning 
Program 

45.8 866.3 404.7 19.7 85.5 9.4 66.5 8.4 

Source: Eno Center for Transportation 

There are a number of potential funding sources for non-highway freight projects that do not fall under the 

purview of the Federal Highway Administration.  These sources include: 

 U.S. Federal Rail Administration Railroad Rehabilitation and Improvement Financing; 

 U.S. Department of Housing and Urban Development Community Development Block Grants; 

 U.S. Department of Commerce Economic Development Administration Grants; 

 U.S. Environmental Protection Agency Brownfield Assessment Grants, Brownfield Revolving Loan Fund 

Grants, and Brownfield Cleanup Grants; 

 U.S. Environmental Protection Agency Clean Diesel Program; 

 U.S. Internal Revenue Service Qualified Railroad Track Maintenance Credit; 

 U.S. Department of Agriculture Rural Development Community Facilities Grants and Direct and 

Guaranteed Loans; 

 U.S. Maritime Administration Small Shipyard Grants; and 

 U.S. Federal Aviation Administration Airport Improvement Program. 

Finally, funding for freight projects can also be drawn from state programs.  These sources are discussed in 

detail in Appendix E, and include: 

 ITD Airport Aid Program; 

 ITD State Capital Improvement Program; 

 ITD State Railroad Grade Crossing Protection Program; 

                                                                 

55
 This is a continuation of Section 130 projects established under 23 USC 130. See: http://safety.fhwa.dot.gov/xings/  

http://safety.fhwa.dot.gov/xings/
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 Idaho Department of Commerce Gem Grant Program; 

 Idaho Department of Labor Workforce Development Training Fund Industry Sector Grant; 

 Idaho Department of Agriculture Rural Economic Development and Integrated Freight Transportation 

Program (REDiFIT); 

 Idaho Legislature Grant Anticipation Revenue Vehicle (GARVEE); and 

 Idaho Legislature Gas Tax Increase. 

6.9 Critical Rural and Critical Urban Freight Corridors 

FAST Act formula funding under the National Highway Freight Program (NHFP) can only be used on projects 

or programs that are located on or improve freight movement on specific routes in Idaho, with the exception 

that up to 10% of funds can be used on rail or intermodal projects.  These specific routes are: 

 The Primary Highway Freight System (41,518 miles); 

 Interstate Highways; 

 Critical Rural Freight Corridor (CRFC); or 

 Critical Urban Freight Corridor (CUFC).  

These four components comprise the National Highway Freight Network 

(NHFN).  The first two bullets include Idaho’s entire Interstate system, but 

the state has not yet established Critical Rural or Critical Urban Freight 

Corridors.  The FAST Act requires designation of these routes as part of a 

State Freight Plan within 2 years of the FAST Act’s signing.
56

  

Idaho can nominate 150 miles of roads in the state as CRFCs.  In order to 

qualify, the road must be a public route within the boundary of the state, be 

located outside of an urbanized area, and meet at least one of the 

following criteria: 

 Be a rural principal arterial roadway with trucks equaling 25% or more of AADT (FHWA vehicle class 8 

and 13); 

 Provide access to energy exploration, development, installation, or production areas; 

 Connect the Primary Highway Freight System or the Interstate system to facilities that handle 1) 50,000 

or more TEU per year, 2) 500,000 tons bulk commodity per year, 3) provide access to grain elevators, 

agricultural facility, mining facility, forestry facility or intermodal facility; 

 Connects to an international port of entry; 
                                                                 

56
 http://www.ops.fhwa.dot.gov/freight/pol_plng_finance/policy/fastact/s1116nhfpqa/  

Idaho can designate up 
to 150 miles of road as 
Critical Rural Freight 
Corridors and up to 75 
miles of road as Critical 
Urban Freight Corridors 

http://www.ops.fhwa.dot.gov/freight/pol_plng_finance/policy/fastact/s1116nhfpqa/
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 Provides access to significant air, rail, water or other freight facility; or  

 Is determined by the state to be vital to improving efficient movement of freight of importance to the 

state’s economy  

Further clarification of what factors a state can use to identify routes 

under the final criteria are pending from FHWA.  The Idaho Freight 

Summit discussed a number of factors that the state could use to 

identify routes that qualify as “vital to improving efficient movement of 

freight of importance to the state’s economy.”  One idea was to 

prioritize state routes that are part of the 129k network in the state.  

These routes have already undergone a review process and were 

nominated by a business as important to their operations.  Another 

suggestion was to consider routes that connect to international ports of 

entry or intermodal terminals in adjacent states.  Idaho has a limited 

number of these facilities; freight users in the state often rely on 

locations in adjacent or nearby states to move their goods.  Idaho 

routes would not directly connect to these facilities but the corridors are 

important to goods movement in the state.  Examples of this include 

the Port of Seattle (Washington), Ports of San Francisco and Los 

Angeles (California), Port of Portland (Oregon), and intermodal rail 

terminals in Salt Lake City (Utah) and Spokane (Washington).  Another 

idea was to identify routes that carry large truck volumes relative to State totals, regardless of the percentage 

of trucks compared to other traffic. Finally, routes that serve key or growing industry sectors, such as those 

identified by the Department of Commerce,
57

 are crucial to the on-going growth of Idaho’s economy.  

In addition to the Critical Rural Freight Corridors, the FAST Act also requires designation of Critical Urban 

Freight Corridors.  A CUFC is a public road in urbanized areas that provides access and connection to the 

PHFS and the Interstate with other ports, public transportation facilities, or other intermodal transportation 

facilities. In an urbanized area with a population of 500,000 or more, the metropolitan planning organization 

(MPO), in consultation with the State, is responsible for designating the CUFCs. In an urbanized area with a 

population of less than 500,000, the State, in consultation with the MPO, is responsible for designating the 

CUFCs. All of Idaho’s MPO’s—Boise, Coeur d’Alene, Idaho Falls, Lewiston, Nampa, Pocatello—are below 

500,000 in population.  Regardless of population, a public road may be designated as a CUFC if it is in an 

urbanized area, and meets one or more of the following four elements: 

 Road connects an intermodal facility to the Primary Highway Freight System, the interstate system, or an 

intermodal freight facility; 

 Road is located within a corridor of a route on the PHFS and provides an alternative highway option 

important to goods movement; 

 Road serves a major freight generator, logistic center, or manufacturing and warehouse industrial land; 

or 

                                                                 

57
 http://commerce.idaho.gov/site-selection/key-industries  

Identifying Key Routes – 

 Idaho Freight Summit 

http://commerce.idaho.gov/site-selection/key-industries
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 Road is important to the movement of freight within the region, as determined by the MPO or the State 

In Idaho, this designation is limited to 75 miles of highway.  As with the CRFC, the final criteria allows Idaho 

some latitude in designating routes as CUFC.  Again, the Idaho Freight Summit participants suggested ideas 

that can help the state identify routes that are important to the movement of freight within the region.  These 

ideas included identifying routes that are part of the 129k network, routes that connect urban facilities to their 

respective rural generators of freight, routes with high numbers of trucks, and ensuring a complete network 

by linking the CUFCs to the CRFCs.   

Table 6.4 below identifies ITD’s draft CRFC list. Table 6.5 identifies ITD’s draft CUFC list.  These lists are 

being submitted to FHWA as part of this Statewide Freight Strategic Plan for acceptance.  ITD will need to 

amend these lists in order to address any concerns raised by FHWA during review.  ITD may also wish to 

amend the lists to address future project needs.   
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Table 6.4 ITD Draft Critical Rural Freight Corridors 

Route Starting Point End Point Miles FAST Act Criteria Met CRFC_ID* 

U.S. 95 Lancaster Rd (MP 
436.8) 

SH 53 (MP 438.86) 2.08 Direct access to I-90; carries intrastate, interstate, and international 
freight movements; provides access to industrial and manufacturing 
employers, as well as the Coeur d’Alene Airport.  (Connects to U.S. 95 
CUFC). 

F, G 

SH 53 Washington Border 
(Varied segments 
and mileposts) (MP 
0.0)  

U.S. 95 (MP 14.31) 14.31 Supports truck flow to/from Washington, Hauser Rail Yard, Coeur 
d’Alene Paving, MDM Construction quarry.  8.1% commercial traffic.  
490-810 trucks daily depending on segment. Connects to U.S. 95. 

D, F 

SH 54 SH 41 (MP 0.0) U.S. 95 (MP 7.89) 7.89 17%-25% commercial traffic depending on segment.  Carries 510 
trucks daily.  Supports Merritt Lumber, Athol rail facility. 

A, D 

U.S. 12/95 Urbanized Area (MP 
310.60) 

Lewiston POE 

(MP 309.80) 

0.8 Connects Lewiston POE to Critical Urban Freight Corridor at urbanized 
area boundary.  Heavy freight traffic on both U.S. 12 and U.S. 95 
destined for Port of Lewiston, Washington, Northern Idaho and 
Canada. 

C, D, F, G 

Main St./Main St. 
Bypass/Mill Road in 
Lewiston 

U.S. 12 (MP 1.90) Access road on east 
side of Clearwater 
Paper Reservoir 
(MP 3.67) 

1.77 Major freight generator Supports Idaho Forest Group, Clearwater Paper 
Corp.  Connects to CUFC and U.S. 12. 

F 

SH 3 U.S. 12 (MP 0.0) Deary (MP 29.0) 29.0 Averages 21.6% commercial traffic.  Supports multiple agricultural and 
forestry industries.  260-660 trucks daily depending on segment. 

D 

S. Lincoln Rd. 
(Jerome) 

I-84 (MP 0.0) E 100S (MP 1.54) 1.54 Services WOW logistics, Jerome Cheese, Highlex Poly, Spears 
Manufacturing, Idaho Milk Products.  Provides direct access to I-84.   

D, F 

U.S. 93 Southwest Twin 
Falls at U.S. 30 (MP 
41.50) 

I-84 (MP 53.39) 11.89 Supports up to 2,700 trucks daily.  Major route from Nevada to I-84.  
Deemed critical by state (feedback at Freight Summit that this is a 
major route for trucks to reach I-84). 

G 

U.S. 30 Intx w/ SH 50 (MP 
216.90) 

Intx w/ U.S. 93 (MP 
223.51) 

6.61 Services Twin Falls industrial area to include Chobani Yogurt, Glanbia 
Cheese, Jayco Trailers, Amalgamated Sugar, Heningsen Col Storage.  
Designated 129K pound trucking route. 

D, F, G 

U.S. 50 Intx w/ U.S. 30 (MP 
0.0) 

I-84 (MP 4.80) 4.80 Services Twin Falls industrial area to include Chobani Yogurt, Glanbia 
Cheese, Jayco Trailers, Amalgamated Sugar, Heningsen Col Storage.  
Designated 129K pound trucking route. 

D, F, G 

Bedke Blvd SH 27 (MP 11.55) U.S. 30 (MP 10) 1.55 Provide bypass of downtown Burley.  Supports future transload facility, 
McCain Foods, High Desert Milk, Handy Trucking, Pacific Ethanol, 
DOT Foods.  

D, F 
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Route Starting Point End Point Miles FAST Act Criteria Met CRFC_ID* 

U.S. 30 Coors Facility (MP 
253.37) 

SH 27 (MP 257.48) 4.11 Supports Coors, potential transload facility, McCain Foods, High Desert 
Milk.  Between 210- 1,100 trucks daily depending on segment with 
26.8% commercial vehicles on west side of Burley.  Designated 129K 
pound trucking route. 

A, D, E, F, 
G 

100W U.S. 30 (MP 105.22) SH 27 (MP98.11) 7.11 Access to multiple dairies and cattle feed lots, with support to Handy 
Trucking, Pacific Ethanol, DOT Foods. 

D, E 

Idahome Road I-84 (MP 4.03) Dairy (MP 7.4) 3.37 Supports East Valley Dairy.  Operations changing from feedlot to Dairy, 
increasing employment to 150.  Over 75% commercial vehicle traffic 
with approximately 360 trucks daily.  Currently a dirt road requiring 
grading 7-9 times annually.  Supports Glanbia Foods, Jerome Cheese, 
High Desert Milk. 

D, F 

S 2750 E Idahome Road (MP 
100.0) 

East Valley Dairy 
(MP 101.27) 

1.27 Supports East Valley Dairy.  Operations changing from feedlot to Dairy, 
increasing employment to 150.  Over 75% commercial vehicle traffic 
with approximately 360 trucks daily.  Currently a dirt road requiring 
grading 7-9 times annually.  Supports Glanbia Foods, Jerome Cheese, 
High Desert Milk. 

D, F 

U.S. 30 Georgetown Summit 
(MP 420.0) 

Wyoming (MP 
455.48) 

35.48 Significant trucking corridor to Wyoming.  Truck counts range from 480-
1,000 trucks daily with commercial vehicle percentages ranging from 
10.6% to 53.3% depending on segment.  Route average is 29% 
commercial vehicles.  Designated 129K pound trucking route. 

D, F, G 

U.S. 26 W 100 N (Blackfoot 
MP 304.3) 

I-15 (MP 306.1) 1.85 Provides access to General Mills, Pendleton Flour Mills, rail transload 
facility, Liberty Gold Potato, Basic American Foods.  Direct access to I-
15.   

D, F 

U.S. 20 Chester (MP 353.0) Henry’s Fork River 
(MP 363.5) 

10.50 Most heavily traveled commercial vehicle route (non-interstate) in state.  
Road reduced from 4-lanes to 2-lanes in the section then expands to 4-
lanes.  Ranges from 15.6% - 24% commercial vehicle traffic with 780-
1,200 trucks daily. Access to rail/silo facility in Ashton.  Designated 
129K pound trucking route. 

A, D, F, G 

TOTAL   145.93   

*Note: For a guide to CRFC_ID codes, see: http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf  

 
 
 
 
 
 

http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf
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Table 6.5 ITD Draft Critical Urban Freight Corridors 

Route Starting Point End Point Miles Urbanized Area Description CUFC_ID* 

W. Seltice Way S Ross Point Rd 
(MP 1.62) 

Northwest Blvd 
(5.97) 

4.35 Coeur d’Alene PFHS alternative corridor for I-90; Supports multiple freight 
generators  including, River City Fabrications, Cannon Hill 
Industries, MOR Manufacturing, Ground Force Worldwide, 
High Mountain Forest Products, and Idaho Army National 
Guard.   

I, J 

U.S. 95 I-90 (MP 430.60) U.S. 53 (MP 
436.90) 

6.30 Coeur d’Alene Direct access to I-90; carries intrastate, interstate, and 
international freight movements; provides access to industrial 
and manufacturing employers, as well as the Coeur d’Alene 
Airport.  Connects to U.S. 95 CRFC). 

J, K 

SH 128 Washington 
border (MP 0.0) 

U.S. 12 (2.09) 2.09 Lewiston Intermodal connection with Port of Lewiston, serves 
warehouse/industrial land; Connection to Washington. 

H, J 

3
rd

 Ave N 6
th

 Ave N (MP 
0.49) 

U.S. 12 (MP 
1.22) 

0.73 Lewiston Primary connection between US12 and Port of Lewiston.   H, J 

U.S. 12 Washington 
border (varied 
segments and 
MP) (MP 0.0) 

MPO Boundary 
(MP 310.60)  

5.25 Lewiston Serves freight generator (Port of Lewiston); Connects state of 
Washington CUFC, U.S. 12 and U.S. 95.  Designated 129K 
pound trucking route from MP 1.5 to MPO boundary. 

H, J, K 

Southway 
Bridge 

Washington 
border (center of 
bridge MP 0.0) 

Snake River Ave 
(MP 0.16) 

0.16 Lewiston Connects to WASHDOT CUFC to Lewiston Airport and 
Snake River Avenue then U.S. 12. 

K 

Main St./ Main 
St. Bypass/ Mill 
Road (Lewiston) 

U.S. 12 (Varied 
segments and 
MP) (MP 100.00) 

Access road on 
east side of 
Clearwater 
Paper Reservoir 
(MP 1.09) 

1.09 Lewiston Major freight generator supporting Idaho Forest Group, 
Clearwater Paper Corp.  Connects to CRFC for Clearwater 
Paper. 

J 

I-84 Bus./ 
Cleveland Blvd./ 
Centennial Way/ 
Nampa-Caldwell 
Blvd 

I-84 (varied 
segments and 
MP) (MP 0.94) 

Midland Blvd 
(Nampa) (MP 
55.90) 

7.42 Nampa PFHS alternative corridor, Major freight generator (addressed 
in COMPASS Agricultural. study). Supports Simplot (with rail 
facility), agricultural facilities south of Nampa. 

I, J 

Northside Blvd 
(Nampa) 

Birch Lane 
(varied segments 
and MP) (MP 
0.50) 

I-84 (MP 19.30) 0.86 Nampa Major freight generator supporting Pepsi Bottling, 
Amalgamated Sugar processing plant.  Significant 
congestion for trucks waiting for delivery at Amalgamated 
Sugar. 

J 

Franklin Blvd Birch Lane (MP Garrity Blvd. (MP 1.80 Nampa Major Freight Generator, Serves Industrial Lands, Plexus J 
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Route Starting Point End Point Miles Urbanized Area Description CUFC_ID* 

(Nampa) 1.80) 0.0) manufacturing facility, Selkirk manufacturing facility,  
Packaging Corporation of America, Pacific Steel. 

11
th

 Ave Franklin Blvd 
(MP 58.67) 

3
rd

 St (MP 59.50) 0.83 Nampa Business I-84, Union Pacific yard.  Connects to Franklin 
Blvd/I-84. 

H, J 

Chinden/ U.S. 
20/26 

Midland Blvd 
(MP 28.25) 

I-84 (MP 24.84) 3.41 Nampa I-84 bypass. Serves industrial and agricultural lands.  Also 
services Low’s Ready Mix, Valley Precast.  450-560 
commercial vehicles daily.   Designated 129K pound trucking 
route. 

H, J, K 

Chinden/ U.S. 
20/26 

Five Mile Rd (MP 
40.23) 

Eagle Rd (MP 
42.09) 

1.86 Boise Serves industrial land, Hewett-Packard.  Carries 440-600 
commercial vehicles daily. 

J, K 

Franklin Rd 
(Nampa)/Idaho 
Center Blvd 

Star Road (MP 
1.32) 

Idaho Center 
Blvd (MP 0.34) 

0.98 Nampa Major Freight Generator, serves industrial and agricultural 
land.  Also supports Sorrento Lactalis Cheese, Ida Cold, 
Image National Signs, Glaz Tech Industries. 

J 

SH 55/ Midland Middleton Rd 
(varied segments 
and MPs) (MP 
15.63) 

Cherry Lane (MP 
101.12) 

1.71 Nampa Serves industrial and agricultural lands with connection to I-
84.   Supports 1,000-1,500 commercial vehicles daily.  
Designated 129K pound trucking route from I-84 west. 

J, K 

SH 19 Farmway (MP 
19.06) 

Centenial (MP 
19.92) 

0.86 Nampa Serves industrial and agricultural lands with connection to I-
84.  Supports Simplot with rail loading facility.  1,200-1,700 
commercial vehicles daily; 7.5% to 14.5% of daily traffic.  
Designated 129K pound trucking route from Nampa-Caldwell 
Blvd west. 

I, J, K 

Robinson Rd Airport Rd (MP 
3.28) 

Franklin Rd (MP 
4.49) 

1.21 Nampa Major freight generator; serves industrial and agricultural 
lands.   

J 

Gowen Rd Gowen 
Interchange (MP 
5.50) 

Orchard 
Interchange (MP 
0.03) 

5.47 Boise Connects future intermodal facility, to I-84.  Supports Idaho 
Air and Army National Guard.  Serves industrial lands 
including Western Trailers, Treasure Valley Steel, Excel 
Equipment Company, Inland Crane, Shopko Distribution 
Center, Multiquip.   

H, J 

Cole Rd Victory Rd 
(varied segments 
and MP) (MP 
14.27) 

I-84 (MP 0.22 at 
westbound on-
ramp) 

1.19 Boise Connection to I-84 for multiple industrial companies including 
US Postal Service, Lumber Liquidators, UPS, Pacific Supply, 
Matheson Trucking, Western Recycling, Costco Wholesalers, 
Scholfman Tractor. 

J 

Franklin Rd Linder Rd (varied 
segments and 
MP) (MP 5.34) 

I-184 (MP 2.88) 6.85 Boise Major freight generator supporting construction and public 
utilities including Idaho Power, Building Material & 
Construction Services, Franklin Building Supply, FEDEX 
Freight, RC Willey Furniture, Basalite Concrete, Plum Creek 

J 
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Route Starting Point End Point Miles Urbanized Area Description CUFC_ID* 

Timber, Cascade Student Transportation (School Bus 
Service), Republic Services. 

Victory Rd Cole Rd (MP 
13.04) 

Orchard St (MP 
14.53) 

1.49 Boise Planned industrial corridor; connects to I-84 via Orchard St. J 

Eisenman Rd Gowen Rd 
(varied segments 
and MP) (MP 
102.91) 

Freight St. (MP 
100.94) 

1.97 Boise Industrial Corridor, services WinCo Foods Distribution 
Center. 

J 

S Federal Way  SH 21 (varied 
MP and 
segments) (MP 
102.65) 

Memory Lane/ 

I-84 (MP 100.17) 

2.76 Boise Industrial Corridor, Micron Technology, Connects to I-84 via 
Memory Lane 

J 

U.S. 91 U.S. 30 (varied 
segment and 
MP) (MP 3.44) 

I-86 (MP 80.0) 3.13 Pocatello PFHS alternative corridor.  Connection to I-86.  Supports 
large scale retail including Costco Wholesale, Walmart, Pine 
Ridge Mall, Fred Meyer, Sportsman’s Warehouse.  310-
1,100 commercial vehicles daily. 

I, J 

U.S. 30 U.S. 91 (MP 
335.77) 

I-86 (MP 330.93) 4.84 Pocatello Numerous freight organizations and rail load facilities.  
Supports Simplot, Pacific Recycling, Conway Freight, 
Wayne’s Salvage, Amerigas, Idaho Salvage, Pocatello 
Ready Mix, Great Western Malt Hoku Materials.  440-1,400 
commercial vehicles daily; up to 18% of daily traffic.  Being 
evaluated for 129K pound truck designation. 

J, K 

I-15 Bus./ U.S. 
91/ U.S. 26 

W 81
st
 St (varied 

segment and 
MP) (MP 121.7) 

Pancheri Dr. 
(5.71) 

4.56 Idaho Falls PFHS alternative corridor,  Multiple major freight generators, 
mining/extraction including Potandon Produce, Valley Ready-
Mix, United II Potato Growers, Busch Agricultural Resources 
with rail facility, American Fabrication, Tec Distributing, Eagle 
Rock Fabrication, Cargill, Basic American Foods.  350-1,500 
commercial vehicles daily.  Designated 129K pound trucking 
route. 

I, J, K 

Lindsay Blvd N of Iron Mule 
Saloon (MP 2.0) 

Wardell Ave (MP 
0.89) 

1.11 Idaho Falls Major Freight generator supporting multiple industries 
including Falls Fertilizer (with silos and rail facility), Dag 
Warehouse, Teton Stage Lines.  

J 

Total   74.28    

*Note: For a guide to CUFC_ID codes, see: http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf 

http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf
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7.0 Moving Forward 

The development of this Statewide Freight Strategic Plan is only one step in the ongoing process of 

maintaining and improving the State’s multimodal freight system.  Moving forward, ITD, other public 

agencies, and private sector partners will need to continue to work together to ensure that the system meets 

ITD’s goals of safety, mobility, and economic vitality.  There are several important steps that ITD and its 

stakeholders will need to achieve in the near future in order to continue the progress made in this Plan.   

7.1 Implement Recommended Policy Changes and Programs 

Some of the policy changes and programs discussed in the prior sections do not require a financial 

commitment from ITD, at least in the beginning phases, but will help advance freight solutions in the state.  

Recommendations include: 

 Advocate for changing Idaho’s Constitution to allow for Local Option Sales Tax Authority. Possible 

actions include lobbying efforts, letters to the editor, and coordination with other stakeholders in the State 

who are in favor of this change (such as COMPASS);  

 Allow ITD, in collaboration with other state agencies, to identify and designate 129,000 pound routes on 

the State highway network.  This need is dependent on the outcome of the 129k system network study 

identified in the Five Year Freight Implementation Plan.  

 Seek enabling legislation or a change in Idaho’s Constitution to enable direct funding of railroad 

infrastructure improvements through Private Activity Bonds (PABs) 

 Advocate for a resolution to the injunction against oversize vehicles on U.S. 12.  Possible actions include 

outreach, and potentially working with the Port of Lewiston on data collection efforts to highlight the 

importance of OS/OW shipments for the local economy and environmental benefits of moving goods 

through Lewiston instead of alternative routing; 

 Advocate with the Port of Portland to resolve labor issues that have disrupted full container-on-barge 

service to the Port of Lewiston.  Possible actions include commenting on any Port of Portland planning 

activities to highlight the impact issues have on the rest of the Snake River system and building a 

relationship with Oregon DOT and Port of Portland colleagues; 

 Advocate for and if possible participate in FMCSA’s Military Pilot Program to allow veterans 18-20 to 

operate commercial vehicles on Interstate routes; and 

 Work with municipal governments and 289 local highway jurisdictions to streamline and harmonize truck 

permitting processes and associated commercial vehicle operations.  Draft rules for intrastate permitting 

may allow ITD to become a “one stop shop” for permits with an “opt in” option
58

 for location highway 

jurisdictions.   

                                                                 

58
 Local jurisdictions control permitting on their roads.  By opting in, the jurisdiction would use the same routing software 
as the state, reducing redundancy for truckers trying to obtain permits and expediting the process.  
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7.2 Develop Performance Metrics 

Section 5 of this Plan identified recommended performance measures for Idaho’s freight system that are 

consistent with existing FHWA guidance, shown in Table 7.1 below.  

Table 7.1 Recommended ITD Freight Performance Measures 

ITD Performance 
Objective 

Recommended 
Freight Performance 

Measure 
Applicable AASHTO 

Goal Area Data Source 
Needs and Issues 

Addressed 

Safety Truck-Involved 
Crashes/Mile 

Number of Truck-
Involved Crashes 

Safety WebCARS Highway Safety 

Number of At-Grade 
Rail Crossing 
Incidents 

Rail Safety FRA Highway Safety; Rail 
Safety 

Mobility  Modal Usage (Tons, 
Value) 

Freight Movement 
and Economic Vitality 

TRANSEARCH Intermodal 
Connectivity; Truck 
Driver Shortage 

Economic Vitality  Mileage Uncongested 
on Interstates 

Freight Movement 
and Economic Vitality 

NPMRDS Truck Congestion/
Reliability 

Truck Travel-Time on 
Interstate 

Freight Movement 
and Economic Vitality 

NPMRDS Truck Congestion/
Reliability 

 

The two Economic Vitality measures are consistent with requirements found in FHWA’s Notice of Proposed 

Rulemaking.
59

  However, ITD will need to be aware of any changes made to the two measures, as these are 

still in the rule-making process and have not been finalized by FHWA.  The comment period closed in August 

2016, and revisions to the proposed rules will be published at a later date.
60

  

ITD will also need to develop targets for each of the recommended performance measures.  ITD maintains a 

regularly updated dashboard of performance measures with specific targets.  The targets already in use 

related to fatality rate per 100 million vehicle miles and percent of time highways clear of snow/ice during 

winter storms can be used as a starting point for developing freight performance targets related to safety and 

reliability.  Other targets will need to be developed based on the long term vision of the broader 

transportation system, available data to estimate the target, internal resources available for data processing 

and desired update cycles.  

7.3 Finalize Critical Rural and Critical Urban Freight Corridors 

The FAST Act requires designation of Critical Rural and Critical Urban Freight Corridors.  Section 6 

discusses criteria that these routes need to satisfy and provides draft lists for both the CRFCs and CUFCs.  

These lists are being submitted to FHWA as part of this Plan and any changes requested by FHWA will 

                                                                 

59
 Available online at: https://www.fhwa.dot.gov/tpm/rule/pm3_nprm.cfm  

60
 https://www.fhwa.dot.gov/tpm/rule/pm3_nprm.cfm  

https://www.fhwa.dot.gov/tpm/rule/pm3_nprm.cfm
https://www.fhwa.dot.gov/tpm/rule/pm3_nprm.cfm
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require an amendment to this document.  These lists should be continuously monitored and updated as 

needed and provided for in the FAST Act to meet Idaho’s changing freight needs.
61

    

7.4 Continue Stakeholder Engagement 

The engagement of the Freight Advisory Committee during the Plan development is a solid building block for 

continued collaboration on freight related projects between multiple public sector agencies and private sector 

businesses.  The allocation of freight funding through the FAST Act—both dedicated and through competitive 

grants—makes the role of the FAC even more critical.  Planning decisions such as the designation of 

CUFCs/CRFCs and project prioritization can directly impact the ability of Idaho to seek funding for 

improvements to the multimodal system.  Continued engagement and collaboration will be key in 

implementing the recommendations found in this Plan and in continuing to tell the freight story of Idaho to its 

citizens.  The ongoing update of the Boise Airport Master Plan is a perfect opportunity to continue the 

collaboration across freight system users and between the public and private sector.    

Another reason stakeholder engagement between public and private sector is crucial is it helps develop 

cooperation and knowledge between the two.  This can be a building block to future public-private 

partnerships. In a public-private partnership, the public and private sectors work cooperatively in the 

planning, financing, and construction of development projects adjacent to and integrated with transportation 

facilities. Public-private partnerships require financial buy-in from both sectors. The first step in obtaining 

buy-in from the private sector is communication between the parties and ensuring business needs and 

concerns are heard and addressed.  

In Idaho, public-private partnerships could be created to encourage intermodal or transload facility 

development or address the need for additional truck parking, among other project ideas.  These types of 

projects include a potential revenue-generator which is needed to attract private partners.  Another option is 

for the state or local/regional governments to incentivize or help finance the development of truck parking 

facilities on private land.  

7.5 Freight Plan and Implementation Plan Maintenance and Update  

The FAST Act requires State Freight Plans be updated at least every five years.  The investment plan may 

be updated more frequently, if desired.
62

  As ITD completes the recommended projects, programs, policy 

changes, and additional studies, it is anticipated that new needs will arise requiring changes to the 

Implementation Plan.  For example, one recommendation is for a systematic study of the 129k route 

network.  This study may generate a project list needed to fill gaps in the network, or better route trucks to 

the long-distance corridors in the state and away from vulnerable areas such as local main streets.  If ITD 

gains the ability to designate new corridors (another recommendation), these new projects should be 

amended to the Implementation Plan.  Ongoing management of the project list is a key need for ITD moving 

forward.  

                                                                 

61
 U.S. DOT Fast Act, Section 1116 National Highway Freight Program (NHFP) Guidance: Designating and Certifying 
Critical Rural Freight Corridors and Critical Urban Freight Corridors May 23, 2016. Online at:  
http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.htm  

62
 U.S. DOT Freight Planning and Policy Provisions Fact Sheet. Online at: 
https://www.fhwa.dot.gov/fastact/factsheets/fpppfs.cfm  

http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.htm
https://www.fhwa.dot.gov/fastact/factsheets/fpppfs.cfm
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7.6 Continue to Pursue Non-Formula Funding Sources 

In addition to the freight formula funding available through the FAST Act, ITD should be diligent in pursuing 

other revenue sources.  FASTLANE Grants are a key component of this.  ITD, the City of Coeur d’Alene, and 

Kootenai MPO were awarded a $5.1 million grant in the first round of FASTLANE funding for a corridor 

improvement project on U.S. 95 in District 1 between I-90 and SH 53.  The project will adjust traffic signals, 

close some cross streets, and modify turning radii in order to reduce truck travel times in the corridor and 

improve overall safety.
63

  A second project that would have added capacity to I-84 between Northside 

Boulevard and Franklin Boulevard in Canyon County was not awarded funding.  Idaho has a number of 

freight projects included in the 5 Year Implementation Plan that should compete well for future funding.   

While NHFP funding is sufficient to cover the federal portion of all projects in the Five Year Freight 

Implementation Plan, it will not be enough to fund all of the additional projects in the 10 and 20 year 

Implementation Plans.  The project list was kept expansive in scope in order to provide ITD and the FAC a 

wide range of options when choosing freight projects for eventually inclusion in future ITIPs.  These projects 

will need to compete with other ITD priorities to obtain state match funds and may seek additional non-freight 

federal funding sources.  

The end of the GARVEE program also points to a need for additional funding sources.
64

  Two policy change 

recommendations are identified above to address this need.  The first is a change in Idaho’s Constitution to 

allow Local Option Sales Tax Authority beyond the few resort cities where it currently exists.  The ability for 

residents to vote on a tax for a specific project could help fund projects at the local level where freight 

impacts—both positive and negative—are most directly felt.  For example, a vote to fund a new bridge to 

replace a deficient one could have immediate impacts on truck routing.  Combined with the development of a 

truck route system, a small local improvement could improve the freight network while also improving quality 

of life for residents.  This authority would make projects that support the freight network more visible, 

increasing knowledge of the freight system and the vital role it plays in Idaho’s economy.  

The second would help fund rail work beyond the 10% of funds allowed from the NHFP formula funds.  

Private Activity Bonds (PABs) were a recommendation developed in the State Rail Plan.  PABs are debt 

instruments authorized by FHWA and issued by state or local governments whose proceeds are used to 

construct projects with significant private involvement.  State or local governments issue tax-exempt debt on 

behalf of the private entity undertaking the project.  The private entity then finances and delivers the project 

and is responsible for debt service on the PAB.  While this instrument could be used to help fund public 

infrastructure investment in a public/private partnership, it currently cannot be used to directly fund rail 

infrastructure improvements.   

7.7 Data Collection 

One of the key recommendations in the Five Year Implementation Plan is the need for additional data 

collection.  One of the shortcomings in this Plan was the lack of data for modes other than highway, and for 

roads not part of the State highway system.  The potential inclusion of multiple local roads as CUFC/CRFCs 

                                                                 

63
 Improvements to U.S. 95’s north corridor awarded $5.1 million USDOT grant. ITD News Release. July 8, 2016. Online 
at: http://apps.itd.idaho.gov/Apps/MediaManagerMVC/PressRelease.aspx/Preview/6245  

64
 Brian Ness. “Transportation Investment in Idaho Pays Off.” Transport Topics. July 25, 2016. Online at: 

http://www.ttnews.com/articles/basetemplate.aspx?storyid=42648&page=1  

http://apps.itd.idaho.gov/Apps/MediaManagerMVC/PressRelease.aspx/Preview/6245
http://www.ttnews.com/articles/basetemplate.aspx?storyid=42648&page=1
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enhances the need for accurate information to drive the development of performance targets, measure 

progress, and provide information to help justify future projects or grant requests.  Better data—crash 

statistics, truck counts, pavement ratings—is a critical input for this process.  Collecting non-highway modal 

data is another key need, especially for development of performance targets and tracking for the modal split 

performance measure.  Quality data will inform ITD of current conditions, allow ITD to set reasonable goals, 

and measure progress towards those goals in the years to come.  
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Appendix A. Full Freight Project and Program List 

Table 7.2 Full Freight Project and Program List – 5/10/20 Year Implementation Plans 

Project Description 
Project Location Mode County Anticipated Cost 

($) 
5/10/20 Year 

Implementation 

Purchase Software for Overlegal Permitting 
System 

Statewide Highway ALL 4,500,000.00 5 

Port of Entry Improvement - Sage Junction WIM 
SB 

Interstate 15 and SH 33 - Sage 
Junction POE 

Highway JEFFERSON 2,500,000.00 5 

Port of Entry Improvement - Sage Junction WIM 
NB 

Interstate 15 and SH 33 - Sage 
Junction POE 

Highway JEFFERSON 2,500,000.00 5 

SH 128 at entrance to Harry Wall Industrial 
Park- Intersection improvements 

SH 128 and Wall St. Anticipated 
growth of Harry Wall Industrial Park 

(PoL) 

Highway NEZ PERCE 300,000.00 5 

U.S. 95 North Corridor Access Improvement 
Project: signal timing, closing cross streets, 

modify turning movement radii, video 
survellience and traffic control measures 

US 95 from I-90 to SH 53 (8.39 
miles) 

Highway KOOTENAI 8,500,000.00 5 

I-84 Hammett Hill Passing Lane I-84 between Glenns Ferry and 
Mountain Home 

Highway ELMORE 5,250,000.00 5 

Port of Entry Improvement - License Plate 
Readers for East Boise POE (both directions) 

I-84 Milepost 67, 11 miles East of 
Boise 

Highway ADA 501,000.00 5 

Port of Entry Improvement - License Plate 
Readers for Lewiston POE (both directions) 

U.S. 95 Milepost 309.8, 1 mile East 
of Lewiston 

Highway NEZ PERCE 501,000.00 5 

Convert Idahome Rd from gravel to paved .2 miles east of I-84 to 2750 East 
Road 

Highway CASSIA 251,000.00 5 

Traffic Monitoring, Weigh-In-Motion MTC Statewide Highway  75,000.00 5 

I-84, Five Mile Road to Orchard Road & Ramps 
- Resurface 

Five Mile Road to Orchard Road & 
Ramps 

Highway ADA $2,998,000 5 

Relocate Cotterel POE to Declo I-84 Cotterel to I-84 Declo (use 
Cotterel location) 

Highway CASSIA $11,950,000 5 

I-84 Expansion b/w Franklin Blvd and Northside 
Blvd 

Franklin Blvd to Northside Blvd Highway CANYON 98,000,000 10 
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Highway 54/ BNSF Grade Separation Highway 54- Athol (Crossing ID 
662696W) 

Highway/Rail KOOTENAI 18,000,000 10 

Pleasant View Road/ BNSF Grade Separation Pleasant View Road (Crossing ID 
066231S) 

Highway/Rail KOOTENAI 18,000,000 10 

Greensferry Road/ BNSF Grade Separation 
Reconfiguration 

Greensferry Road ((Crossing ID 
066225N) 

Highway/Rail KOOTENAI TBD 10 

Brunner Road/ BNSF Grade Separation Brunner Road (058860J) Highway/Rail KOOTENAI 18,000,000 10 

Construct a multimodal transload facility in 
Southwest ID (near Boise using BVRR track) 
principally for agriculture and heavy industrial 

commodities based on Guilderland Distribution 
Unlimited site 

Exact location TBD - near Boise 
urban area 

Highway/Rail ADA 15,500,000 10 

Interchange Improvements-SH 47 and US 20 in 
Ashton 

US 20 @ SH 47 Highway FREMONT 1,000,000 10 

U.S. 20 Alternating passing lanes near Chester 
and Ashton 

U.S. 20 Fall River to Henry's Fork Highway FREMONT TBD 10 

Additional Truck Parking Location SH 75 south 
of Ketchum 

SH 75 South of Ketchum Highway BLAINE 20,400 10 

U.S. 20 Climbing Lane, approach to Targhee 
Pass 

U.S. 20 from pull-off .8 miles south 
of MT border to MT border 

Highway FREMONT 10,000,000 10 

Median Barriers/center rumble strips SH 128 from WA border to U.S. 12 Highway NEZ PERCE 5,800/mi 10 

Median Barriers/center rumble strips US 30 between Montpellier and 
Hunters Lane (near Dingle) 

Highway BEAR LAKE 5,800/mi 10 

Add Additional lane in each direction I-90 WA State Line to Lincoln 
Way/U.S. 95 

Highway KOOTENAI 12,050,000 10 

Add Additional lane in each direction I-15 SH 22 to MT State Line Highway CLARK 29,000,000 10 

Add Additional lane in each direction I-90 Lincoln Way/U.S. 95 to MT 
State Line 

Highway SHOSHONE 61,840,000 10 

BGCM & GNRR Rail Corridor Preservation 
Program - consider railbanking 

East of Port of Lewiston between 
Kamiah and Grangeville 

Rail NEZ PERCE TBD 10 

Add additional lane in each direction where 
feasible. Operational improvements 

U.S. 93 from Addison Ave to I-84 
(Twin Falls) 

Highway TWIN FALLS 5,550,000 10 

Add additional lane in each direction where 
feasible. Operational improvements 

S. Eagle Rd from E. Overland Rd. to 
E. Franklin Rd 

Highway ADA TBD 10 
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Conduct a benefit-cost analysis on the joint 
ID/MT Port of Entry at Haugan to determine 
long-term viability of ITD presence at site. 

Haugan POE on Interstate 90 in 
Montana (joint operations) 

Highway  75,000-110,000 10 

Develop ITS capabilities to track truck parking 
availability at key locations and provide real-

time data integrated with Idaho's trucker-
specific 511 site. 

Statewide Highway  TBD 10 

Develop Strategic Plan/Program to upgrade 
technology available for Commercial Vehicle 

Enforcement at mobile and fixed locations (AVI, 
portable WIM, WiFi for public access, remote 

access kiosks) 

Statewide Highway  TBD 10 

Conduct a joint study with the Idaho 
Department of Commerce to identify backhaul 
opportunities to support the implementation of 

an intermodal or transload facility in 
Boise/Treasure Valley 

Statewide Rail  150,000 10 

Pursue Airport Improvement Plan (AIP) funding 
for a freight data collection study at the 

Commercial Airports in Idaho to identify growing 
markets for aviation cargo activities and support 

development and monitoring of Performance 
Measures 

Statewide Air  None 10 

Establish a Rail Freight Assistance Program to 
identify and help fund the preservation of 
shortline rail freight service and stimulate 

economic development 

Statewide Rail  TBD 10 

Study to evaluate options for the relocation of 
the Huetter POE to McGuire.  The Huetter POE 

is located in an area where Kootenai MPO is 
proposing to place interchange ramps. A new 

location would better capture freight movement 
using SH-41 and local roads. 

Huetter Port of Entry on I90 East Highway KOOTENAI 165,000 10 

Ramsey Road/ BNSF Grade Separation Ramsey Road ((Crossing ID 
058862X) 

Highway/Rail KOOTENAI 18,000,000 10 

Improve vertical clearance under UPRR bridge 
over U.S. 30 in Pocatello 

BANNOCK Highway/Rail 5 10 10 

Improve vertical clearance under UPRR bridge 
over U.S. 20/26 in Idaho Falls 

BONNEVILLE Highway/Rail 6 10 10 
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Construct Transload Facility near US 30 in 
Burley. Focus is to serve McCain Food 

Near US 30 to serve McCain Food. 
Exact Location To Be Determined. 

Highway/Rail CASSIA 15,500,000 10 

Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for trucks 

to stop at intersection and clear tracks. Warning 
system at Airport Rd. and U.S. 95 south of 

Weiser (Washington County). 

Airport Road and U.S. 95 (south of 
Weiser) (Crossing ID 819403F) 

Highway/Rail WASHINGTON 50,000 - 560000 10 

Crossing Improvements for at-grade rail 
highway crossing- truck/train fatality in 2013 

(dump truck drove into side of train).  Warning 
system at 4200 West Rd and SH 36 in Dayton 

(Franklin County). 

SH 36 in Dayton @ rail crossing 
4200 West (Crossing ID 058857B) 

Highway/Rail FRANKLIN 50,000 - 560000 10 

Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for trucks 

to stop at intersection and clear tracks. Warning 
system and signal preemption at Center Street 

and U.S. 91 in Shelley (Bingham County). 

U.S. 91 and Center Street (Shelley) 
(Crossing ID 811631R) 

Highway/Rail BINGHAM 50,000-560,000 10 

Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for trucks 

to stop at intersection and clear tracks. Warning 
system at Notus Rd and U.S. 26 (Canyon 

County). 

Notus Road at U.S. 26 (Crossing ID 
819296T) 

Highway/Rail CANYON 50,000 - 560,000 10 

Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for trucks 

to stop at intersection and clear tracks.  
Warning system at 4 locations in the corridor @ 

800 East Rd, unnamed road west of N 600 E 
Rd, N 400 W Rd, 600 W Rd. 

SH 24 between Broadway St 
(Minidoka) and 600 West Rd in 

Lincoln County (Crossing ID 
812802T). Four specific locations. 

Highway/Rail MINIDOKA and 
LINCOLN 

50,000-560,000 10 

Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for trucks 

to stop at intersection and clear tracks. Potential 
warning system and signal preemption at Ft. 
Hall Mine Rd. near South 5th Ave. (Bannock 

County) 

Ft. Hall Mine Rd. near S. 5th Ave 
(Crossing ID811319V). Just south of 

Century High School, Pocatello. 

Highway/Rail BANNOCK 50,000 - 560000 10 

Interchange Modification U.S. 20 and SH 33 U.S. 20 and SH 33 Interchange 
Improvement 

Highway MADISON 1,800,000 10 

Truck Stop or Truck Parking Location near 
Spencer on I-15 

Spencer, ID (Exit 180) Highway CLARK 11,000 10 

Advance curve warning with flashing beacons 
and chevron signs 

SH-5 between mileposts 12.1 and 
12.3 

Highway BENEWAH 875 10 
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Advance intersection warning sign with flashing 
beacons and improved lighting 

SH 53 and Pleasant View Road Highway KOOTENAI 35,000 10 

Advance intersection warning sign with flashing 
beacon 

U.S. 93 and 100 South Road Highway JEROME 10,000 10 

Cat tracks (guidelines) for simultaneous 
eastbound left-turn lanes 

SH 19 and Centennial Way Highway CANYON 3,000 10 

Cat tracks (guidelines) for simultaneous 
southbound left-turn lanes and eastbound left 

turn lane 

Interstate 15 Business and Parkway 
Drive 

Highway BINGHAM 3,000 10 

Purchase data collection software to support a 
data collection effort on CUFC/CRFC that are 

not part of the State system. 

Statewide Highway  1,000,000 10 

Reconstruction of Southway Bridge in Lewiston Bryden Canyon Rd (Southway 
Bridge) from bridge abutment to 

midpoint (border with WA) 

Highway NEZ PERCE $2,113,350 10 

Conduct a system-wide examination of the 129k 
route network. Allow ITD in consultation with 
other government agencies to recommend 

routes to add to the 129k network.  Currently 
routes must be requested by businesses.  This 
makes it difficult to close obvious gaps in the 

statewide network and limits the ability to 
develop a coordinated, strategic approach to 

the 129k system. 

Statewide Highway Statewide 200,000 10 

Provide funding and expertise to help 
municipalities develop truck routes.  This would 
help reduce conflicts between trucks and other 
road users, reduce the impact to Main Streets, 
and provide truckers with additional guidance 
on how to reach local origins and destinations 

Statewide Highway Statewide 50,000 10 

Conduct a detailed analysis of highway-rail 
crossings. There are a number of locations 
where rail lines run parallel to highways and 
local roads do not have enough space for a 

truck to stop and wait. 29 truck-rail incidents, 89 
total between 2010-2014. This analysis would 
help identify future at-grade crossing projects 

Statewide Highway/Rail Statewide 240,000 10 

Set aside funding to support annual FASTLANE 
Grant applications and other freight-specific 
grant opportunities including data collection, 

Statewide All Statewide 100,000 10 
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benefit-cost analysis, and other activities 

Planning study on I-15 Corridor to examine 
height clearance restrictions impact on truck 

movement 

I-15 Corridor Highway  150,000 10 

Relocate Hollister POE to Rogerson- Hollister is 
located on NB side of US 93, but is signed and 
designed to track SB traffic also, even though 

this is lower priority (serves as POE for NB 
traffic on US93). Rogerson is located further 

south 

U.S. 93 in Hollister to U.S. 93 in 
Rogerson (Use Hollister POE) 

Highway TWIN FALLS 11,000,000 20 

Remove POE at Huetter and build new POE at 
McGuire- exact needs dependent on related 

study 

Huetter Port of Entry on I90 East Highway KOOTENAI 8,000,000 20 

Additional Truck Parking Location US 93 south 
of Twin Falls- Repurpose Hollister POE if site is 

relocated 

US 93 South of Twin Falls (near 
Hollister) 

Highway TWIN FALLS 20,400 20 

Pocatello Dry Port - design and construct inland 
dry port facility 

Pocatello- TBD Rail BANNOCK TBD 20 

Add Additional lane in each direction I-184 from I-84 to S. 15th St Highway ADA  20 

Add Additional lane in each direction I-84 from S. Eagle Rd/Exit 46 to 
Cole/Overland/MP 50 

Highway ADA TBD 20 

Add additional lane in each direction where 
feasible. Operational improvements 

U.S. 95 from U.S. 30 to S. Main St. 
(location in KMZ file is too long) 

Highway PAYETTE TBD 20 

Add additional lane in each direction where 
feasible. Operational improvements 

U.S. 20/26 from I-84 to S. Federal 
Way 

Highway ADA TBD 20 
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Appendix B. Task 2 – Freight’s Relationship to Idaho’s 

Economy 

1.0 Introduction 

Idaho’s economy is reliant on the movement of goods.  From transporting raw materials to production or 

fertilizer to fields, delivering finished goods to neighborhood stores or to customers around the world, each of 

these movements rely on an interconnected, multimodal freight transportation system.  This report explores 

Idaho’s economy and the types of goods that are produced and consumed in the State.  This report is 

divided into five major sections: 

 Section 1 – Introduction provides an overview of this document. 

 Section 2 – Stakeholder Outreach explains the stakeholder input process used throughout this study.  

Stakeholder input is critically important to understanding Idaho-specific freight trends, supply chains, and 

issues and opportunities that will shape the future of freight movement in the State.  

 Section 3 – Idaho’s Economic and Demographic Profile explores Idaho’s economy by building on 

results from the Idaho Statewide Freight Study.  This section identifies important demographic and 

economic trends that drive freight movement in the State.  It also highlights the economic impact of 

freight-reliant industries and explains their reliance on goods movement through location quotient 

analysis, both at the State level and within the six regions as defined by the Idaho Transportation 

Department (ITD).  Finally, links between key industries and the freight network are identified, including a 

detailed look at the supply chains of important Idaho companies.  

 Section 4 – Idaho’s Freight Commodity Flow Profile provides a “bird’s eye view” of the modes used 

for transportation freight in Idaho.  It drills down into the commodities carried, the origins and destinations 

of trips, and identifies Idaho’s key trading partners.  This developed for both the current year (2012) and 

to provide a glimpse into how goods may travel on the system in the future (2040).  This profile is based 

on Freight Analysis Framework (FAF) data. 

 Section 5 – Key Freight Trends describes key freight trends at the national and state levels that may 

impact Idaho’s freight industries and change the way business is conducted or goods are transported in 

the future. 
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2.0 Stakeholder Engagement 

Outreach to industry and key stakeholders is a critical component in developing a state freight plan.  In order 

to better understand the needs and issues faced by those who produce, ship/receive, and transport goods 

throughout the State, thoughtful stakeholder outreach and engagement has been structured to receive 

targeted feedback through freight plan development.  Two critical elements of this outreach are described in 

the following sections: 

 Idaho Freight Advisory Committee; and 

 Stakeholder Interviews. 

2.1 Idaho Freight Advisory Committee 

The Idaho Freight Advisory Committee (FAC) provides a framework for collaboration, partnership, and 

communication.  The FAC charter notes that the committee will: 

 Serve as a forum for discussion regarding freight movement and freight infrastructure within Idaho; 

 Educate freight stakeholders regarding local, regional, and statewide transportation planning processes; 

 Provide access to improved freight data and a more consistent set of data; 

 Work with ITD to incorporate freight interests into transportation planning to improve freight 

infrastructure; and  

 Improve statewide understanding of the importance of freight transportation in Idaho. 

The FAC consists of private industry stakeholders who bring a statewide freight perspective from diverse 

stakeholder groups.  Representatives from public agencies serve as ex‐officio members.  FAC membership 

is shown in Table 2.1.  The ITD is in the process of securing representatives to those vacant industry seats; 

this table will be updated as appropriate in the final plan document.  

Table 2.1 FAC Membership 

Member Position Industry Company 

Winston Inouye Chairman Logistic/Warehousing Mini-Cassia Commerce Authority 

Clay Handy Vice Chairman Trucking Handy Trucking 

John Brown Member Railroad WATCO 

Rebecca Hupp Member Aeronautics Boise Airport 

David Doeringsfield Member Port Port of Lewiston 

Rick Naerebout Member Agriculture (Dairy) Idaho Dairymen's Association 

Britany Hurst Member Agriculture (Cattle) Idaho Cattle Association 

Bryan Wada Member Agriculture (Potato) Wada Farms 

Scott Atkinson Member Natural Resources Idaho Forest Group 
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Member Position Industry Company 

Todd Strayer Member Carrier/Shipping Scoular 

Bryan Whipple Member Member at Large Amalgamated Sugar 

Vacant  Natural Resources  

Vacant  Manufacturing  

Vacant  Retail  

Lori Porreca Ex-Officio Federal – Transportation FHWA, Idaho Division 

Rick York Ex-Officio Federal – Motor Carrier Safety Federal Motor Carrier Safety Admin 

Mark Daniels Ex-Officio Federal – Railroad Federal Railroad Administration 

Robert Loken Ex-Officio Federal – Marine U.S. Maritime Administration (MARAD) 

Joe Leckie Ex-Officio State/Region – Utilities Idaho Public Utilities 

Laura Johnson Ex-Officio State/Region – Agriculture Idaho Department of Agriculture 

Randy Shroll Ex-Officio State/Region – Commerce Idaho Department of Commerce 

Vacant Ex-Officio State/Region – Labor Idaho Department of Labor 

Brian Poole Ex-Officio State/Region – Transportation Idaho Transportation Department 

Tim Horn Ex-Officio State/Region – Safety Idaho State Police 

Glenn Miles Ex-Officio Region Kootenai MPO 

 

2.1.1 FAC Meetings 

The Idaho FAC is being engaged in freight plan development through a series of meetings, to help validate 

the conclusions drawn and recommendations made for their usefulness and importance to the “real world.”  

Four meetings will be held and will be focused on the following topics. 

 Meeting #1 – Introduce project, discuss goals and outcomes (October 2015); 

 Meeting #2 – Confirm freight system needs and issues (February 2016); 

 Meeting #3 – Discuss and vet infrastructure, operational, and policy mitigation strategies to inform 

Task 6 (Late spring 2016); and 

 Meeting #4 – Receive feedback on plan recommendations and lay out next steps (Late summer 2016). 

In addition, Meeting #2 will be convened as a Freight Summit and be used as a point to collect perspectives 

from a wider array of stakeholders that were not part of the one-on-one or FAC outreach conducted to help 

ensure all voices are heard during this process. 

2.2 Stakeholder Interviews 

Freight stakeholder interviews are being conducted to enhance ITD’s knowledge of Idaho’s freight system.  

Those stakeholders targeted for interviews reflect the wide range of modal and industry interests in Idaho 
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(e.g., shippers, carriers, manufacturers/producers, and public- and private-sector transportation/terminal 

operators).  Interviews focused on the following types of questions:   

 Background and context – Who are the main users of Idaho’s multimodal freight system?  What 

portions of the system do they use and what demand do they have for state infrastructure?  Are there 

any performance requirements or operational attributes that they need? 

 Needs and issues – What are the main problems or issues that interfere with efficient freight movement 

in Idaho?  Are there operational issues or issues that are daily or seasonal in nature?  Institutional 

issues?  Infrastructure issues?  Political issues?  Environmental Issues?  Land use issues? 

 Idaho’s economy (private sector questions, only) – How does the State compare to others?  Why did 

you locate in Idaho?  What are Idaho’s strengths and weaknesses? 

 Strategies and the role of government – Are there strategies that Idaho could adopt that would help to 

facilitate the efficient movement of freight?  Are there specific strategies to address issues on localized 

infrastructure?  Are there overarching governance and institutional strategies?  What is the role of ITD in 

the goods movement planning process? 

The interview guide included questions specific for various stakeholder types, including economic 

development, public sector, and private sector.  The guide is included as Appendix A.  Table 2.2 highlights 

industry targets and completed interviews.  In addition to the formal interviews completed below, informal 

discussions were held with a number of the targeted companies during the Freight Summit.  

Findings from stakeholder interviews have been incorporated throughout this document. 

Table 2.2 Stakeholder Interviews 

Industry Type Business Status 

Agricultural Association Idaho Dairymen's Association Complete 

Food Company Wada Farms Informal 

Food Company Chobani  

Food Company Glanbia Foods Complete 

Food Company J R Simplot  

Food Company Amalgamated Sugar Company Complete 

Food Company Winco Foods Complete 

Food Company Alberstons  

Forest Products Potlach Complete 

Forest Products Idaho Forest Group Complete 

Paper  Clearwater Paper Corporation  

Trucking/Logistics/Warehousing  Idaho Trucking Association Complete 

Trucking/Logistics/Warehousing  Doug Andrus Distributing  

Trucking/Logistics/Warehousing  Arlo G. Lott Trucking Complete 

Port  Lewiston Port Authority Complete 
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Industry Type Business Status 

Intermodal Freight Forwarders UPS  

Rail Operators UP  

Rail Operators BNSF  

Rail Operators WATCO Complete 

Aviation Boise Airport Complete 

State Transportation ITD Board Chairman Complete 

MPO COMPASS (Boise) Complete 

MPO KMPO (Kootenai) Complete 

Idaho FAC Chairman Informal 

Idaho FAC Vice Chairman Informal 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-6 

3.0 Idaho’s Economic Profile 

Goods movement is essential for serving the needs of consumers and businesses in Idaho.  Knowing the 

underlying economic and demographic trends in the State helps understand why and where people and 

businesses locate where they do, how that might change in the future, and what impacts those decisions 

have on the State’s transportation infrastructure.  

3.1 Population and Demographic Profile 

This section examines demographic and industry information at two levels.  The first is statewide, the second 

is regional based on ITD’s six districts.  The counties that comprise each district are shown in Figure 3.1 and 

noted in Table 3.1. 

Figure 3.1 Idaho Transportation Department Districts 

 

Source: ITD, Cambridge Systematics. 
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Table 3.1 Idaho Counties by ITD District 

District 1 District 2 District 3 District 4 District 5 District 6 

Benewah Clearwater Ada Blaine Bannock Bonneville 

Bonner Idaho Adams Camas Bear Lake Butte 

Boundary Latah Boise Cassia Bingham Clark 

Kootenai Lewis Canyon Gooding Caribou Custer 

Shoshone Nez Perce Elmore Jerome Franklin Fremont 

  Gem Lincoln Oneida Jefferson 

  Owyhee Minidoka Power Lemhi 

  Payette Twin Falls  Madison 

  Valley   Teton 

  Washington    

 

As shown in Figure 3.2 Idaho’s population is growing.  The U.S. Census estimates that in 2014, more than 

1.6 million people lived in the State, an increase of more than 4 percent from 2010 and more than 26 percent 

from 2000.  Nationwide, population grew 3.3 percent between 2010 and 2014 and 13.3 percent between 

2000 and 2014.  Idaho’s population increase during this period makes it one of the fastest growing states in 

the country, with much of the growth coming from out-of-state migration (especially from California) due to a 

low cost of living, a diverse range of geographic living options, recreation opportunities, low unemployment, 

and a growing economic sector.
65 

  

State population projections through 2030 show a continued increase, with the State growing to more than 

1.8 million residents by 2030.  However, these population projections are likely low.  The 2020 and 2030 

projections were based off 2009 U.S. Census projections, and the State’s population in 2014 already was 

higher than 2020 estimates.  This growth in consumers will drive the demand for more goods and services. 

As Table 3.2 shows, the population in each of ITD’s Districts has grown between 2010 and 2014 with the 

exception of District 5 that saw a decline of less than 100 residents.  District 3, which includes the State 

capital of Boise and the surrounding metropolitan region, saw the largest increase both in absolute terms 

(46,802) and in percent growth (6.8 percent).  Ada County and Canyon County drove most of the population 

increase with gains of nearly 34,000 and 14,000 residents, respectively.  Adams, Boise, Elmore, Owyhee, 

Valley, and Washington Counties all lost population during this period.  District 1 saw the second fastest 

population growth, driven mainly by an increase of approximately 8,800 residents in Kootenai County that 

includes Coeur d’Alene.  The only other counties to gain more than 1,000 residents between 2010 and 2014 

were Bonneville in District 6 that gained approximately 4,400 people, Twin Falls in District 4 with an increase 

of nearly 3,700, and Latah County in District 2, which gained just less than 1,200 people.  The compound 

annual growth rate, which shows the constant rate of return over the four-year period also shows District 3 

with the fastest per year growth, averaging 1.65 percent a year. 

                                                                 

65
  6 Trends:  Idahoans on the Move, http://www.magicvalley.com, June 15, 2015. 
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Figure 3.2 Idaho Population 

 

Source: U.S. Census Quickfacts.  2020 and 2030 estimates rounded to nearest 1000, based on 2009 U.S. Census 

projections. 

Table 3.2 Idaho Population and Population Density 

2010 to 2014 

District 
2010 

Population 

2014 
Population 

(est.) 

Percent 
Change 

2010 to 2014 

Compound 
Annual 

Growth Rate 
(CAGR) 

2010 
Population 

Density 

2014 
Population 

Density 

District 1 212,393 221,398 104.24 1.04 27.75 28.93 

District 2 105,358 107,033 101.59 0.40 7.90 8.02 

District 3 690,258 737,060 106.78 1.65 31.77 33.92 

District 4 185,790 190,496 102.53 0.63 16.17 16.58 

District 5 166,284 166,232 99.97 -0.01 18.10 18.10 

District 6 207,499 212,245 102.29 0.57 10.79 11.04 

Total 1,567,582 1,634,464 104.27 1.05 18.97 19.78 

Source: U.S. Census Quickfacts4.  *Errors due to rounding. 

Population is concentrated in counties with major metropolitan areas – Boise, Pocatello, Coeur d’Alene, and 

Idaho Falls.  Ada County, with more than 426,000 residents has more than double the population of the next 

highest county, Canyon County, with approximately 203,000 persons.  Kootenai County (Coeur d’Alene) and 

Bonneville County (Idaho Falls) are the only other counties with population over 100,000.  Figure 3.3 shows 

2014 population by county.  
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Figure 3.3 Idaho Population by County 

2014 

 

Source:   U.S. Census Bureau Quick Facts. 

These more populous counties also are the densest in the State, led by Ada County (405 persons per square 

mile), Canyon County (346 persons per square mile), and Kootenai County (118 persons per square mile).  
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At the district level, the densest population grouping is in District 3, with 31.77 persons per square mile in 

2014.  The second highest density is found in District 1 with 27.75 persons per square mile.
66

  The highest 

population density areas are along the Interstate 84, Interstate 15, and U.S. 95 corridors, reflecting the 

importance these routes play in moving both people and goods in the State.  Areas with a growing population 

and increasing density tend to be a focus point for freight activity, as businesses and workers cluster 

together, and increased population drives the need for retail, construction, and other consumer goods.   

3.2 Industry and Jobs 

Idaho’s approximately 77,340 firms employ nearly 749,000 people, had combines sales revenue of nearly 

129 billion, and contributed nearly $55 billion to Idaho’s gross domestic product (GDP) in 2014.  Table 3.3 

shows the total number of employees, firms, revenue, and GDP for every sector of Idaho’s economy.
67

 

 

                                                                 

66
  U.S. Census Bureau, Quick Facts.  

67
  Employment, Employers, and Revenue from Idaho Department of Commerce, InfoUSA (2015). GDP from U.S. 
Bureau of Economic Analysis (2014).  
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Table 3.3 Idaho Industry Key Indicators 

Industry 

2015 
Number of 
Employees 

Percent 
Total 

2015 
Number of 

Firms 
Percent 

Total 

2014 Sales 
Revenue 

(thousands of  
dollars) 

Percent 
Total 

2014 GDP 
(in current 
millions of 

dollars) 

Health Care and Social Services 108,156 14.44% 12,193 15.77% 11,774,835 9.13% 4,922 

Retail (All) 94,006 12.55% 9,432 12.20% 25,352,209 19.66% 4,988 

Public Administration 78,147 10.44% 4,144 5.36% 546,666 0.42% N/A 

Manufacturing (All) 61,048 8.15% 2,519 3.26% 16,701,323 12.95% 8,137 

Accommodation and Food Service 59,864 7.99% 4,191 5.42% 3,245,720 2.52% 1,675 

Education 58,984 7.88% 1,724 2.23% 120,229 0.09% 451 

Construction 39,869 5.32% 6,547 8.47% 9,384,277 7.28% 2,640 

Wholesalers 39,188 5.23% 3,384 4.38% 33,382,690 25.89% 3,846 

Professional, Scientific, and Technical 
(PST) 

36,822 4.92% 7,020 9.08% 5,326,781 4.13% 3,375 

Other Services 36,293 4.85% 8,045 10.40% 1,682,267 1.30% 1,318 

Banking, Finance and Insurance 23,342 3.12% 3,799 4.91% 4,300,365 3.33% 2,881 

Administrative Support and Waste 
Management 

22,939 3.06% 3,105 4.01% 1,909,056 1.48% 2,052 

Real Estate and Rentals 21,109 2.82% 3,588 4.64% 3,258,347 2.53% 8,480 

Transportation and Warehousing (All) 15,820 2.11% 1,322 1.71% 1,379,143 1.07% 435 

Arts, Sports, Entertainment and 
Recreation 

15,261 2.04% 1,803 2.33% 2,070,534 1.61% 1,869 

Information 13,870 1.85% 1,306 1.69% 3,604,413 2.80% 1,236 

Agriculture, Forestry, Fishing and Hunting 11,807 1.58% 1,579 2.04% 2,061,948 1.60% 4,457 

Unclassified 4,941 0.66% 1,195 1.55% 0 0.00% N/A 

Utility Services 4,785 0.64% 280 0.36% 1,836,812 1.42% 1,026 

Mineral, Oil and Gas Extraction 1,822 0.24% 128 0.17% 610,155 0.47% 956 

Holding Companies and Managing Offices 795 0.11% 35 0.05% 399,776 0.31% N/A 

Source: InfoUSA and Idaho Commerce.  Data modified by CS to reflect government jobs classified in other NAICS categories.  GDP from U.S. BEA.
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As Figure 3.4 shows, Health Care and Social Services is the largest employer by industry in the State of 

Idaho with over 108,000 jobs in more than 12,000 companies.  The Retail sector is second with more than 

94,000 employees in 9,433 firms with a sales revenue of more than $25 billion.  Idaho’s businesses are 

distributed throughout the State, but Figure 3.5 shows that there are patterns to their placement.  Businesses 

are concentrated along transportation infrastructure, specifically the Interstate 84, U.S. 20, and U.S. 95 

corridors.  Employment density is highest in counties with urban centers – Boise, Coeur d’Alene, Idaho Falls, 

Pocatello, and Lewiston.   

Figure 3.4 Employment by Industry 

2015 

 

Source: InfoUSA and Idaho Commerce. 
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Figure 3.5 All Businesses and Employment Density 

2015 

 

Source:   InfoUSA. 

All industries in Idaho utilize the freight transportation system – either directly or indirectly.  For example, 

Health Care and Social Services use air and trucks to move mail and packages.  In addition, their daily 

deliveries of medical and office supplies rely on trucks to remove waste, and contribute to business in other 

sectors of the economy such as transportation/warehousing and wholesalers.  However, certain industries 

produce or attract a larger number of freight shipments than others and are reliant on the movement of goods 

for their daily operations.  These industries, described in Section 3.3, are referred to as freight-reliant or 

freight-intensive industries. 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-14 

3.3 Freight-reliant Industries 

3.3.1 State Level 

Of the industries operating in Idaho, eight are considered freight reliant or freight intensive.  These industries 

utilize the State’s transportation infrastructure on a daily basis for their basic operations and produce, ship/

receive, or transport the majority of goods within Idaho.  These industry sectors are identified in Table 3.4.  

Table 3.4 Freight-Reliant Industries in Idaho 

Industry (NAICS) 

2015 
Number of 

Firms 

2015 
Number of 
Employees 

2014 GDP 
(dollars in 
millions) 

2014 Sales 
Revenue 

(dollars in 
thousands) 

(11) Agriculture, Forestry, Fishing and Hunting 1,579 11,807 4,457 2,061,948 

(21) Mining 128 1,822 956 610,155 

(22) Utilities 280 4,785 1,026 1,836,812 

(23) Construction 6,547 39,869 2,640 9,384,277 

(31-33) Manufacturing 2,519 61,048 8,137 16,701,323 

(42) Wholesale Trade 3,384 39,188 3,846 33,382,690 

(44-45) Retail Trade 9,432 94,006 4,988 25,352,209 

(48-49) Transportation and Warehousing 1,803 15,261 1,869 2,070,534 

Total 25,672 267,786 27,919 91,399,948 

Source: U.S. BEA for GDP.  Idaho Commerce and InfoUSA for Firms, Employment and Sales. 

These eight industries account for 33.2 percent of the firms, 35.8 percent of the employees, 70.1 percent of 

sales revenue, and 51 percent of 2014 GDP in the State.  Figure 3.6 through 3.9 show the percent of jobs, 

employers, and GDP by industry in each of the industry sectors identified above, compared to industries that 

are not freight-related.  

Freight-reliant industries account for 36 percent of Idaho’s jobs.  Retail, with more than 94,000 employees in 

the State is the largest freight-reliant industry followed by manufacturing, construction, and wholesale trade 

(Figure 3.6). 

Freight-reliant firms make up approximately 33 percent of all firms in Idaho.  Retail is the largest single sector, 

followed by construction (Figure 3.7).  
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Figure 3.6 Percent of Jobs by Industry 

2015 

 

Source: InfoUSA. 

Figure 3.7 Percent of Employers by Industry 

2015 

 

Source: InfoUSA. 
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Freight-reliant industries comprise 44 percent of Idaho’s GDP (Figure 3.8).  Manufacturing is the largest 

sector, responsible for more than $8 billion in GDP in 2014, followed by retail at just under $5 billion in GDP.  

Agriculture, forestry, fishing, and hunting, produces the third highest GDP of any freight-reliant industry, 

nearly $4.5 billion in 2014, while only employing about 2 percent of the State’s workforce and representing 

2 percent of the State’s businesses in 2015.   

Freight-reliant businesses produced 71 percent of Idaho’s sale revenue in 2014 (Figure 3.9).  Wholesale and 

retail businesses alone were responsible for more than $58.7 billion in sales. 

Figure 3.8 Percent GDP by Industry 

2014 

 

Source: U.S. Bureau of Economic Analysis.  
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Figure 3.9 Percent Sales Revenue by Industry 

2014 

 

Source:   InfoUSA. 

Similar to the pattern shown in Figure 3.5 for all businesses, freight-reliant industries are scattered throughout 

the State, with noticeable clusters.  Figure 3.10 shows the locations of all 26,020 businesses in the eight 

freight-reliant industrial categories.  Major clusters are evident around Boise and Nampa, along the 

Interstate 15/84 corridor from Twin Falls through Pocatello to Idaho Falls and extending up U.S. 20 to 

Rexburg, and along U.S. 95 from Lewiston north to Sandpoint.  Smaller clusters are visible throughout the 

State, though there also are large parts of the State with no freight-reliant businesses, again reflecting the 

correlation between population and freight use.  

Figure 3.10 also shows employment density (employees per square mile).  Counties with the highest 

population (Ada, Canyon, Kootenai, and Bonneville) also have the highest employee density and typically the 

largest number of businesses.  However, some counties such as Franklin or Latah appear to have a high 

number of businesses, but a relatively low employee density.  This indicates that each company only has a 

limited number of employees.   

29% 

2% 
0% 

1% 

7% 

13% 

[PERCENTAGE] 

20% 
2% 

71% 

Nonfreight reliant Agriculture Mining

Utilities Construction Manufacturing

Wholesale Retail Trans and Warehousing



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-18 

Figure 3.10 Freight-reliant Businesses and Employee Density 

2015 

 

Source: InfoUSA. 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-19 

Idaho Commerce has identified seven key industries for the State, including a mixture of established and 

emerging businesses. 

Table 3.5 shows these industries, indicates if they are freight-reliant, and identifies representative companies 

for each category located in Idaho. 

Table 3.5 Idaho’s Key Industries 

Industry Freight-Reliant? Representative Companies 

Advanced Manufacturing Yes  Ground Force Manufacturing 

 Premier Technology 

Aerospace Yes/No  Quest 

 Empire Airlines 

 Horizon 

Technology and Innovation Yes/No  Micron Technology 

 Hewlett-Packard 

Food Production Yes  Chobani 

 GoGo squeeze 

 Land O Lakes 

Recreation Technology Yes  Bentz Boats 

 Scott 

 ATK 

Shared Services No  Citi 

 CenturyLink 

 Wells Fargo 

Travel No  Cascade Raft Company 

Source: Idaho Commerce.  

Of the industries identified by Idaho Commerce, five can be considered at least partially freight reliant.  

Advanced manufacturing is a blanket term used by Idaho Commerce and includes companies in multiple 

categories such as Chobani (Food Production) and Micron Technology (Technology and Innovation).  Idaho 

Commerce specifically calls out fabricated metal product manufacturing as a growth industry in the near term.  

Aerospace, particularly in northern Idaho, is identified as a growth industry, with companies such as Quest, 

Empire Airlines, and Horizon making significant investments in the State.  Parts of this industry 

(manufacturing) are heavily freight dependent, while other subsectors such as research and design functions 

are more likely considered professional, scientific, and technology industry jobs.  The Technology and 

Innovation industry also is partially freight reliant, depending on how each individual company is defined. 

Food Production is heavily reliant on freight movement, either in the raw form through farming and fishing, or 

in the food manufacturing subsector which also is part of the advanced manufacturing category.  Idaho 

produces 29 percent of the potatoes in the U.S. market, 72 percent of the trout, and is in the top three 

producers of peas, hops, barley, hay, sugar beets, mint, plums, prunes, cheese, and milk.  Representative 
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companies in this industry include Chobani, Land O’ Lakes, and GoGoSqueez.
68

  Recreation Technology also 

is freight reliant during both the manufacturing process and the retail sales process.  Travel and tourism is not 

directly freight focused, but the industry is closely tied to and reliant on other freight-reliant industries, 

especially retail trade. 

The Idaho Department of Labor produced projections for Idaho jobs by industry through 2022.
69

  The State is 

expected to add 109,000 jobs across all economic sectors by 2022.  All of the freight-reliant industry sectors 

are expected to grow through 2022, as shown in Figure 3.11.  Retail trade will add the most jobs, nearly 

17,000, followed by construction, manufacturing, and wholesale trade.   

Figure 3.12 shows this job growth in terms of percent change.  The construction industry is projected to grow 

by nearly 40 percent through 2022, the largest of any industry.  Other freight-reliant industries with projected 

growth over 15 percent include retail trade (21.9 percent); utilities (17.3 percent); and agriculture, forestry, 

fishing, and hunting (15.3 percent).  

Figure 3.11 Industry Job Growth 

Projected 2022 Net Change 

 

Source:   Idaho Department of Labor, 2012.  

                                                                 

68
 http://commerce.idaho.gov/site-selection/key-industries/food-production.  

69
 Idaho Department of Labor. Projections of Idaho Jobs by Industry and Occupation 2012 to 2022. 
https://labor.idaho.gov/publications/2022-Idaho-Projections.pdf. 
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Figure 3.12 Industry Job Growth 

Projected 2022 Percent Change 

 

Source: Idaho Department of Labor, 2012.  

Location quotient (LQ) analysis is a method for determining whether an industry has a greater share of local 

employment in a particular industry compared to a base region.
70 

 At the state level, a number of industries 

have location quotients (LQ) which show employment in that industry makes up a larger percent of overall 

employment than is the case in the entire U.S.  Table 3.6 shows freight-reliant industry subsectors with state 

LQ’s above 2, as well as select industries that Idaho Commerce identified as key future industries for the 

State.   

Five of the nine subsectors with an LQ above two are in the agriculture, forestry, fishing, and hunting industry 

indicating the key role this industry continues to play in the State’s economy.  While fabricated metal 

manufacturing and transportation equipment manufacturing (specifically aerospace) currently have low LQ’s, 

they are included in the table as they have been identified as growth industries by the Idaho Department of 

Commerce. 

Idaho enjoys a competitive advantage in terms of employees in multiple freight-intensive industries.  The only 

location quotients less than 1.0 are in the transportation and warehousing industry and the mining industry, 

though individual districts have higher LQs in both categories.  The following subsections further describe 

each of these freight-reliant industries in Idaho. 

                                                                 

70
  An LQ score of “1” indicates that an industry has the same share of employment in a specified area such as a 
county as it does nationwide; a score >1 indicates a greater share of employment; a score <1 indicates a lesser share 
of employment. 
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Table 3.6 Select Industrial Subsectors Location Quotients and Employment 

Base Area:  U.S. 

Industry Subsector 
Idaho Location 

Quotient 
Idaho Employment 

(2014 BEA) 

Idaho 
Firms/Employment/Sales 

(InfoUSA) 

Crop Production (111) 3.32 8,543 581/4,124/752,169 

Animal production and Aquaculture (112) 8.58 9,732 511/4,014/674,991 

Forestry and Logging (113) 5.18 1,362 122/1,105/236,288 

Fishing, hunting, trapping (114) 2.27 81 13/90/18,000 

Ag and forestry support activities (115) 2.25 3,788 388/3,247/535,100 

Mining, except oil and gas (212) 2.15 2,042 96/1,560/329,429 

Wood Product manufacturing (321) 3.32 5,671 200/5,478/1,390,607 

Food manufacturing (311) 2.4 16,488 361/12,347/5,163,836 

Computer and electronic product 
manufacturing (334) 

2.39 11,551 6/236/118,001 

Transportation equipment manufacturing 
(336) 

.39 2,806 70/3,051/1,196,209 

Fabricated Metal product manufacturing 
(332) 

.81 5,408 339/ 6,286/1,428,675 

Source: U.S. Bureau of Labor Statistics, U.S. BEA (2014), and InfoUSA. 

3.3.2 Industry Level 

There are several freight-reliant industries that are strong throughout the six ITD districts of ID, as determined 

by LQ analysis.  The LQs displayed in Table 3.7 are an indication of the State’s competitive advantages – 

where the region has the greatest comparative proportions of employment.  
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Table 3.7 Freight-reliant Industry Location Quotients in Idaho 

2014 (Base Area:  U.S.) 

Industries (NAICS) Idaho District 1 District 2 District 3 District 4 District 5 District 6 

(11) Agriculture, 
Forestry, Fishing and 
Hunting 

4.13 1.11 2.63 13.00 24.97 21.34 5.41 

(21) Mining 0.62 8.09 1.71 0.55 1.10 ND/NC .01 

(22) Utilities 1.15 1.53 1.35 1.96 1.31 2.14 0.82 

(23) Construction 1.20 1.09 1.13 1.18 1.04 1.18 1.49 

(31-33) Manufacturing 1.07 1.29 1.34 1.21 1.34 1.53 0.58 

(42) Wholesale Trade 1.07 0.76 1.16 0.82 2.28 1.29 1.26 

(44-45) Retail Trade 1.12 1.49 1.24 1.09 0.81 1.22 1.03 

(48-49) Transportation 
and Warehousing 

0.88 1.25 0.84 0.76 1.32 1.11 1.77 

Source: U.S. Department of Labor, Bureau of Labor Statistics, 2014.  District LQ calculated by averaging component 

county LQs.  ND and NC were omitted.   

Note: ND indicates Not Disclosable; NC indicates Not Calculable. 

3.3.3 Agriculture, Forestry, Fishing, and Hunting 

At the State level, Idaho’s highest location quotient is in the agriculture, forestry, fishing, and hunting industry 

where employment provides a greater percent of the economy compared to the rest of the U.S.
71

  With more 

than 1,600 firms, approximately 12,580 employees, and a GDP of approximately $3,354,000,000 per year, 

the industry is a major component of the State’s economy.  It also is one that heavily relies on goods 

movement, both in terms of moving raw materials, but also for the transport of equipment and finished goods.  

Figure 3.13 shows the number of employees per business for this sector.  District 4 – particularly Jerome, 

Twin Falls, and Cassia counties, and District 5 – Bingham and Power counties – have the highest LQs in the 

State.  Cassia County, with 931 employees has the highest farm employment of any county, led by Cranney 

Brothers in Oakley.  However, employment is spread throughout the State, with significant concentrations of 

businesses located in along most of the highway corridors.  

                                                                 

71
  An LQ of 4.13 indicates that the ratio of industry employees to all employees in the State is four times higher 
than in the entire U.S.   



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-24 

Figure 3.13 Agriculture Employment 

 

Source: InfoUSA. 
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3.3.4 Mining 

Although mining at the State level has an LQ less than one, it plays a large role in the economy of District 1 

specifically Shoshone County.  Mining employs nearly 9 percent of all employees in the County and 

21 percent of all workers in a freight-reliant industry in the County.  Idaho County in District 2 and Cassia 

County in District 5 also have a higher concentration of mining employment than the entire U.S.  There are 

more than 300 mining employees in Cassia County, led by Snake River Quartzite in Oakley.  The largest 

single mining employer in the State is the Lucky Friday Unit located in Mullan (Shoshone County) who are 

engaged in nonmetallic mineral mining.  Figure 3.14 shows the locations of all mining sector businesses in 

the State.  Mining requires freight transportation to move raw materials from mining sites to processing 

locations or directly to work sites.  Mining equipment can pose a transportation challenge, as some of the 

machinery can be oversized or overweight, requiring special permits and routing to move.  

Figure 3.14 Mining Employment 

 

Source: InfoUSA. 
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3.3.5 Utilities 

The utilities industry in Idaho is dominated by a limited number of large employers.  District 1’s Kootenai and 

Bonner Counties, District 3’s Ada County, and District 5’s Bannock, Bingham, and Caribou Counties are the 

leading areas of employment.  Ada County has by far the highest total number of employees (nearly 2,500), 

with IdaCorp, Inc. being the largest utilities industry employer in the State.  Several counties contain only one 

or two companies in this category.  Industries in this category are likely to utilize Idaho’s pipeline 

infrastructure in addition to the State’s road, rail, and water freight system. 

Figure 3.15 Utilities Employment 

 

Source: InfoUSA. 
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3.3.6 Construction 

There are approximately 6,500 construction related firms in Idaho employing nearly 40,000 workers.  Freight 

movement is involved in nearly every part of the industry, as collecting, storing, and moving product and 

machinery to work sites all requires (mostly) trucks.  Construction activity, and the majority of the freight 

movement in this field, typically occur in urban centers, as Figure 3.16 indicates.  The location quotient for the 

industry in each ITD District is slightly higher than in the U.S., but not by a large degree.  ACI Northwest 

located in Dalton Gardens, Kootenai County and H K Contractors Inc. in Idaho Falls, Bonneville County both 

have more than 300 employees.   

Figure 3.16 Construction Employment 

 

Source: InfoUSA. 
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3.3.7 Manufacturing  

Manufacturing companies exist in every county in Idaho, but major employment centers are concentrated in a 

few key areas and corridors.  The I-84 and I-15 corridors show a higher concentration of employees, 

especially near Boise, Twin Falls, Burley, and Idaho Falls.  Lewiston in District 2, and Coeur d’Alene and the 

U.S. 95 corridor heading north in District 1, appear to have the largest concentrations of jobs in the northern 

section of the State.  Micron Technologies, Inc. in Boise is the largest manufacturing location in the State, 

followed by Melaleuca, Inc. in Idaho Falls and CCI Ammunition in Lewiston.  The largest subsector of the 

manufacturing industry is semiconductor and related device manufacturing due to the enormous presence of 

Micron Technologies, Inc.  Miscellaneous food manufacturing and lumber resawing and planing are the next 

two largest subsectors.   

Figure 3.17 Manufacturing Employment 

 

Source: InfoUSA. 
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3.3.8 Wholesale Trade 

Wholesale trade employs over 39,000 people in Idaho.  Electrical equipment, wiring supplies, and related 

equipment wholesaling is the largest single subsector employer followed by fresh fruit and vegetable 

merchant wholesalers.  Jobs are spread throughout the State, with clusters in similar locations to other 

freight-reliant industries.  As Figure 3.18 shows, the majority of employees are located in urban centers in 

each District where transportation hubs exist – for wholesale trade, this is usually rail and road networks.  

Five companies in the State employ more than 500 employees – two are located in Pocatello (District 5), one 

in Post Falls (District 1), one in Blackfoot (District 5), and one in Meridian (District 3). 

Figure 3.18 Wholesale Trade Employment 

 

Source: InfoUSA. 
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3.3.9 Retail Trade 

Retail trade, with more than 94,000 employees, represents the largest freight-reliant industry in the State 

when measured by the number of workers.  They are employed in every county in the State, though again the 

largest number of employees are concentrated in the same corridors and urban centers as other industries.  

Figure 3.19 shows the businesses and locations with the most employees.  The department store subsector 

accounts for almost 13 percent of the industry.  Walmart, Albertsons, and Home Depot are the three largest 

employers in the industry.  Together they employ more than 10,500 people, more than every 1 in 10 people in 

the sector.   

Figure 3.19 Retail Trade Employment 

 

Source: InfoUSA. 
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3.3.10 Transportation and Warehousing 

The transportation and warehousing industry employs 15,261 people with a presence in every county in the 

State led by Ada County with more than double the number of employees of any other county.  Clark County 

has the fewest employees in this industry, followed by Camas County.  Swift Transportation located in 

Lewiston is the largest transportation employer in the State with more than 500 employees.  An additional 

data source for this industry is the Economic Modeling Specialists, Intl. (EMSI) data which is used by Idaho 

Commerce.
72

  This data provides a more detailed look at the subcategories within the transportation industry.  

Table 3.8 shows the largest transportation employment sectors in the State in 2014. 

Table 3.8 Transportation Industry Subsector Employment 

2014 

NAICS Industry Employees 

General Freight Trucking, Long-distance Truckload 4,261 

Specialized Freight Trucking (except used goods), Local 2,165 

Rail Transportation 1,407 

General Freight Trucking, Local 1,225 

Specialized Freight Trucking (except used goods), Long-
distance 

780 

Other Support Activities for Air Transportation 534 

Source: Idaho Commerce, EMSI 2014. 

Employment in this industry is scattered throughout the State.  District 3 has the most employees, followed by 

District 4 and District 6.  However, Lewiston is a noticeable spot, likely due to the presence of the Port of 

Lewiston and the jobs created by transloading, breakbulk, and shipping by both truck and water.  

                                                                 

72
 http://www.economicmodeling.com/about-emsi/.  
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Figure 3.20 Transportation and Warehousing Employment 

 

Source: InfoUSA. 
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3.4 Idaho Industry Supply Chains 

Industries and the transportation sector are linked through movements on the supply chain.  Supply chains 

are defined as the movement of goods from where they are produced to where they are consumed.  In 

general, the functionality of supply chains is dependent on access to reliable and cost-effective transportation 

networks.  Figure 3.21 illustrates a conceptual supply chain.  

Figure 3.21 Visualization of a Supply Chain 

 

An agricultural supply chain, for example, might begin with farmers and ranchers in the rural areas of the 

State who receive inputs via rail of fertilizer and grain, and then send cattle and dairy products to the food 

processing and food manufacturing industries located in greater Boise.  These industries also may receive 

other inputs – manufactured equipment, packaging material, and other materials – that are either shipped 

locally or may be imported from Asia or Latin America.  The food manufacturer might then move products to a 

regional distribution center for customers in the Midwest, or ship their products cross-country for export.   

As part of stakeholder interviews, two agricultural-related firms were interviewed and asked to describe their 

supply chains.  The following subsections highlight this information. 

3.4.1 Idaho Forest Group 

Idaho Forest Group (IFG) grows, harvests, manufactures, and distributes wood products.  Headquartered in 

Coeur d’Alene, Idaho, the company is one of America's largest lumber producers, with capacity for nearly 
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1 billion board feet per year and markets around the globe.  IFG harvests all of their lumber in the forests of 

Northern Idaho, and processes the lumber in their five mills located throughout northern Idaho (Figure 3.22).  

The company has about 950 employees with an annual revenue of about $600 million.  

Figure 3.22 Location of Idaho Forest Group Corporate Office and Mills 

 

Source: Idaho Forest Group 

3.4.2 Supply Chain 

The key supply chain steps include raw materials movement to the lumber mills, and outbound movement of 

milled goods for distribution.  These two key steps are described in more detail below.  A schematic supply 

chain is illustrated in Figure 3.23. 

Raw Materials Movement to Lumber Mills  

Trees are grown in Idaho and about five million tons are cut down annually during the warmer months, from 

May to January each year.  This particular timing is important as transportation of trees needs to avoid the 

“spring breakup,” when roads experience regular freeze/thaw cycles.  

Once the trees are cut down, they are moved to one of the five IFG mills by trucks, with each mill receiving 

about one million tons of lumber.  While smaller roads may be used, U.S. 95 is the main conduit for moving 

lumber to the mills.  
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Processing and Distribution  

There are two main products generated by the mills, lumber and wood chips.  Lumber is transported to 

retailers such as Lowes, and wood chips are transported to companies that manufacture various paper 

products, tissue, paperboard, and newsprint.  About 2 million tons of lumber move either on rail or truck, and 

about 1.5 million tons of wood chips move on trucks from IFG mills.  

In terms of destinations, about 95 percent of the 

products are domestically distributed, destined for 

New York, New Jersey, the Dakotas, Denver, and 

Salt Lake City.  The rail connections from each 

mill are specified below:   

 Lewiston Mill – Access to rail is provided by 

the Great Northwest Railroad shortline 

operated by WATCO, with connections to both UP and BNSF.  This allows flexibility for shipments. 

 Chilco Mill – Rail service is provided by UP. 

 Moyie Springs Mill – Rail service is provided by UP. 

 Grangeville Mill – There is no rail connection at this mill, so lumber is trucked to Lewiston where service 

is provided by WATCO.  

 Laclede Mill – Rail service via the Pend Oreille Valley Railroad with interchange to the BSNF mainline at 

Sandpoint.   

While most lumber generally travels east, about 5 to 10 percent of IFG’s product is exported to Japan.  

Product is trucked to the Port of Tacoma and placed in containers at the port.  IFG has found rail service to 

ports unreliable and has elected to truck all shipments for export. 

Figure 3.23 Idaho Forest Group 

Supply Chain Schematic  

 

Input Processing Distribution − Lumber, Woodchips
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3.4.3 Key Transportation Issues  

Truck 

One of the key issues for IFG is the condition of U.S. 95, which 

they view as dangerous for truck operations.  One aspect that 

they view as unfavorable is the roadway geometrics; the road 

has only two lanes and narrow shoulders.  Coupled with road 

use restrictions due to spring breakups, this route is very seasonal.  Given this corridor is the most used 

corridor for IFG’s operations, improving U.S. 95, or providing competitive alternatives, would be most 

beneficial for the business.  

Weight restrictions on roadways, especially on U.S. 95, also are a barrier for operations.  Currently IFG uses 

five-axle trucks that can carry up to 80k pounds for shipping harvested wood to mills; allowing eight axles, 

and heavier loads in general on this route is viewed as favorable by IFG.   

In addition, the aging trucking workforce, and absence of younger drivers entering the field, is an issue.  IFG 

notes a general lack of education/awareness on job opportunities related to trucking and workforce training.  

As a result, they expect this shortage to get worse.  

Rail  

On the rail side, IFG has competitive service from BNSF and UP and is generally satisfied with the Class I 

service provided.  However, they note that reliability of short-line service on the Great Northwest Railroad 

(operated by WATCO) could be improved.  

3.4.4 The Amalgamated Sugar Company 

The Amalgamated Sugar Company is a large beet-sugar refining company that produces sugar under the 

White Satin and other store brands.  It is headquartered in Boise, Idaho and operates three factories in the 

State (Figure 3.24).  Annual production is about 900,000 tons, or approximately 11 percent of the domestic 

sugar market.  

Total transportation cost for IFG is 
approximately $140 Million, or about 

23% of total revenue. 
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Figure 3.24 Location of Sugar Beet Processing Plants in Relation to the 

Headquarters 

 

Supply Chain 

The sugar and sugar by-products are produced in a complicated 10-step process.  However, they can be 

summarized in the following blocks:  raw materials input, processing, and output.  A schematic supply chain 

is illustrated in Figure 3.25. 

Raw Materials Input  

Sugar beets are the main input into the sugar-making process.  Sugar beets are planted in the spring and 

harvested between September and November.  Sugar beets are mostly grown in southern Idaho along the 

Snake River, as well as some locations in Oregon.  Once harvested, the sugar beets are moved in one of two 

ways to one of the company’s three processing plants:   

 By truck – hopper trucks of different sizes carry beets from farmer fields to temporary piling grounds 

then by contract carrier to the three factories.  Amalgamated Sugar is one of the largest users of Idaho’s 

129k pound routes.  Approximately 500k tons travel on these routes, with the remainder using the 

Interstate system.  In total, trucks are used to move about 6 million tons annually from field to 

processing. 

 By rail – beets that need to move farther distances are loaded onto rail cars.  Dedicated 95-car unit 

trains are used during the harvest period that lasts approximately 35 days.  Door-to-door service is 

provided by UP via their transcontinental line that follows the Snake River.  About 250,000 tons of beets 

are unloaded directly into the processing plant from rail.  

Approximate Sugar 
Beet Growing Region
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Lime also is an input to the sugar manufacturing process as it helps heat the kilns.  About 250,000 tons of 

lime is trucked in to the processing plants annually.  

Finally, fuel is used to heat the kilns and to operate factory boilers.  Fuel can be of two forms:   

 Anthracite Coal – About 15,000 tons moved by rail from Pennsylvania to operate the line kilns. 

 Coal – About 200,000 tons of coal can be either trucked in or railed in from Wyoming and Utah. 

 Natural Gas – More preferably (from cost and air quality perspective), natural gas can be delivered to the 

factories through dedicated underground pipelines.  However, the natural gas price may fluctuate given 

global economic conditions.  

Processing  

As the raw materials arrive at the plant, a highly automated 

production process is carried out on a continuous basis to 

produce sugar and sugar by-products.  Inbound movements of 

beets to the factories are controlled so as to not overwhelm or starve the factories at any moment.  Sugar 

beets are sliced and processed, first (usually between September and March).  The three facilities can slice a 

total of 36,000 tons of beets, daily.  The liquids that are a result of slicing are stored and processed later, 

usually between March and November. 

Final Products Output  

There are three main products generated:   

 After processing, either liquid sugar or crystallized sugar are produced – these are packaged on-site 

according to customer specifications.  One quarter of all Amalgamated sugar is shipped to California. 

 The majority of the product (90 percent) is bulk sugar that is shipped to various distribution facilities in 

Chicago, Dallas, and California.  A combination of rail and trucking is used to distribute these, based on 

transportation costs.  In almost all cases, a mode transfer occurs from rail to truck at intermodal facilities 

in these destinations.  

 Another 10 percent of the product is white sugar packed in 4 to 5 pound bags for retail distribution.  

These are shipped by truck to Oregon, Washington, California, Utah, and other areas.  

 A by-product of the process is molasses that can be used as cattle feed.  This product is shipped by truck 

or rail depending on final domestic destination.  

 Finally, beet pulp pellets also are used as cattle feed and can be either sold domestically or 

internationally.  Historically some of these products have been shipped by rail to Kalama, Washington or 

deep-water ports in Oregon to be shipped by ocean vessel to Japan.  

300 lbs. of sugar can be produced from 
1 ton of beets. 
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Figure 3.25 Amalgamated Sugar Company 

Supply Chain Schematic 

 

3.4.5 Key Transportation Issues  

Rail  

Looking at the supply chain, it is clear that rail forms a large share of operations for Amalgamated Sugar both 

on the inbound and outbound side.  The main railroads used, the UP and Eastern Idaho, have been reliable.  

Amalgamated Sugar has had some issues with other rail operators refusing service or not providing 

competitive rates.  This has occurred in large part correlated with the surge of crude oil extraction from the 

Bakken fields in North Dakota that have usurped rail line usage, and has made it much harder for shippers to 

use some lines.  

Sugar
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Figure 3.26 Transporting the Harvest to the Factory 

Rail 

 

Truck 

Amalgamated Sugar is a bit removed from trucking issues, as it contracts directly with a company to provide 

the majority of trucking services required.  On the trucking side, the main issues are less related to 

infrastructure and more related to policies and regulations.  A key issue is the truck driver shortage – an issue 

nationwide.  To respond to this, Amalgamated Sugar expanded loading hours and days to make the 

conditions more attractive for truckers to make deliveries.  However, this remains a problem.  In addition, as 

observed in the supply chain map, I-84 is used for 85 percent of shipments, but having access to the State’s 

129k pound routes also are critical.  Amalgamated Sugar would like to see the network preserved and 

expanded, as allowing 129k pound trucks to travel, truck trips and road wear can be reduced significantly.  

Another issue the company is aware of is the mismatch between size and weight regulations between Idaho 

and its neighboring states.  The company notes that their trucking provider uses different truck configurations 

when traveling in Oregon and Washington. 

Idaho’s highway districts were noted as a point of confusion (many districts with jurisdiction over small 

segments on a single road) and often serve as hurdles to economic development. 

The company’s supply chain (with truck movements primarily between September and November) has the 

unique advantage of minimizing truck movements on roads that have seasonal restrictions due to freeze/

thaw. 
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Figure 3.27 Transporting the Harvest to the Factory 

Truck 
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4.0 Idaho’s Freight Commodity Flow Profile 

Within the freight spectrum, each mode plays an important role in moving goods efficiently.  Each mode has 

unique characteristics that, in turn, affect the types of goods that are transported.  All modes must work 

together seamlessly.  Figure 4.1 provides an overview of the goods movement continuum with respect to cost 

and service.  This figure illustrates, from left to right, that while air cargo is costly, it provides the most reliable 

service for time-sensitive transport.  Truck, rail, pipeline, and water are used to move goods less time-

sensitive or bulk commodities at a lower cost, with water transport being on the far right of the continuum as 

the slowest but least costly.  

Figure 4.1 Goods Movement Service Spectrum 

 

Source: Cambridge Systematics, Inc. 

Table 4.1 illustrates a slightly different picture – how different freight modes could be used by the freight-

related industries in Idaho.  Trucks are key to all industries, as even goods moving via other modes often use 

trucks for last-mile connections.  Rail and water serve the agriculture, mining, manufacturing, and trade 

sectors, while air is mostly used for the transport of high-value manufactured goods and consumer products.  

Pipeline transport is important for moving crude oil and other energy sector goods.  
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Table 4.1 Modal Usage by Freight-related Industries 

Illustrative 

(NAICS) Industry Highway Rail Water Air Pipeline 

(11) Agriculture, Forestry, Fishing 
and Hunting      

(21) Mining 
     

(22) Utilities 
     

(23) Construction 
     

(31-33) Manufacturing 
     

(42) Wholesale Trade 
     

(44-45) Retail Trade 
     

(48-49) Transportation and 
Warehousing      

Key: Less important    More Important. 

This section presents Idaho’s commodity flow picture using Freight Analysis Framework (FAF) data, a 

resource developed by and available through the Federal Highway Administration.  Through FAF, freight can 

be viewed by commodity, mode, weight, value, and ton-miles.  By examining the origin and destinations of 

movements, inbound, outbound, and intrastate flows can be determined.  These account for a large portion of 

the freight traffic within Idaho, but FAF does not identify freight that neither originates nor terminates in Idaho, 

but rather flows through Idaho.  

The overview in this section includes description of the commodities carried on Idaho’s freight system, the 

modes used, the origins and destinations of trips, and identifies Idaho’s key trading partners.  This picture is 

presented for the current year (2012) and a potential future (2040). 

4.1 Freight Flows by Mode
73

 

This section presents mode split by both tonnage and value for 2012 and 2040.  As shown in Figures 4.1 and 

4.2 truck freight dominates the mode split by both value and tonnage.  This coincides with the fact that most 

freight trips in Idaho either begin or end with a truck movement.  Of the 187 million tons of freight beginning or 

ending in Idaho in 2012, trucks carry 66 percent.  And, of the nearly $104 billion in value of freight beginning 

or ending in Idaho in 2012, 67 percent is carried by trucks.  In the future, trucks share is expected to be 

slightly less (63 percent tons and values) however, total freight is expected to grow substantially in both tons 

(84 percent) and value (126 percent).   

                                                                 

73
  The presentation of FAF data and description has been limited in these sections, pending agreement on the best 
dataset to use for this plan. 
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Figure 4.2 Mode Split by Tonnage 

2012 and 2040 

 

Source: FHWA Freight Analysis Framework v3. 

Figure 4.3 Mode Split by Value 

2012 and 2040 

 

Source: FHWA Freight Analysis Framework v3. 
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With regards to tonnage, the expected decreased share of rail and truck in the future is compensated by the 

four percent increase of the pipeline movement portion.  For value, the decrease in the share of truck and 

pipeline in the future is compensated by an increased share of freight transported via air and multiple modes 

and mail.   

The most drastic change of value distribution is seen through the multiple mode and mail mode, with an 

increase from 12 to 16 percent.  However, the actual tonnage split remains the same.  This is better 

visualized by the average value per ton by mode (Figure 4.4).  Truck increases in price per ton in the 28-year 

forecast while pipeline decreases.  The greatest change is seen with the cost per ton of air travel, whose 

value per ton almost doubles.  For the most part though, the values per ton remain decently stable over the 

years.  

In Figures 4.1 and 4.2 water represents zero percent of tonnage and value for both 2012 and 2040.  This 

does not indicate that there is no movement via water – instead it is extremely subtle compared to the other 

modes.  Air represents zero percent of tonnage, like water, but it transports two percent of value in 2012 and 

five percent in 2040.  As described earlier, this is due to the fact that commodities that use air for transport 

are generally higher value and lower tonnage due to the high cost of air transport.  

Figure 4.4 Value per Ton by Mode 

2012 and 2040 

 

Source: FHWA Freight Analysis Framework v3. 

4.2 Direction of Travel 

To understand freight in Idaho, it is important to study directional movements of shipments; is they begin or 

end within Idaho or outside the State borders.  FAF data highlights freight that originates, terminates, or is 

contained entirely within a state.  Inbound and outbound freight is, as the name suggests, freight that moves 
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out of or into Idaho, respectively.  Intrafreight represents movements that both originate and terminate within 

Idaho.  There is a fourth level of freight that is not accounted for in FAF, through movements.  This level 

represents freight flow that neither originates or terminates in the State but still contributes to Idaho’s traffic.  

Figure 4.5 presents an overview of tonnage by direction and shows the high volume of freight that is simply 

transported in within the State.  Inbound movements are expected to increase the greatest, more than 

doubling between 2012 and 2040.  Intraflow grows at the second highest rate, falling just short of doubling 

between 2012 and 2040, though its share of movements slightly declines.  

Figure 4.6 presents an overview of value by direction and shows the inbound movements represent the 

greatest share of value in 2012 and in the future.  High-value commodities are often those that are consumer 

driven, are produced in other domestic and international areas, and are imported to Idaho.   
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Figure 4.5 Freight Tonnage by Direction 

 

Source: FHWA Freight Analysis Framework v3. 

Notes: 2012 Total = 187,661 KTons; 2040 Total = 344,746 KTons; CAGR, 2012-2040 = 2.2%. 
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Figure 4.6 Freight Value by Direction 

 

Source: FHWA Freight Analysis Framework v3. 

Note: 2012 Total = $103,847 million; 2040 Total = $234,667 million; CAGR, 2012-2040 = 3.0%. 
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4.3 Top Commodities 

The FAF categorizes commodities by their two-digit Standard Classification of Transported Goods (SCTG) 

code.  Figure 4.7 and 4.8 present Idaho’s Top 10 commodities in 2012 and 2040 by tonnage and value, 

respectively. 

Coal and petroleum products are among the top commodities, both by value and tonnage.  While cereal 

grains has the highest tonnage in 2012, coal and petroleum products will outgrow cereal grains by 2040.  

Coal and petroleum products will dominate in 2012 and 2040 by value, their growth surpassing the growth of 

any other commodity.  

The top 10 commodities by tonnage are directly related to Idaho’s agricultural industry, whether harvested 

(e.g., cereal grains or logs) or inputs into the process (e.g., fertilizers and animal feed).  The top 10 

commodities by value are centered more around manufacturing and high-tech industries.  Cereal grains likely 

shows up as a top commodity by value, simply due the sheer volume of product transported, not due to it 

being a high-value commodity. 

Figure 4.7 Top Commodities by Tonnage 

 

 

Source: FHWA Freight Analysis Framework v3. 

Note: 2012 Total = $103,847 million; 2040 Total = $234,667 million; CAGR, 2012-2040 = 3.0%. 
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Figure 4.8 Top Commodities by Value 

 

Source: FHWA Freight Analysis Framework v3. 

Note: 2012 Total = $103,847 million; 2040 Total = $234,667 million; CAGR, 2012-2040 = 3.0%. 
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Figure 4.9 Freight Tonnage by Trade Type 

 

Source: FHWA Freight Analysis Framework v3. 

Figure 4.10 Freight Value by Trade Type 

 

Source: FHWA Freight Analysis Framework v3. 
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with regards to 2012 value where this trade amounted to 33 percent of all domestic trade.  This drops to 

25 percent in 2040.  Trade within Idaho’s borders also is known as “intratrade.”  As observed in earlier 

sections, these movements was expected to decrease by share over time with respect to tonnage and value.  

Idaho’s neighbors of Washington, Utah, and California are responsible for a fair amount of domestic trade, 

but all with values lower than 9 percent in 2012, and below 12 percent in the expected future.  Idaho trades 

with a large variety of states, including its other neighbors of Oregon and Montana, but no trade is significant 

as that with the top four partners. 

Figure 4.11 Domestic Trade by Value 

 

Source: FHWA Freight Analysis Framework v3. 
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Figure 4.12 International Trade by Value 

 

Source: FHWA Freight Analysis Framework v3. 

Canada 
90% 

Eastern 
Asia 
4% 

Mexico 
2% 

Europe 
2% 

Rest of 
Americas 

1% 
Other 
1% 

2012 
Total = $10,730 million 

Canada 
92% 

Eastern 
Asia 
4% 

Mexico 
2% 

Europe 
1% 

Rest of 
Americas 

1% 

Other 
0% 

2040 
Total = $43,439 million 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-54 

5.0 Key Freight Trends 

Idaho’s freight movements are national and global in scope, and even regional and local freight movements 

are sensitive to market forces outside Idaho.  Idaho businesses make decisions, and design their supply 

chains most often based on cost – whether the cost of fuel, the cost of transportation, the cost of 

manufacturing and production, or the cost of labor.  This section presents trends related to these and other 

factors that may affect Idaho’s freight-related industries now, or in the future. 

5.1 Energy 

The changing nature of energy production and consumption in the U.S. and in Idaho is a large factor 

influencing industrial growth and freight system demand over the past decade.  Energy trends include 

concepts such as use of renewable energy sources, hydraulic fracturing and availability of cleaner burning 

transportation fuel.  These trends are briefly described below, along with how they may relate to future freight 

system use. 

5.1.1 Energy Sources 

Energy sources are important to the freight industry, as traditional energy sources are transported as “freight” 

primarily via railroads and pipelines for input into the production and manufacturing processes.  Energy is 

often a high-cost item for these processes and companies are exploring ways to lower the cost of energy, as 

well as produce energy that is cleaner and less harmful on the environment.  Some steps that are being 

taken today by Idaho, and that are expected to be required in the future, are for industries to use renewable 

sources of energy, as well as energy that is more locally sourced 

Idaho is in a good position for the future, in that it is rich in renewable energy resources.
74

  Idaho gets about 

85 percent of its net electricity generation from renewable resources, a larger share than any other state.  

However, Idaho typically consumes twice as much electricity as it generates and depends on power supplied 

via Interstate transmission lines from out-of-state resources owned by Idaho utilities and others.  Those 

power lines have grown increasingly congested, and projects are underway to expand capacity.  Most new 

generating capacity planned in the Northwest is natural gas fired, but the transmission projects also aim to 

enable development of the region's renewable resources. 

Most of the State's renewable power comes from hydroelectric sources, and four of Idaho's 10 largest 

generating facilities run on hydropower, driven by dams on the Snake River.  Figure 5.1 illustrates use the 

State’s energy use in 2013.  Although only a small percentage of the State's land area is available for wind 

development, Idaho also has substantial wind energy potential along the Snake River and on mountain 

ridges across the State.  Idaho has no commercial-scale solar generation, but solar photovoltaic and thermal 

installations are widely used in the State’s rural areas.  The State has a wealth of hot springs and other 

geothermal resources.  In 2013, Idaho was one of eight states with operating geothermal power capacity and 

one of seven with commercial electric geothermal generation.  However, geothermal development in Idaho 

may be limited by lack of groundwater.  Idaho gets a small amount of its net electric generation from 

biomass, primarily waste and cogeneration from wood products and agricultural industries.  Better utilization 

of industrial and municipal wastes has the potential to produce substantially more power. 

                                                                 

74
 Much of the text in this subsection has been adapted from the Energy Information Administration. 
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Figure 5.1 Idaho Energy Consumption Estimates 

2013 

 

Source: Energy Information Administration, State Energy Data System. 

On the nonrenewables side, Idaho uses petroleum, natural gas, and coal.  If requirements for using 

renewables are established in the future, use of each of these sources will be reduced, as will the conduits 

that transport them from source to end user.  

Idaho neither produces nor refines petroleum.  Idaho receives petroleum products by two pipelines, one 

running west along the Snake River Valley from refineries in Utah and another into the north from refineries 

in Montana.  Some petroleum products from Puget Sound refineries also are sent by pipeline to Portland, 

Oregon, and then by barge up the Columbia and Snake Rivers to Lewiston, Idaho.  Petroleum is a leading 

energy source in Idaho, but consumption per capita is far below the national median.  Nearly four-fifths of 

petroleum is consumed in transportation, and most of the rest is used in the industrial sector.  Idaho is one of 

the few states that allows use of conventional motor gasoline statewide.  However, much of the motor fuel 

sold in the State contains 10 percent ethanol because more populous states around Idaho do require 

oxygenated blends.  Idaho has two operating ethanol plants, one of which uses potato waste as a feedstock.  

Idaho has no commercial natural gas production, but fields in the State’s southwest are under development.  

Idaho receives its natural gas supply by pipeline from Canada and from other western states.  About 

nine-tenths of the natural gas entering Idaho continues on to Washington, Oregon, and Nevada.  The 

residential and industrial sectors are Idaho's largest natural gas-consuming sectors.  Slightly more than half 

of Idaho households use natural gas as their primary energy source for home heating. 

Idaho has no coal mining and few estimated recoverable reserves.  There are no electric utility-owned coal-

fired generating plants in Idaho.  Electricity is generated with coal only at two industrial cogeneration 

facilities.  Coal is primarily supplied by mines in Wyoming and Utah and shipped to Idaho by rail.  However, 

Idaho gets about two-fifths of the electricity consumed in the State from coal-fired power plants in other 

states.  Citing uncertainty about future regulatory requirements for coal, the State government has deferred 

decisions on proposals for new coal-fired generating plants in Idaho. 
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5.1.2 Hydraulic Fracturing  

Among the surprising industries to emerge over the course of the last 10 years is the hydraulic fracturing of 

rock.  Induced fracturing, or fracking, allows for the recovery of “captured” gases and petroleum products.  

The technique is commonly applied to extract shale gases and crude oil.  The proliferation of this exploration 

has resulted in substantial increases in freight-related movements associated with this extraction across the 

Midwest (most notably the Bakken Shale Play), East, and South, as shown in Figure 5.2 

Figure 5.2 Lower 48 States Shale Plays 

 

Source: Energy Information Administration. 

Freight related impacts of fracking occur in two distinct ways – due to the increased movements of extracted 

crude or gases, and also to the direct inputs to the fracking process, sand, water, and other chemicals.  A 

single horizontal well typically uses between 3,000 and 10,000 tons of sand.  A typical rail car of frac sand 

contains around 100 tons.  Class I railroads were on track to originate approximately 375,000 carloads in 

2013, likely driven by increased frac sand use at drilling wells.   

While Idaho does not have any active shale plays today, the previous section noted that exploration of sites 

is underway in the southwestern part of the State.  In the future, depending on where inputs into the process 

(i.e., sand, water, and other chemicals) are sourced, there could be increases in truck and rail volumes 

transporting these materials to the extraction sites, and trains transporting extracted gases out.  However, 

today, Idaho does feel the impact of increased fracking activity in the Bakken Shale play.  Due to low oil 
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prices, production in the Bakken is down from recent highs, however over 10,000 wells still are producing 

over 1 million barrels of crude per day.
75

 And, while the majority of this is transported to refineries in the east, 

refineries in Washington State also receive the product.  With no pipelines available across the Rockies, two 

100+ car oil trains leave North Dakota each day for Washington and cross through Idaho.
76

  Some of Idaho’s 

freight stakeholders have felt that crude trains have pushed other commodities off-the-rail system, and 

suggested that as more crude is refined in the west or exported through west coast ports that it will become 

more difficult to use the system locally.  This has not been confirmed. 

5.1.3 LNG/CNG 

Liquefied natural gas (LNG) and compressed natural gas (CNG) are potential alternative fuel sources for 

vehicles; LNG is compared to diesel and is used by trucks, CNG is compared to gasoline and is used by 

cars.  While national trends such as an increasing supply of natural gas, higher diesel fuel and gasoline 

prices, environmental regulations, and growing natural gas fueling infrastructure may push the conversion of 

truck fleets to natural gas in the long-term, short-term conversions will likely remain limited.  Heavier engines 

(which limit the potential commodity load), higher initial purchase price, less fuel efficiency, higher 

maintenance costs, and limited infrastructure are other factors that currently inhibit conversion of the truck 

fleet to LNG.  The U.S. Energy Information Administration predicts that natural gas will fuel 14 percent of 

heavy-duty vehicles by 2040, though this information is not disaggregated to the State level.  

Related to availability of refueling infrastructure, BluLNG, a Utah-based company, is building refueling 

stations in Utah and adjoining western states.  Other companies are building infrastructure in the east.  As of 

2014 there was substantial LNG refueling infrastructure along I-84 and I-86, as shown in Figure 5.3. 
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 North Dakota Department of Mineral Resources.  Includes Bakken, Sanish, Three Forks, and Bakken/Three Forks 
Pools. 

76
 West Coast to get Bakken oil via rail indefinitely:  regulator, Reuters, September 22, 2015. 
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Figure 5.3 LNG Refueling Stations 

 

Source:   Natural Gas for Cars and Trucks:  Options and Challenges, Congressional Research Service, November 

2014. 

5.2 Global Shipping 

In recent years, global shipping has changed and is evolving in several ways.  Container ships are increasing 

greatly in size and container shipping company alliances are being formed, major infrastructure expansion is 

occurring so that those larger ships can travel where they need to, and all new shipping routes are being 

established.  These trends are described briefly, below. 

5.2.1 Container Ships and Service 

Since their introduction in the 1950s, containerships have been continually evolving and adapting to the 

needs of global trade that they serve.  As shown in Figure 5.4, containerships have grown over the last three 

decades from being able to accommodate a maximum of 5,000 20-foot equivalent units (TEU) to a maximum 

of 18,000 TEUs.  The term Panamax used in the figure refers to the maximum ship size limit allowed through 

the Panama Canal locks.  In 1985 this capacity reached with a ship of about 4,000 TEUs.  All subsequent, 

larger ships were termed Post Panamax or New Panamax (referring to the future new capacity the expanded 

locks will be able to accommodate). 

While the lock requirements have increased, so too have the required channel depth – from 41 feet of the 

Panamax to 50 feet, or more.  As these ships grow in size, there are fewer and fewer ports in the U.S. that 
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are able to accommodate them, not only due to the draft they require, but also due to the labor and landside 

infrastructure needed to load, unload and accommodate pick-ups and drop-offs of cargo in a very short 

amount of time, so that the vessel can be turned or more to its next port of call.  While shipping companies 

may benefit from cost efficiencies due to economies of scale, practically speaking, containerships in the 

range of 5,500 to 6,500 TEU may be the most flexible in terms of the ports they can access and they market 

they can service since using larger ships require fewer port calls.
77

 

Figure 5.4 Evolution of Container Ships 

 

Source: Panama Canal Expansion:  Ripple Effect to Florida, Forward Florida, March 5, 2014.  Note:  1 meter is 

approximately 3.28 feet; 15.2 meters is approximately 50 feet.  

On the west coast, the channel depth by port is: 

 Los Angeles/Long Beach – 52 feet and above; 

 Oakland – 48 to 50 feet;  

 Portland – 39 to 40 feet;  
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 The Geography of Transport Systems, Dr. Jean-Paul Rodrigue, Dept. of Global Studies & Geography, Hofstra 
University. 
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 Seattle – 48 to 50 feet;  

 Tacoma – 52 feet and above; 

 Vancouver – 52 feet and above; and 

 Prince Rupert – 52 feet and above. 

As shown, the Port of Portland, the closest link to deep water for Idaho, does not have depth to 

accommodate larger ships.  Additionally, in large part due to labor disputes, Hanjin Shipping Co. pulled out of 

Portland in February, taking nearly 80 percent of the Port of Portland's container business with it.  Two 

months later, Hapag-Lloyd decided to pull out of the Port of Portland, as well.  While Hapag-Lloyd 

represented only about 20 percent of Portland's container business, it accounted for more than 90 percent of 

the Port of Lewiston’s.
78

   

Hapag-Lloyd was the only company who provided container service out of Lewiston, containers that usually 

carried shipments of local peas and lentils.  Several local companies are now forced to look at other ways to 

ship their product.  Hapag-Lloyd's departure has had a huge impact.  Officials at the Port of Lewiston said 

that the shutdown will have a half-million dollar impact there, but that is nothing to how much it will impact 

others in the Agriculture Industry.  Transportation costs are expected to double and will likely be spread 

throughout the supply chain.  As an alternative to the Port of Lewiston service, product will be trucked to the 

ports of Seattle and Tacoma.  Rail to those ports also is a potential future option.
79

 

5.2.2 Canal Expansions 

Since opening in 1914, the Panama Canal has been a critical element of the global transportation network.  

The Panama Canal expansion project, projected to be completed in 2016, will allow larger ships to pass 

through the canal and will increase the annual capacity of the canal by more than 75 percent.  The effect of 

the expansion on U.S. ports and trade is a much debated topic and will affect future goods movement 

throughout the U.S.  

The expansion project is behind schedule, and concerns remain about the viability of larger container ships 

utilizing East Coast ports due to need to dredge port channels to accommodate the 50+ feet draft container 

ships.  The likely impact of the canal expansion will be that a greater number of container movements will 

bypass the landbridge of rail service from the West Coast for select Eastern North American markets.  

Research findings suggest that the canal expansion may decrease overall transit times to Midwest 

destinations, incentivize Midwest export of grains and agricultural products to Asia via Gulf Coast ports, 

promote greater containerization of grain, and increase the total energy costs of transportation.  The canal 

expansion is not likely to impact Idaho, it will continue to connect to Pacific Rim markets through West Coast 

connections (Figure 5.5). 
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 Port of Portland container terminal loses almost all business after Hapag-Lloyd stops trips, The Oregonian, April 5, 
2015. 
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 Container-terminal loss at Port of Portland felt deeply upriver, The Oregonian, April 12, 2015. 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-61 

Figure 5.5 Cost Advantage Regions by Ship Size 

 

Source: Worley Parsons, Richard West. 

Today, the Suez Canal is the primary Panama Canal competitor route for serving the East Coast of the U.S.  

The recently initiated Suez Canal expansion effort will allow ships to sail in both directions at the same time 

over much of the canal length.  This will decrease waiting hours from 18 to 11 hours for most ships and 

double the capacity of the Suez Canal from 49 to 97 ships a day.  Such improvements in efficiency may 

further drive down costs to serve the Asia-U.S. East Coast market.  Construction on the expansion began in 

August 2014.  It is expected to be completed within two years.  Again, this project is expected to have 

minimal direct impact on Idaho. 

5.2.3 New Arctic Routes 

The possibility of increased trade via routes in the arctic may be a possibility, due to declining arctic sea ice.  

Two possible routes exist – the Northwest Passage on the North American side of the Arctic, and the 

Northern Sea Route/Northeast Passage on the Asian/European side of the Arctic.  Both routes are seasonal 

and requires advanced trips by icebreakers to ensure the path is clear.  

The year 2008 marked the first passage of a commercial vessel through the Northwest Passage.  The 

route – which travels north of Alaska and Canada – reduces the travel time between China and Europe by 

two weeks or approximately 5,000 miles.  It also is 30 percent shorter than the current route between Asia 

and the East Coast of North America.  The route is not used for commercial shipping 

Northern Sea Route (Figure 5.6) may be a possibility for shipping in the future.  COSCO has announced that 

it is planning for regular service along the route.  In 2013, a record volume for the route was achieved when 

1.4 million tons of cargo went through on a total of 71 ships.
80
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 Chinese Shipping Group Cosco Planning Regular Trans-Arctic Sailings, Wall Street Journal, October 29, 2015. 
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More analysis is needed to understand the impacts of these routes on Idaho.  These routes may be a means 

to accommodate accelerated trade between North America/Europe and Asia, if required in the future, if ports 

in Canada on the Northwest Passage were established. 

Figure 5.6 Comparison of Northern Sea and Suez Canal Shipping Routes 

 

Source: Chinese Shipping Group Cosco Planning Regular Trans-Arctic Sailings, Wall Street Journal, October 29, 

2015. 

5.3 On-/Near-Shoring 

Although Idaho’s primary international trading partner remains Canada, trade between Idaho and other 

states with Mexico, Central and Latin America is increasingly important to both Idaho and the overall U.S. 

economy.  As manufacturers seek methods to reduce costs they have increasingly been turning attention to 

manufacturing closer to their consumption markets, namely in Mexico, the Caribbean, and Central America 

(near-shoring), and the U.S. (on- or reshoring).   

Mexico appears to have the most to gain in terms of garnering the lion’s share of near-shoring activity in the 

near-term.  The main reasons, as reported by industry are lower freight and inventory costs, and improved 

speed-to-market.  As shown in Figure 5.7, which compares the manufacturing cost index of the Top 25 

export economies to the U.S. (baseline), in 2014 Mexico was more cost competitive than China.  And, the 

U.S. was shown to be only four points less competitive than China, the manufacturing powerhouse of the last 

several decades.  
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Figure 5.7 Comparison of the Top 25 Export Economies 

 

Source: The Shifting Economies of Global Manufacturing, Boston Consulting Group. 

These trends are expected to continue, as a recently completed survey performed in 2014 for World Trade 

100 and the University of Tennessee by BNP Market Research observed that “nearshoring remains a strong 

part of company strategies with 92 percent of survey respondents saying they will increase or continue 

nearshoring.”  As import and export trade increases with countries that are closer to Idaho and domestic 

markets, supply chains will shift to respond to new and different shipping requirements. 

5.4 Production 

Advances in production technology are occurring all over the State and the U.S. and are changing the way 

companies conduct their business as well as lowering their costs.  One area where Idaho is expected to see 

significant growth in the future is in advanced manufacturing industries.  Advanced manufacturing is defined 

by its use of highly technological, cutting-edge processes and the employment of skilled, comparatively high-

wage jobs.  According to Idaho Commerce, the advanced manufacturing industry in the State consists of 

1,400 establishments and 38,000 jobs.  The average worker earns $83,000 each year.  The industry is 

expected to grow by 11 percent over the next 10 years.
81

  

One advanced manufacturing process that, if fully adopted, will completely change supply chains is 3D 

printing (3DP), also known as Additive Manufacturing.  McKinsey Global Institute research suggests that by 

2025, the technology could have an economic impact of up to $550 billion a year.  3DP allows companies to 

create or “print” a three-dimensional objects by layering material on top of each other to create complex 

shapes and structures in a short amount of time with limited tooling costs or development time.  Electronics, 
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 Idaho Commerce. 
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industrial manufacturing, recreation, medical and dental, aerospace, artisanal, and architecture fields are all 

expected to benefit from the expanding use of this technology.
82

 

Intermountain 3D Inc., an authorized reseller for 3D Systems Inc. opened in Garden City, ID in December 

2014.  In addition to selling 3D printers, they also create parts on demand for customers.
83

  The ability to 

quickly manufacture a wide range of parts from a single machine could have a large impact on supply chains 

and freight movement.  The ability to print parts on demand would reduce the need to stockpile finished 

products in a warehouse.  The change from traditional subtractive manufacturing (which creates waste) to 

additive manufacturing (creating only what is needed) would reduce the need for raw products and the 

amount of waste generated.  The need to quickly ship parts across the globe (a specialty of air 

transportation) would also decrease as each destination could potentially print parts as they receive the 

digital instructions.  However, the need to have raw material at each printing site could increase the amount 

of transportation related to material extraction.
84

 

3D printing has emerged as a viable option to distribute manufacturing widely as well as allow for new 

designs for engineered materials.  Large-scale 3D printing has enabled entire houses to be printed in less 

than 24 hours using this technology.  Bridges can be “printed” in place and assembled with minimal 

disruption to the traveling public.  The implications for large manufacturing, roadway construction, and 

general architectural design are increasingly apparent.  

The proliferation of manufacturing sites, with on-site production capability, changes the dynamics of supply 

chains considerably.  The ability of firms to “print” replacement pieces or detailed manufactured devices 

(including medical equipment and machinery) rather than relying on the movement of freight alters the 

reliance on shipments of these components.  However, the movement of raw material to feed 3D printers 

and other advanced technology will still require a robust transportation system – even if some parts of the 

system can be automated. 

5.5 Delivery  

Electronic Commerce, commonly called e-commerce, is the purchase of goods or services on-line instead of 

through a brick-and-mortar store.  E-commerce sales are expected to grow to more than $400 billion in the 

next several years, with Forrester Research estimating $414.0 sales in 2018 (over 40 percent growth in four 

years), and eMarketer estimating $491.5 in 2018 (over 60 percent growth in four years), as shown in 

Figure 5.8.  This is expected to result in larger quantities of goods moving through and to residential areas 

via trucks, increasing congestion and wear on local roads.  And, fewer personal trips to brick and mortar 

stores.
85
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 3D Printing Is Shaping Up, http://businessfacilities.com/2015/03/3d-printing-is-shaping-up/.  
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 Former HP employees start Boise 3-D printing business, 
http://www.idahostatesman.com/2015/02/18/3648306/printing-in-three-dimensions.html.  
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 The Impact of 3D Printing in the Supply Chain and Logistics Arenas, http://cerasis.com/2014/02/10/3d-printing-supply-
chain/.  
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 A transformation in brick and mortar stores, http://idahobusinessreview.com/2015/03/03/a-transformation-in-brick-and-
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Figure 5.8 U.S. E-Commerce Sales 

2014 to 2018  

 

Source: eMarketer, Forrester Research. 

Companies like Amazon, Walmart, and others are seeking creative ways to more effectively manage their 

supply chains, and move away from the model of dropping of packages at individual doorstops which is high 

cost from both physical asset and labor perspectives.  One such model that Amazon is trying is similar to the 

Uber taxi-like service, but is “Uber for Packages.”  Their conceptual “On My Way” service would use urban 

retail stores as pseudo-distribution centers.  Traditional delivery services would presumably drop-off 

packages to rented storefronts where Amazon has temporarily leased space.  From there, amateur drivers 

would pick up the packages and deliver them to their final destination.
86

  Another, slightly different approach 

that Cargomatic is working on is “Uber for Truckers.”  Launched in 2014, Cargomatic hopes to bring 

technology to the local trucking industry by providing a platform enabling shippers to list available jobs that 

local truckers with excess capacity can complete.  By making the connection, the company hopes to not only 

help truckers make more money, but also to route shipping more efficiently.
87

  Other delivery concepts that 

have been in the news recently include the use of delivery lockers, delivery by newspaper truck, and 

package pickup on local transit services.
 88,89,90
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 Report:  Amazon Is Developing an Uber-Style Service for Package Delivery, http://gizmodo.com/report-amazon-is-
developing-an-uber-style-service-for-1711673988. 
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 Cargomatic Gets $8 Million to Build An Uber For Truckers, http://techcrunch.com/2015/01/29/cargomatic/. 
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 Smart Deliver, http://www.smartecarte.com/products/smarte-deliver/. 

89
 Amazon Tested Package Delivery by Newspaper Trucks, http://blogs.wsj.com/digits/2015/10/21/amazon-tested-
package-delivery-by-newspaper-trucks/. 
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 Amazon envisions package pickups on public transit, using lockers on buses, trains and subways, 
http://www.geekwire.com/2015/amazon-envisions-package-pickups-on-public-transit-using-lockers-on-buses-trains-
and-subways/. 
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Light package delivery has also been suggested via the limited use of airborne, unmanned delivery vehicles.  

Amazon has expressed interest in creating same-day delivery options for goods that may require use of 

airborne technologies.  Due to the limited geographic scope of these airborne movements, high initial costs, 

liability concerns, and the approval processes required of the Federal Aviation Administration, these types of 

delivery services will likely not be realize for the long-term future.
91

 

With respect to the vehicles themselves, there is an increased likelihood that convoyed road trains may find 

uses throughout the industry in the next decade.  These connected vehicles, currently under testing by 

equipment manufacturer Volvo, require a lead driver with tractors controlled behind it by electronic 

automation.  The current definitions of doubles and triples would need to be altered to consider the changes 

in vehicle technology.  The possibility of full automation of trucking could cause massive disruptions in the 

labor forces associated with the industry.   

5.6 Workforce  

The shifting labor market has a direct impact on freight shipping activity.  The American Trucking Association 

(ATA) estimates that the U.S. trucking industry needs nearly 48,000 more drivers to meet current demand, 

and an improving economy is expected to balloon the shortage to nearly 74,000 drivers by the end of 2016.  

They also project that the shortage will reach 175,000 drivers by 2024 if nothing changes.  Locally, Jason 

Andrus of Doug Andrus Distributing in Idaho Falls, noted recent rate decreases are due to a drop in the fuel 

surcharge, but his base rate is up about 6 percent.  His company boosted driver wages by 10 percent during 

the past year and a half and hired a second driver recruiter, but annual turnover still ranges from 45 to 

60 percent.
92

 

The lack of qualified drivers, 21 years and older, constrains total truck fleet capacity even as market 

conditions have rebounded.  It is also a contributing factor to higher transportation prices.  Without surplus 

capacity at a trucking company, any increase in shipment volume must be met by hiring through the trucking 

spot market on a shipment-by-shipment basis.  Hiring a carrier for a single load can increase rates by up to 

30 percent over the cost if the delivery was handled as part of a regular, contracted lane.  

Government regulation, in the form of tighter Hours-of-Service (HOS) regulations also decreases the 

capacity of the truck fleet.  Stricter reporting requirements, including the introduction of electronic logs, 

combined with rest mandates and reduced total hours may cause some drivers to leave the profession, while 

limiting the productivity of those that remain.
93

  Reporting commercial vehicle operator employment or 

licenses in the study region is one-way to track this issue.  Idaho is heavily dependent on trucks to move its 

goods to and from markets around the country, and to/from intermodal locations such as the Port of Lewiston 

or Boise International Airport.  The decreasing labor force and subsequent likely rise in costs could heavily 

impact the State in the near future. 
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B.1 Stakeholder Interview Guides 

B.2 Economic Development Entities  

B.2.1 Background and Context  

These questions relate to how often your agency is involved with the freight system in Idaho. 

Question Response 

What types of companies/industries do you represent? 

 

 

How has this mix of companies changed in the last 5-10 
years?  How do you think they will change in the next 5-10 
years (i.e., which industries are existing and emerging)? 

 

 

Describe the economic development trends in the State (or 
your specific region). 

 

 

What impacts do these industries have on the State’s 
transportation system? 

 

 

What role does the State transportation system play in 
attracting/keeping businesses or industries to/in your area?  
Does your region have a competitive advantage over other 
others (either parts of the State or other states)?  Please 
describe. 

 

 

 

B.2.2 Idaho’s Freight System Needs and Issues 

These questions probe specific issues and needs companies face when using the freight system in Idaho 

today, and may encounter in the next 10 to 20 years.   

Question Response 

What do you consider to be the strengths of the State’s 
freight transportation system?  The weaknesses? 

 

 

 

Are there operational problems/issues/congestion points 
that impact the companies you represent?  How do 
seasonal weather patterns impact operations (be as 
specific as possible)? 

 

 

 

Are there institutional problems or issues that impact the 
companies you represent (be as specific as possible)? 
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Question Response 

Are there policy or regulation problems or issues that 
impact the companies you represent? (be as specific as 
possible) 

 

 

 

Does the State have adequate connectivity to national, and 
global markets by air, sea, rail, and/or road?  What 
connectivity is lacking?  Does lack of connectivity affect 
your ability to attract business in this area? 

 

 

 

To what degree do existing businesses and new industries 
consider the condition and performance of the State 
transportation system when making location or expansion 
decisions? 

 

 

What are some of the biggest uncertainties that ITD should 
take into consideration as this Statewide Freight Strategic 
Plan is being developed?  (For instance energy issues, 
environmental regulations, economic uncertainties and 
changing freight dynamics.) 

 

 

 

 

B.2.3 Strategies to Address Issues 

What improvements are most needed in the State, and who are they best carried out by? 

Question Response 

Has your agency identified any improvement projects to 
counteract these issues?  Are you involved with helping to 
implement solutions?  How? 

 

 

Are there any strategies identified by public agencies in 
previous planning efforts that you feel are effective at 
alleviating problems/issues/congestion points identified 
above?  Are there other strategies that you feel would help to 
alleviate these locations or issues? 

 

Are there potential solutions available through interagency 
cooperation on these issues?  Which agencies would need 
to be involved? 

 

 

Are there strategies that you feel could best be implemented 
by the private sector? 

 

 

Is there a potential for private-public partnerships to work on 
any of these issues? 
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Question Response 

Are you actively involved in transportation planning activities 
such as meeting with the State Department of 
Transportation, regional MPOs, highway jurisdictions, or city 
planning/DOT officials?  If yes, what do you gain from these 
meetings?  If not, why not? 

 

 

 

Wrapping Up 

 Can you recommend other companies, agencies, or entities that we should contact with these 

questions? 

 Would you be interested/available to review the final draft of this study? 

 Would you be interested in participating in a Freight Summit to be held in Idaho in late January/early 

February 2016? 

B.3 Local and Regional Transportation Agencies 

B.3.1 Background and Context 

These questions relate to how often your agency is involved with the freight system in Idaho. 

Question Response 

What is the role of your organization?  How does this relate 
to transportation planning?  To freight transportation 
system planning specifically? 

 

 

Have you conducted freight-related studies in the past?  
What are the main lessons you have learned from those 
studies concerning freight movement in Idaho? 

 

 

What issues or topics do you feel the ITD Statewide 
Freight Strategic Plan should address? 

 

 

 

Is there any specific data or knowledge your agency hopes 
to gain from this study?  Can offer for this study? 
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B.3.2 Idaho’s Freight System Needs and Issues 

These questions probe specific issues and needs companies face when using the freight system in Idaho 

today, and may encounter in the next 10 to 20 years.   

Question Response 

From your agency’s point of view, what is the largest issue 
impacting freight movement in Idaho? 

 

What are the main operational congestion points or issues 
with Idaho’s freight transportation system? 

 Highway 

 Rail 

 Water 

 Air 

 

What are the main institutional issues in Idaho’s freight 
transportation system? 

 

 

 

What are the main regulatory or policy issues in Idaho’s 
freight transportation system? 

 

 

 

Does your agency measure the impacts or costs of the 
above issues? 

 

 

What do you foresee as the major challenges for Idaho’s 
freight transportation system in the next 5 years? 10? 20? 
(e.g., energy issues, environmental regulations, economic 
uncertainty, changing freight dynamics, etc.) 

 

 

 

 

 

  



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-71 

B.3.3 Strategies to Address Issues 

What improvements are most needed in the State, and who are they best carried out by? 

Question Response 

Has your agency identified any improvement projects to 

counteract these issues? 

 

 

 

Are there any strategies identified by other public 
agencies in previous planning efforts that you feel are 

effective at alleviating issues identified above? 

 

 

Are there potential solutions available through interagency 
cooperation on these issues?  Which agencies would need 
to be involved? 

 

 

Are there strategies that you feel could best be 
implemented by the private sector? 

 

 

How should freight projects be funded?  Is there a potential 
for private-public partnerships to work on any of these 
issues?  What other means could be feasible? 

 

 

Wrapping Up 

 Can you recommend other companies, agencies, or entities that we should contact with these 

questions? 

 Would you be interested/available to review the final draft of this study? 

 Would you be interested in participating in a Freight Summit to be held in Idaho in late January/early 

February, 2016? 
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B.4 Private Sector 

Guide for Idaho’s key businesses and industries, shippers, carriers, and other private-sector freight 

stakeholders. 

B.4.1 Background and Context 

These questions relate specifically to how often your company uses the freight system in Idaho. 

Question Response 

Where is your company located in Idaho (refer to map)?  

 

What is the size of your company in terms of:  a) people 
employed and b) annual revenue? 

 

 

Which category does your company fit into? 

 Shipper 

 Manufacturer 

 Carrier 

 3PL provider 

 Other 

 

 

What products/commodities does your company typically 
ship/receive? 

 

 

What routes in, out or through Idaho do you use on a regular 
basis?  Consider all modes (refer to map). 

 

 

What are your biggest shipping markets or origin-destination 
pairs?  Where are most of your goods coming from or 
moving to? 

 

 

What groups do you coordinate with regarding freight 
transportation on a regular basis?  Other businesses?  
Associations?  State agencies?  Municipalities? 
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Question Response 

What volume and percentage of freight does your 
company ship annually by each mode? 

 Roadway 

 Truckloads/Tons 

 Percent of all shipments 

 

 

 

 Rail 

 Carloads/Tons 

 Percent of all shipments 

 

 

 

 Intermodal 

 20-foot Equivalent Units (TEU) 

 Percent of all shipments 

 

 

 

 Waterborne 

 Tons 

 Percent of all shipments 

 

 

 

 Air 

 Tons 

 Percent of all shipments 

 

 

 

Within Idaho, what percentage of your shipping is on: 

 Interstate highways? 

 

 

 

 Other roads and highways?  
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B.4.2 Idaho’s Freight System Needs and Issues 

These questions probe specific issues and needs your company faces when using the Freight System in 

Idaho today, and may encounter in the next 10 to 20 years.   

Modal Obstacles 

What do you see as the biggest obstacles to each mode you use? (Interviewer may probe to discuss the 

following elements.  Ask respondents to answer for each mode they use, or suggest that they highlight their 

“Top 3” infrastructure or operational needs/issues.)    

Trucking 
Does this represent an obstacle to your 

business? (Y/N) 
What are the perceived causes and 

related issues? 

Access to ports, rail, 
airports, or intermodal 
corridors 

 

 

 

 

 

 

Roadway condition/
maintenance (where?) 

 

 

 

 

 

 

Congestion/reliability 
(where?) 

 

 

 

 

 

 

Vertical clearance (Where?)  

 

 

 

 

 

Size and weight limits 
(where?) 

 

 

 

 

 

 

Safety, including interaction 
with other road users 
(where?) 

 

 

 

 

 

 

Other  
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Rail 
Does this represent an obstacle to your 

business? (Y/N) 
What are the perceived causes and 

related issues? 

Access to and capacity on 
Class I services, short 
lines, intermodal services 

  

System condition/ 
maintenance (where?) 

 

 

 

 

 

Congestion/bottlenecks/
reliability (where?) 

 

 

 

 

 

Safety (where?)  

 

 

 

 

Other, i.e., equipment 
availability 

 

 

 

 

 

 

Waterborne 
Does this represent an obstacle to your 

business? (Y/N) 
What are the perceived causes and 

related issues? 

Access to ports, road/rail 
connectors 

  

System condition/
maintenance (where?) 

 

 

 

 

 

Bottlenecks/reliability 
(where?) 

 

 

 

 

 

Safety (where?)  
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Waterborne 
Does this represent an obstacle to your 

business? (Y/N) 
What are the perceived causes and 

related issues? 

Other  

 

 

 

 

Air 
Does this represent an obstacle to your 

business? (Y/N) 
What are the perceived causes and 

related issues? 

Airport landside access  

 

 

 

 

Availability of air freight and 
air-freight facilities 

 

 

 

 

 

Safety (where?)  

 

 

 

 

Other  

 

 

 

 

 

 Has your company made any internal adjustments or adaptations to deal with the above issues?  

 

 

 Does your company make internal adjustments or adaptations due to seasonal weather patterns?  
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Modal Improvements 

What modal improvements do you feel are most needed in the State (Interviewer may probe to discuss the 

following elements)?   

Physical/
Operational 
Improvements by 
Mode Project 

Priority 
(1 being most 

important) 
Where?  Additional Comments 

(suggest “Top 3”) 

Highway Capacity improvements  

 

 

Interchange improvements  

 

 

Roadway and bridge 
maintenance 

 

 

 

Dedicated truck lanes  

 

 

Vertical clearance  

 

 

Truck parking  

 

 

System management/ 
operational strategies (e.g., 
congestion pricing, managed 
lanes, ITS) 

  

Centralized information 
resources (e.g., real-time 
congestion, truck stop parking 
availability, etc.) 

  

Rail Eliminate at-grade crossings 
(rail-rail or roadway-rail) 

 

 

 

Improve height clearances and 
weight limits 

  

Air 

Expand regional airports    
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Physical/
Operational 
Improvements by 
Mode Project 

Priority 
(1 being most 

important) 
Where?  Additional Comments 

(suggest “Top 3”) 

Ports and 
Waterways 

Lock improvements  

 

 

Improved channel maintenance   

Expand/additional port facilities   

 

 

Improved landside access  

 

 

Intermodal facilities   

 

 

Transload facilities   

 

 

 

 If some of these improvements were made, what impacts would they have on your business?  What is 

the cost of not making these improvements? 

 Are you aware of any public agency programs, projects, or strategies to alleviate the above issues?  Is 

there a project underway that will negatively impact your ability to move goods in the State? 

 Are there any policy changes that could be made to improve modal conditions in the State? 
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B.4.3 Idaho’s Economy 

These questions are to understand Idaho’s competitive position in freight and freight-related transportation. 

Question Response (suggest “Top 3”) 

What are the most important current or emerging 
trends and issues affecting your business? 

 

What policy/regulatory/logistics trends are 
affecting your business/industry and your ability to 
ship goods in Idaho? 

Today?  In 5 years?  In 20-30 years? 

 

How competitive is Idaho compared to 
neighboring states/regions? 

 

What are Idaho’s strengths?  Challenges?  How 
do these help/hinder industry and freight 
transportation in the region? 

 

What can Idaho’s public sector agencies do to 
support growth in freight and logistics industries 
(e.g., policies that are helping/hurting your 
business)?  

 

Why did your company (or clients) choose to base 
in Idaho (or the region where located in-state)? 

 

 

What factors are most important to your company 
or clients in terms of routing or shipping 
to/from/through Idaho (e.g., cost, reliability, 
congestion, accessibility to customers or 
suppliers)? 

 

How do freight and freight-movement/logistics 
concerns factor into your overall decision-making? 

 

What performance measures does your business 
rely on to gauge the freight system’s effectiveness 
(e.g., cost per shipment, percent of shipments that 
arrive on time)? 

 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
B-80 

B.4.4 Strategies to Address Issues 

What improvements are most needed in the State, and who are they best carried out by? 

Question Response 

Has your business identified any improvement projects to 
counteract congestion points/issues?  Are you involved with 
helping to implement solutions?  How? 

 

 

Are there strategies that you feel could best be implemented 
by the private sector? 

 

 

Is there a potential for private-public partnerships to work on 
any of these issues? 

 

 

Are you actively involved in transportation planning activities 
such as meeting with the State Department of 
Transportation, regional MPOs, or city planning/DOT 
officials?  If yes, what do you gain from these meetings?  If 
not, why not? 

 

 

 

Wrapping Up 

These questions are to ensure we consider all available resources. 

 What other data or resources should we review in during this study?  Can you provide/help us obtain this 

data? 

 Who else should we talk to? 

 We would like to (at a high level) describe the supply chains of some of Idaho’s key industries.  Can we 

follow up with you to further discuss your supply chain and/or can we use your company as an example 

in this report?  

 Would you be interested in participating in a Freight Summit to be held in late January/early February 

2016? 
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Appendix C. Freight Network Analysis 

1.0 Introduction 

This report provides an inventory of Idaho’s freight infrastructure assets and an in-depth analyses of the 

needs and issues (including critical constraints to freight mobility and highway and bridge deficiencies) 

associated with the freight infrastructure.  This task draws on the previous Idaho Statewide Freight Study, 

additional data sources, such as the Federal Highway Administration (FHWA) National Performance 

Management Research Data Set (NPMRDS) data, as well as stakeholder feedback. 

The remainder of the report includes the following sections: 

 2.0 Freight System Infrastructure.  A profile of Idaho’s multimodal freight infrastructure is included by 

mode.  This includes description of features and use of highway, rail, water, air, and pipelines (terminals) 

systems, as well as the facilities that provide intermodal connectivity.  Links to infrastructure in adjacent 

states and Canada also are identified (e.g., ports of entry). 

 3.0 Freight System Needs and Issues.  This section includes a detailed system needs and issues 

analysis.  Stakeholder input was used to help corroborate the data and identify other potential areas that 

do not appear in the quantitative review.  It also is used to help prioritize and bring to light the most 

important issues and needs.  Topics explored include congestion, truck access routes including truck 

routes and oversize and overweight routing and restrictions, roadway conditions and constraints, and the 

impact of truck traffic on main streets.  Analysis of highway-related needs and issues are closely linked 

to performance measures under development in Task 5.  Nonhighway modes also are explored.  This 

section also identifies noninfrastructure-related needs and issues that cut across multiple modes. 
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2.0 Freight System Infrastructure and Use 

2.1 Highway Infrastructure and Use 

The vast majority of goods in Idaho move by truck.  For this reason, it is crucial to understand the 

infrastructure and use of the highway network in the State.  There are four major Interstate highways going 

through Idaho.  Interstate 90 connects Washington and Montana through the Idaho panhandle.  Interstate 84 

represents the longest Interstate highway portion in Idaho, running east-west across the southern portion of 

the State from west of Boise to the Idaho/Utah border south of Pocatello.  Interstate 15 runs north-south 

connecting Utah and Montana across the eastern part of Idaho, while Interstate 86 connects I-84 and I-15 

from approximately Burley to Pocatello. 

U.S. highways provide a number of crucial links in Idaho.  U.S. 95, in particular, is a key freight route, running 

north-south in the western part of Idaho between the Oregon border south of Boise and the Canadian border 

at Eastport, Idaho.  U.S. 93 provides a roughly parallel route further east, running from Nevada (south of 

Twin Falls) through Idaho to Missoula Montana and continuing north to Canada.  U.S. Routes 20 and 26 

provide alternative options for traffic moving east-west across the southern portion of the State between 

Oregon and Wyoming.  U.S. 12 provides one other east-west connection between Lewiston and Missoula, 

Montana, south of Interstate 90.  U.S. 30 provides redundancy to I-84 between Bliss and Burley.  Additional 

local connections also are provided by the State highway system in Idaho. 

Beyond the State and Federal system, the role of local roads cannot be overlooked.  Many of the freight-

reliant businesses in Idaho, especially those in the agriculture and mining sectors, are not located on state or 

Federal highways and rely on local roads to connect their firm to state, national, and international supply 

chains.  Businesses in the retail and construction sectors also use these roads to reach sites and customers, 

especially with the growth of ecommerce, which requires delivery to individual homes. 

2.1.1 National Highway System 

The National Highway System is composed of Interstates, other principle arterials, strategic highway network 

(STRAHNET), major strategic highway network connectors, and intermodal connectors that make up the 

National Transportation Network.  Those highways and roads included in the NHS are vital for the economic 

stability, national defense, and overall health of the United States as a whole.
94

  Intermodal connectors in 

Idaho are shown in Table 2.1.  Note that several of them provide access between major freight terminals 

(airports, ports) and the other four subsystems making up the National Highway System. 

                                                                 

94
 http://www.fhwa.dot.gov/planning/national_highway_system/. 
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Table 2.1 Idaho Intermodal Connectors 

Facility Type 
Connector 

Number Connector Description 
Connector 

Length Facility ID 

Boise Greyhound 
Station 

Intercity Bus 
Terminal 

1 North 13
th
 Street 0.3 ID4B 

Boise Greyhound 
Station 

Intercity Bus 
Terminal 

2 Bannock Street 0.4 ID4B 

Boise Municipal 
Airport 

Airport 1 Vista Avenue (Airport 
Jurisdiction to County 
Jurisdiction) to east-bound 
Ramps at I-84 

0.1 ID1A 

Boise Municipal 
Airport 

Airport 2 From east-bound Ramps at 
I-84 to Connection with 
South Capital Boulevard 

2.1 ID1A 

Curtis Rd Pipeline 
Terminal 

Truck/Pipeline 
Terminal 

1 Served by an existing NHS 
route 

0 ID2L 

Port of Lewiston Port Terminal 1 Served by an existing NHS 
route 

0 ID5P 

Total    2.9  

Source: FHWA. 

Note: Those in italics serve freight generators.  

http://www.fhwa.dot.gov/planning/national_highway_system/intermodal_connectors/idaho.cfm. 

In 2012, President Obama signed into effect MAP-21, whose goal was to improve the transportation 

infrastructure of the United States.  Surface transportation projects received a total of $105 billion in funding 

from MAP-21.  The majority of this funding was designated for the new National Highway Performance 

Program to improve the most vital highways.  MAP-21 also expanded the National Highway system to 

include major arterials.  This became known as the enhanced NHS.  Both the NHS and enhanced NHS must 

comply with all Federal regulations.
95

  National Highway System has labeled two corridors in Idaho, I-15 and 

U.S. Route 95, as “High Priority Corridors.”  These high-priority corridors were designated by Congress.
96

 

2.1.2 National Highway Freight Network 

In the fall of 2015, Congress passed and the President signed the Fixing America’s Surface Transportation 

(FAST) Act, ending the period of extensions of the past Federal surface transportation act and creating a 

new, long-term funding program for the nation’s transportation system. 

One key element of the FAST Act is the creation of a National Highway Freight Network that has four 

components: 

 The Primary Highway Freight system (identified as the Draft Comprehensive Primary Freight Network 

under MAP-21, approximately 41,518 miles); 

                                                                 

95
 http://www.fhwa.dot.gov/map21/summaryinfo.cfm. 

96
 http://www.fhwa.dot.gov/planning/national_highway_system/high_priority_corridors/hpcor.cfm. 
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 Critical Urban Freight Corridors (75 miles statewide or 10 percent of State’s Primary Highway Freight 

System, whichever is greater); 

 Critical Rural Freight Corridors (up to 150 miles or 20 percent of the Primary Highway Freight System, 

whichever is greater); and 

 The remainder of the Interstate Highway System. 

The designation of these routes will define where money from the National Highway Freight Program (NHFP) 

can be spent.  The NHFP is a $6.3 billion freight-specific funding program over five years that will be 

apportioned between the states by formula based on the number of Primary Highway Freight System miles 

in the State.
97

  Beyond a set aside (10 percent) for rail and intermodal projects, the NHFP will only fund 

projects that are located on the National Highway Freight Network. 

Idaho’s entire Interstate system already is included in the National Highway Freight Network.  The critical 

rural corridors (150 miles) and critical urban corridors (75 miles) have not yet been identified.  Suggested 

routes and criteria to identify these corridors is discussed further in Task 6. 

2.1.3 Port of Entry System 

Idaho checks size, weight, registration, credentials, and safety for commercial motor vehicles through a 

system of fixed and mobile enforcement.  Trucks registered above 26,000 pounds and those above 

10,000 pounds that contain either hazmat or livestock are required to enter weigh stations if they are open.  

This enforcement helps protect public safety and the transportation infrastructure in the State by ensuring 

that unsafe drivers and vehicles are not allowed to operate and vehicles that are oversize or overweight 

either modify to conform to Idaho standards or obtain a permit.  The Idaho Transportation Department 

operates 17 different Ports of Entry (POE) with 22 total fixed scales in the State.  Haugan POE is actually 

located in Montana and is staffed jointly by Montana and ITD personnel.  ITD also covers half of the 

operating costs at the site.  The 22 Port of Entry sites are identified in Table 2.2 below along with the number 

of personnel, shifts, and days open in 2014. 

                                                                 

97
 The Draft Comprehensive Freight Network developed by FHWA under MAP-21 forms the basis for the apportionment. 
California has 3,117.7 miles on that network, approximately 7.5 percent of the total. 
http://ops.fhwa.dot.gov/freight/infrastructure/pfn/state_maps/states/california.htm. 
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Table 2.2 Idaho Port of Entry Facilities 

Port of Entry 
Primary/
Satellite 

ITD 
District Route 

Direction 
Monitored Personnel Shifts 

Days Open 
per Week 

Bonners Ferry Primary 1 U.S. 95 NB/SB/EB/WB 2 279 3 

Cotterel
a
 Primary 4 I 84 EB/WB 7 825 7 

E Boise
a
 Primary 3 I 84 EB/WB 11 1,341 7 

Haugan
b
 Primary 1 I 90 EB/WB 4 296 7 

Hollister Primary 4 U.S. 93 NB/SB 2 368 3 

Horseshoe Bend Primary 3 SH 55 NB/SB 1 156 4 

Huetter Primary 1 I 90 EB 6 426 6 

Inkom# Primary 5 I 15 NB/SB 8 969 7 

Lewiston
b
 Primary 2 U.S. 95 NB/SB 4 451 4 

Lewiston Hill Primary 2 U.S. 95 SB 1 141 5 

Marsing Primary 3 U.S. 95 NB/SB/EB 2 377 7 

Sage Jct. Primary 6 I 15 NB/SB 5 869 7 

Ashton Satellite 6 U.S. 20 N/A Rover 61 Variable 

Carmen (Salmon) Satellite 6 U.S. 93 NB/SB Rover 14 Variable 

Kooskia Satellite 2 U.S. 12 NB/SB Rover 15 Variable 

Priest River Satellite 1 SH 57 SB Rover 47 Variable 

St. Maries Satellite 1 SH 3 NB Rover 70 Variable 

Source: ITD, Google Maps, Cambridge Systematics.  Satellite sites are not permanently staffed; intermittent 

operations only. 

a
 Indicates multiple facilities at location. 

b
 Indicates median site located between directions of travel. 

An additional 11 mobile rover units help cover bypass routes and conduct random inspections throughout the 

State.  Figure 2.1 below shows the location of the fixed and mobile facilities used in the State. 

The Ports of Entry are staffed by ITD peace officers who run the weigh station and are able to write citations 

for size and weight violations.  They also can conduct limited Level II safety inspections that cover the driver 

and obvious visual issues with the truck found during a walk around.  However, because ITD staff do not 

have full police authority, they must contact and rely on the Idaho State Patrol to conduct any in-depth 

inspections or detain a driver.  In total, ITD personnel issued more than 8,000 citations for weight and safety 

violations in 2014.  Additional information on the Port of Entry system in Idaho is being developed by 

Cambridge Systematics, Inc. and BGM Consulting LLC as part of the “State of Idaho Port of Entry System 

Study.” 
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Figure 2.1 Idaho Port of Entry Facilities Map 

 

Source: ITD, Cambridge Systematics, Inc. 
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2.1.4 International Border Crossings 

In addition to the 17 Ports of Entry identified above, there are 2 international ports, Porthill and Eastport, 

connecting Idaho with Canada.  Eastport is located on U.S. 95 and connects to the British Columbia Hwy 95.  

The Port is open 7 days a week, 24 hours a day, year round.  The Canadian counterpart to Eastport, 

Kingsate, was rebuilt in 2012.  Porthill is located west of Eastgate on U.S. Route 1 connecting to 

British Columbia Hwy 21.  The British Columbian counterpart to Porthill is Rykerts.  Unlike Eastgate, Porthill 

is only open from 7:00 a.m. until 11:00 p.m. U.S. time, seven days a week and commercial shipments must 

have a port permit to use the crossing.  Canadian Commercial Services are open from 8:00 a.m. until 

4:00 p.m., Monday through Friday.
98

 

Figure 2.2 and Figure 2.3 below show truck travel trends at the two international ports between the 

mid-1990s and 2014. 

Figure 2.2 Annual Truck Volume 

Eastport POE 1996 to 2014 

 

Source: U.S. BTS.  North American Transborder Freight Data. 

                                                                 

98
 http://www.ezbordercrossing.com/list-of-border-crossings/idaho/. 
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Figure 2.3 Annual Truck Volume 

Porthill POE 

 

Source: U.S. BTS.  North American Transborder Freight Data. 

Truck flows through Eastport have risen gradually over the last two decades with minor declines in the early 

2000s and during the global recession in 2008 to 2009.  Eastport handles nearly 15,000 more trucks 

annually then it did during the recession.  Eastport’s location on U.S. 95, a major north-south truck route in 

Idaho, likely plays a major role in this increase in volume and strong economic ties with Canada provide a 

common trading partner at the border.  Truck flows through Porthilll have not recovered since the 2009 

recession and remain fair below 2008 peaks.  In addition to truck volume, the value of goods flowing through 

Eastport also has risen slightly since 2009.  Live animals, machinery and mechanical parts for reactors, and 

vehicles are the top commodities by value moving through Eastport.  Figure 2.4 and Figure 2.5 shows the 

top 10 commodities by value for both ports in 2014. 
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Figure 2.4 Top 10 Truck Commodities by Value at Eastport 

2014 

 

Source: TransBorder Freight Data. 

Figure 2.5 Top 10 Truck Commodities by Value at Porthill 

2014 

 

Source: TransBorder Freight Data. 

2.1.5 ITS Infrastructure 

Intelligent Transportation Systems (ITS) are an effective way to increase operational capacity on roadways 

by better managing traffic and providing information to drivers in real time.  MAP-21 encourages the use of 

advanced technologies in freight plans, and the Fixing America’s Surface Transportation (FAST) Act also 

includes significant funding for ITS research and deployment.  The Idaho Transportation Department has 

worked together with other agencies to study and improve the ITS system of Idaho.  An ITS Strategic Plan, 
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last updated in 2011, is the guiding document behind ITS planning in Idaho.
99

  As of the 2011 ITS Strategic 

Plan Update, there were 43 operational Freeway Dynamic Message Signs (DMS), 85 operational Road 

Weather Information System (RWIS), and 43 operational or deployed Closed Circuit Television (CCTV) 

cameras, as well as a robust 511 traveler information web site. 

 Dynamic Message Signs (DMS) are signs either along or above the roadway that can be changed 

remotely to display different messages.  It is a quick and effective way to warn travelers about 

congestion, incidents, or road conditions ahead and provide alternatives or directions.  DMS also are 

being used to display messages encouraging slower and safer driving habits.
100

  Idaho Transportation 

Department continues to add new signs and replace old signs; there were 55 active DMSs in the State 

as of August 2013.
101

 

 Road Weather Information Systems (RWIS) collect, transmit, and disseminate weather and road 

conditions.  Sensors can measure pavement temperature and status, subsurface pavement temperature, 

wind speed, precipitation, and other weather factors and relay this data to automated warning systems, 

traffic operations centers, or road maintenance facilities for further action.
102

 

 Closed Circuit Television (CCTV) Cameras monitor roadways throughout Idaho, providing real-time data 

on traffic and incidents to traffic management centers and the 511 system. 

 The Idaho 511 Traveler Information System is a portal for traveler information.  Information is available 

on-line, by dialing 5-1-1 on a phone in the State, or by using a free Smartphone application.  All three 

interfaces have abundant information on passenger travel while also providing separate information 

specific to truck operations.  The information includes the location of critical disruptions, closures, 

restrictions, spring break up, weather station alerts, truck ramps, weigh stations, weather conditions, 

traffic speeds, cameras, electronic signs, and mountain passes.
103

 

The majority of the funding for Idaho’s Intelligent Travel System during FY 2011 to FY 2013 was designated 

for DMS, CCTV, and the 511 Traveler Information System.
104

  One further ITS technology that is planned, 

though not currently active in Idaho, is ramp metering.
105

  Ramp metering controls the flow of vehicles 

entering a highway by only allowing vehicles to proceed when there is enough space in the highway traffic 

                                                                 

99
 Kimley-Horn and Associates. “Idaho ITS Strategic Plan Update. 2011 Update – Final Report.” March 2011. On-line at:  
http://bannockplanning.org/wp-content/uploads/201ITSStrategicPlanUpdate_Final.pdf. 

100
 “Idaho tests what resonates with drivers.” Weekly Mailer. April 7, 2015.  On-line at:  
http://www.minicassia.com/news/article_6b69b2be-dcb0-11e4-b52e-af8453a72558.html. 

101
 Reed Hollinshead. “New electronic signs improve message delivery to motorists.” The Transporter. February 8, 

2013. On-line at:  http://itd.idaho.gov/transporter/2013/020813_Trans/020813_NewMessageSigns.html. 

102
 Federal Highway Administration. An Introduction to Standards for Road Weather Information Systems (RWIS). 

July 2002. On-line at:  http://ops.fhwa.dot.gov/weather/publications/rwis_brochure.pdf. 

103
 Idaho Transportation Department. 511 Truckers’ Info. On-line at:  
http://tr.511.idaho.gov/#traffic/search?layers=trafficSelectAll%2CstateTraffic%2CgoogleTraffic&timeFrame=TODAY.  
Information can also be obtained by calling 1-888-432-7623 from any location. 

104
 Kimley-Horn and Associates. “Idaho ITS Strategic Plan Update. 2011 Update – Final Report.” March 2011. On-
line at:  http://bannockplanning.org/wp-content/uploads/201ITSStrategicPlanUpdate_Final.pdf. 

105
 “Treasure Valley ITS Architecture.” July 11, 2013. On-line at:  
http://www.compassidaho.org/prodserv/TURBO/projects.htm. 
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flow to accept them.  The controlled freeway flow would reduce congestion which in turn increases speed, 

decreases travel time, and decreases accident rates.
106

  However, in many locations in Idaho, storage on 

ramps and local road networks is prohibited.  Some of the benefits that do arise from ramp metering include 

controlled freeway flow and discouraged short freeway trips. 

Figure 2.6 shows the locations of the above infrastructure elements in Idaho. 

                                                                 

106
 http://www.itd.idaho.gov/projects/d3/I84OrchardToGowen/PDF/Ramp%20Metering.pdf. 
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Figure 2.6 ITS Infrastructure in Idaho 

 

Source: ITD, Cambridge Systematics, Inc. 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
C-13 

Finally, the State’s ITS Plan only tangentially mentions one further piece of ITS technology – 

Weigh-in-Motion (WIM).  There are four mainline weigh-in-motion (WIM) systems currently employed at Ports 

of Entry in Idaho.  These are located at the East Boise and Lewiston Ports of Entry (one covering each 

direction of travel at both sites).  Another WIM system is located at the Haugan POE on Interstate 90 just 

east of the Idaho/Montana border.  A further system is under construction at Huetter POE on Interstate 90 

eastbound.  WIM scales, which are buried in the pavement, allows for the weighing of vehicles that pass over 

the scale at highway speeds.  This data is then transferred to the weigh station for analysis.  While the 

system is not accurate enough to issue citations directly, they do act as a screening tool for the Ports of 

Entry allowing vehicles that are well below the weight limit to bypass the site while those that are at or above 

the threshold must report for a more accurate weight measurement on a static scale at the facility.  The data 

collected by WIM including traffic volume patterns, weight, vehicle type, and (depending on the system 

installed) speed, also are useful inputs for multimodal and enforcement planning activities.  Figure 2.7 below 

shows a WIM system in use. 

Figure 2.7 Example Weigh-in-motion Scales 

Arkansas 

 

Source: https://www.fhwa.dot.gov/publications/focus/10dec/01.cfm.  The red circles show where the WIM scales are 

beneath the pavement. 

The majority of the funding for Idaho’s Intelligent Travel System during FY 2011 to FY 2013 was designated 

for DMS, CCTV, and the 511 Traveler Information System.
107

 

2.2 Rail Infrastructure and Use 

Rail represents the largest modal alternative to truck use in Idaho.  It carries the second largest quantity of 

goods (in tons) in the State, and is used for intrastate, Interstate, and through state movements.  

Furthermore, because of the major intermodal yards in adjacent states (at Spokane, WA and 

Salt Lake City, UT), many supply chains that utilize trucks to deliver goods to and from Idaho businesses 

                                                                 

107
 Kimley-Horn and Associates. “Idaho ITS Strategic Plan Update. 2011 Update – Final Report.” March 2011. On-
line at:  http://bannockplanning.org/wp-content/uploads/201ITSStrategicPlanUpdate_Final.pdf. 
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also rely on rail for a portion of the trip.  This section summarizes and updates infrastructure and use 

information from the Idaho Statewide Rail Plan.
108

  Key data description/maps in this section include: 

 Ownership and trackage rights. 

 Train volume. 

 Important Rail Facilities. 

 International Connections. 

Rail transportation offers a vital supplement or alternative to trucking, which is by far the dominant mode for 

freight movement in the State.  In addition to providing modal choice and resiliency, each rail car carries the 

equivalent of four trucks, removing a large number of vehicles from the State’s road infrastructure.  In 2012, 

rail carried 12 percent of the freight moved in Idaho (by weight) and 5 percent of the total value of goods 

moved.  Rail is particularly suited to carry bulk products that are heavy but relatively low in value such as 

coal, fertilizer, grains, and lumber.  Of the top five commodities shipped and top five received by volume in 

2014 by Union Pacific, only two (Food and Beverages and Refrigerated Products) were not directly tied to 

agriculture, construction, or mining and utilities.  Freight-reliant industries, including agriculture, mining and 

utilities, construction, and manufacturing all rely on rail to move goods to/from destinations and origins within 

the State.  Wholesale and retail supply chains also utilize rail, though the location of major intermodal yards 

in states adjacent to Idaho means that intermodal container usage within the State is relatively low.  The 

importance of the agribusiness and raw materials processing sectors can be seen in the dispersal of the 

State’s rail network, especially in southern Idaho where the agriculturally productive lands of the Snake River 

Plain, Magic Valley, and Treasure Valley are found. 

Two of Idaho’s most important industries remain agribusiness and the extraction of raw materials, both of 

which heavily rely on rail service to move high-volume, low-value raw materials.  As recently as 2011 

approximately 60 percent of all-freight rail tonnage generated within Idaho are related to agricultural or food 

products, while at least 22 percent pertain to raw materials.
109

 

2.2.1 Railroad Owners and Operations 

Table 2.3 below identifies the rail operators in Idaho, the amount of track they own, and the amount of track 

they have operating rights on.  Idaho has two Class I railroads, one Class II railroad, and nine Class III 

railroads.  Railroad classes are based on operating revenue.  In 2013, Class I railroads had revenues of 

$467 million or more (adjusted annually for inflation from base year of 1991), Class II railroads had revenues 

between $37.4 million and $467 million, and Class III railroads had operating revenues below $37.4 

million.
110

  Three of the Class III railroads – Boise Valley Railroad, Eastern Idaho Railroad, and Great 

Northwest Railroad – are owned by Watco Companies, LLC.  Watco Transportation Services, LLC is a 

holding company with 34 short line railroads on more than 4,700 miles of track in the U.S.
111

 

                                                                 

108
 Idaho Transportation Department. Idaho Statewide Rail Plan. April 10, 2013.  This document contains detailed 

information about each rail line in Idaho. 

109
 American Association of Railroads.  Freight Railroads in Idaho.  Washington D.C.  April 2011. 

110
 Association of American Railroads.  Class I Railroad Statistics.  May 26, 2015. 

111
 WATCO Companies.  “About Us.” 2015. On-line at:  https://watcocompanies.com/about-us/the-company/. 
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Table 2.3 Idaho Railroad Mileage 

Trackage Rights and Use 

Company Trackage 
Owned 
(Miles) 

Trackage 
Rights 
(Miles) 

Additional 
Information 

BNSF Railway Company (BNSF) 118.4 457.9 Great Northern Corridor 6,000 annual 
carloads. 

Union Pacific Railroad (UPRR) 877.4 1,520.4  

Class I Total 995.8 1,978.3  

Montana Rail Link (MRL) 33.5 82.0 Interchange with BSNF.  18 trains/day.   

Class II Total 33.5 82.0  

Bountiful Grain and Craig 
Mountain Railroad (BGCM) 

126.6 128.2 Interchange with Great Northwest Railroad 
(GNRR) with further service to UP and BNSF.  
Three branches:  Grangeville, Kooskia, and 
Revling.  Working to reopen section of track 
from Jaype mill site to Lewiston. 

St Maries River Railroad (STMA) 72.3 72.3 Interchange with UP.  Major commodities 
include lumber, plywood, veneer, logs, and 
inbound magnesium chlorite. 

Class III Switching/Terminal 
subtotal 

198.9 200.5  

Boise Valley Railroad (BVRR)* 37 11 Serves 84 customers, interchange with UP.  
Major commodities include potatoes, lumber, 
fertilizer, and fuels. 

Eastern Idaho Railroad (EIRR)* 264.5 266.1 Interchange with UP.  Mainly agricultural 
products. 

Great Northwest Railroad 
(GNRR)* 

4.3 4.3 Interchange with UP and BNSF.  Primary 
commodities are forest products consisting of 
lumber, paper and tissue; agricultural 
products, industrial and farm chemicals, and 
scrap iron. 

Idaho Northern and Pacific 
Railroad (INPR) 

101.3 157.8 Interchange with UP.  Major commodities:  
forest and agricultural products, chemicals. 

Pend Oreille Valley Railroad 
(POVA) 

25.7 28.7 Interchange with BNSF at Sandpoint.  
Operates three days a week. 

United States Government (USG) 24.3 24.3 Interchange with UP.  Track inside Idaho 
National Laboratory and Mountain Home Air 
Force Base. 

Washington & Idaho Railway 
(WIR) 

19.1 19.1 Interchange with BNSF.  Commodities:  
agricultural goods, cement, fertilizer.  Operated 
by WIR under lease from WATCO’s 
Washington Idaho Montana (WIM) line. 

Class III Local Railroads subtotal 481.3 560.9  

Class III Total 680.2 761.4  

Total Idaho Track 1,709.5   

Source: Idaho State Rail Plan pages 2-5, Company web sites for commodities, 
http://www.corridorsofcommerce.com/explore-the-corridors/great-northern/at-a-glance.html. 

*
 Indicates a company owned by Watco. 
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These rail lines serve hundreds of businesses in Idaho, including Amalgamated Sugar Company and Idaho 

Forest Group whose supply chains are discussed in detail in Section 3 of Task 2.  Figure 2.8 below shows 

the locations of these rail lines in Idaho.  Union Pacific is heavily focused in the southern portion of the State 

along the Snake River Valley though it also operates a line from the Washington State border near 

Coeur d’Alene northeast to the Canadian border at Eastport.  BNSF’s Great Northern Corridor operates 

through the northern section of Idaho, running parallel to U.S. 2 and U.S. 95 in most of the State.  Idaho’s 

Class II line, the Montana Rail Link follows SR 200 from the Montana border to an interchange with BNSF in 

Sandpoint and has trackage rights on the BNSF mainline to Spokane, WA.  Idaho’s Class III lines serve as 

feeder and distribution routes to many companies in the State and provide a crucial link to the nationwide 

Class I system. 

Figure 2.8 Railroads and Operators in Idaho 

 

Source: ITD, FRA, Cambridge Systematics, Inc. 
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2.2.2 Rail Volume 

Figure 2.9 below shows the rail lines in Idaho classified by the amount of freight they carry measured in 

gross-ton miles.  The busiest section of rail in the State is near Sandpoint, where UP, BNSF, and Montana 

Rail Link lines converge to cross Lake Pend Oreille.  This is the major chokepoint between the rail hub in 

Spokane, Washington and points further west and destinations in the Midwest U.S.  Approximately 50 trains, 

and as many as 70, utilize this single-track crossing every day.
112

  Union Pacific’s Northwest Corridor which 

travels east-west across the State through the Snake River Valley is also a heavily used line. 

Figure 2.9 Rail Line Density in Idaho, 2009 

Millions of Gross-Ton Miles 

 

Source: FRA. 
                                                                 

112
 Zach Hagadone. “BNSF Plans New Rail Bridge over Lake Pend Oreille in North Idaho.” Boise Weekly. August 
28, 2104. On-line at:  http://www.boiseweekly.com/CityDesk/archives/2014/08/28/bnsf-plans-new-rail-bridge-over-lake-
pend-oreille-in-north-idaho. 
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2.2.3 Rail Yards and Major Facilities 

Table 2.4 below identifies the major railroad yards and facilities in and adjacent to Idaho.  Idaho does not 

have any intermodal facilities to either ship or receive intermodal containers.  The closest facilities are 

located outside of Idaho in Spokane, Washington and Salt Lake City, Utah both of which are operated by 

Union Pacific.  However, the State does have transload facilities which are used to transfer goods between 

modes – most often rail and truck.  Grain is a common commodity handled at these facilities, and four 

locations in the State can accommodate 100+ car unit trains of grain.  These facilities are included below.  

Other goods could include bulk material such as coal, or other products such as lumber or construction 

material that do not move in palletized form.  Finally, the table also lists important freight rail infrastructure 

such as major yards and hubs which often serve as refueling points or crew change locations. 

Table 2.4 Idaho Railroad Yards and Major Facilities 

Yard/Facility Name 
Yard 

Location 
Ownership/

Access 
Yard 
Type 

Capacity 
(If Applicable) 

Commodities 
Handled 

Inland Empire 
Distribution Systems, 
Inc. 

Spokane 
Industrial Park, 
Washington 

UPRR Transload 500,000 sq. ft of 
warehouse, 24 car 
spots. 

 

Spokane Intermodal 
Facility 

Spokane, 
Washington 

BSNF Intermodal  Container service 
to St. Paul, 
Minnesota and 
Chicago, Illinois 

Port of Montana Butte, Montana UPRR Transload 130 car spots  

Salt Lake City 
Intermodal Terminals 

Salt Lake City, 
Utah 

UPRR Intermodal Four tracks handling 
60 intermodal 
double-stack rail 
cars.  Five storage 
tracks. 

 

Railex Wallula, 
Washington 

UPRR Transload/
Consolidation 
terminal for ag/
food products 

19 enclosed rail 
docks, 38 enclosed 
truck docks for 
refrigerated goods. 

Agriculture and 
Food products – 
cold temperature 
controlled. 

Gavilon Grain Burley EIRR Transload 110 railcars Grain 

Land O Lakes 
Farmland Feed 

Gooding UPRR Transload 100 railcars Grain 

Lansing Grain Bliss UPRR Transload 100 railcars Grain 

Simplot Land and 
Livestock 

Mountain Home UPRR Transload 110 railcars Grain 

Hauser  Hauser, Idaho BNSF Refueling 25 to 50 trains/day  

Nampa Nampa, Idaho UPRR Transload/Rail 
Hub 

  

Pocatello Pocatello, Idaho UPRR Rail Hub   

Sandpoint Junction Sandpoint, Idaho BNSF Rail Hub   

Source: Idaho State Rail Plan.  Union Pacific Distribution Services. 
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2.2.4 Rail Crossings 

Rail-grade crossings are an important part of the State’s rail infrastructure.  These locations are a serious 

safety concern, create delays for vehicular traffic, and can create delays for the railroad network if there is an 

incident at the site.  Idaho has a total of 2,359 at-grade highway-rail crossings of which 54 percent are in 

areas accessible to public vehicles.  Bingham County has the highest number of at-grade crossings with 170 

total, 126 of which are open to public vehicles.  Canyon County has the second highest total with 140.
113

  A 

detailed analysis of incidents at these locations are included in the safety analysis section found in Task 4. 

Idaho utilizes a large variety of traffic control devices at these locations, including both passive control 

devices (signs and pavement markings) and active control devices (flashing signals, gates, and bells).  The 

type of device used is dependent on the specific location, incident history, and traffic factors.
114

 

2.2.5 International Connections 

Idaho has one international rail crossing located at Eastport, Idaho.  UPRR’s Spokane Subdivision crosses 

between the U.S. and British Columbia, Canada, and connects to Canadian Pacific’s Kingsgate Subdivision.  

The border crossing and UPRR line are shown in Figure 2.10 below. 

                                                                 

113
 FRA Office of Safety Analysis.  Total At-Grade Highway-Rail Crossings for Idaho.  On-line at:  

http://safetydata.fra.dot.gov/OfficeofSafety/publicsite/Query/invtab.aspx. 

114
 Details on crossing control devices can be found at:  
http://itd.idaho.gov/manuals/Manual%20Production/Traffic/850RR.pdf. 
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Figure 2.10 Eastport/Kingsgate International Rail Border Crossing 

 

Source: ITD.  Oak Ridge National Laboratories. 

Approximately 1,400 trains crossed the international border at Eastport in 2014.  Rail traffic at Eastport has 

risen steadily over the last 20 years, other than a dramatic dip in 2009 that was likely caused by the global 

economic recession.  2014 volumes approached 120,000 loaded cars per year, approximately double the 

volume of 2002. 
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Figure 2.11 Annual Rail Volume 

Eastport, Idaho 1996 to 2014 

 

Source: U.S. BTS.  North American Transborder Freight Data. 

By value, the top commodity moved through Easport/Kingsgate by rail in 2014 was fertilizer, which 

accounted for approximately 28 percent of the total value of goods.  This was followed by mineral fuels, oils, 

and their associated products, and residues and waste from food industries and prepared animal feed.  

These three commodities represent 56 percent of the total value of goods moving through Eastport.  The 

value of fertilizer moved is nearly double that of the top commodity moved by truck – live animals.  These 

bulk commodities are typical of rail movements, especially for northern Idaho which has limited access to 

intermodal container terminals and associated traffic which in other locations makes up a significant share of 

traffic.  Each full rail car that utilizes the Eastport/Kingsgate crossing replaces four trucks that otherwise 

would need to use U.S. 95 and surrounding routes, reducing congestion, infrastructure degradation, and 

environmental pollutants associated with truck movements. 
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Figure 2.12 Top Rail Commodities by Value at Eastport, Idaho 

2014 

 

Source: U.S. BTS.  North American Transborder Freight Data. 

The border crossing at Eastport/Kingsgate consists of two mainline tracks, numerous sidings, and a yard on 

the U.S. side of the border.  New scanning technology was put in place approximately six years ago that has 

decreased wait time at the border for both trains and trucks, though details on the type of scanning 

equipment are not available.  There also is limited public information regarding operations at the border.  In 

the 1970s, the procedure for a Canadian bound train was to leave the train on the U.S. side of the border, 

have a Canadian Pacific locomotive cross the border, hook up to the train, and slowly bring it across the 

border for inspection.  This process was reversed for U.S. bound freight.
115

  The Border Infrastructure 

Investment Plan Canada – United States which examines border crossings between the two counties does 

not list any rail infrastructure or inspection-related projects in the last five years, and proposes only minor 

improvements to inspection areas that will not impact rail operations over the next five years.
116

  Figure 2.13 

below shows the border crossing and U.S. rail infrastructure at Eastport/Kingsgate.  This crossing also gives 

Canadian Pacific the ability to route goods on UP trackage from U.S. west coast ports, through Idaho, and 

back to CP’s main east-west route should its only west-coast Canadian terminal in Vancouver become 

unavailable. 

                                                                 

115
 http://www.trainorders.com/discussion/read.php?15,3380556,nodelay=1. 
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 “Broder Infrastructure Investment Plan Canada – United States.” December 2014. On-line at:  
http://www.dhs.gov/sites/default/files/publications/border-infrastructure-investment-plan-december-2014_0.pdf. 

0 100 200 300 400 500 600 700 800

Fertilizers

Mineral fuels; mineral oils and products of their distillation; Bituminous substances;
Mineral waxes

Residues and waste from the food industries; Prepared animal feed

Animal or vegetable fats and oils and their cleavage products; Prepared edible fats;
Animal waxes

Inorganic chemicals; Organic or inorganic compounds of precious metals; of rare-earth
metals

Cereals

Iron and steel

Plastics and articles thereof

Wood and articles of wood; Wood charcoal

Salt; Sulfur; Earths and stone; Plastering materials; lime and cement

Millions of Dollars 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
C-23 

Figure 2.13 Eastport/Kingsgate Rail Infrastructure 

 

Source: Google Maps. 

2.3 Port and Waterway Infrastructure and Use 

2.3.1 Columbia, Snake River Inland Waterway System 

The Columbia Snake River System, through the Port of Lewiston, provides Idaho with a water access to the 

Pacific Ocean.  From the Pacific Ocean, the first 105 miles to Portland/Vancouver consists of a deep draft 

channel of 43 feet.  The remainder of the system, 360 miles from Portland/Vancouver to Lewiston, Idaho, 

has a 14-foot channel and passes eight dams/locks while rising 730 feet.  The system handled over 

54 million tons of cargo in 2012, with 9 million of those tons utilizing the upper section of the system.  The 

system is a major export route for Idaho-grown wheat, barley, and peas/lentils.
117

 

Figure 2.14 below shows the Columbia Snake River System and accompanying infrastructure. 

                                                                 

117
 Pacific Northwest Waterways Association.  “Columbia Snake River System Facts.”  On-line at:  
http://www.pnwa.net/new/Articles/CSRSFactSheet.pdf. 
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Figure 2.14 Locks and Dams on the Columbia Snake River System 

 

Source: Pacific Northwest Waterways Association.  Fact Sheet. 

2.3.2 Port of Lewiston 

The Port of Lewiston is the eastern end of the commercially navigable Columbia Snake River System, 

465 miles from the Pacific Ocean.  It is the most inland port on the U.S. west coast. 

The Port of Lewiston’s main waterfront site is Northport, located on the north side of the Clearwater River 

across from the City of Lewiston.  The site hosts a container yard, 150,000 square feet of warehousing, and 

grain storage areas with a capacity of 6.2 million bushels.  A dock extension partially funded by a 2012 

TIGER Grant award was completed in 2014, further expanding shipping capabilities.
118

 

Key intermodal connections include:
119

 

 U.S. Highways 12 and 95, with further connections to Interstate 84 and Interstate 90; 

 A link to Union Pacific and Burlington Northern/Santa Fe Railroad mainlines in Ayer, Washington through 

the Great Northwest Railroad feeder line; and 

 Nez Perce County Regional Airport is located five miles from the Port. 

Figure 2.15 and Figure 2.16 below show the road and rail networks at Northport. 

                                                                 

118
 http://greatnortherncorridor.org/pdf/members/tech%20memo%201-final%20revised.pdf. 

119
 Port of Lewiston.  “River, Road, Rail & Air.”  On-line at:  http://portoflewiston.com/intermodal-transportation/river-
road-rail-air/. 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
C-25 

Figure 2.15 Port of Lewiston 

Northport Truck Route 

 

Source: http://portoflewiston.com/wp-content/uploads/2015/01/Dockside-Truck-Route-Map.pdf. 
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Figure 2.16 Port of Lewiston – Northport Rail Infrastructure 

 

Source: Northport Transportation Study:  http://portoflewiston.com/wp-content/uploads/2015/02/Northport-

Transportation-Study.pdf. 

In 2014, 3,240 20-foot equivalent units (TEU) were exported through the Port of Lewiston.  Pulses made up 

more than 90 percent of the freight, with paper being the only other significant commodity shipped.  

Containers were floated on barge downriver to the Port of Portland and then moved onto ocean-going 

vessels for export overseas.  However, due to the withdrawal of container service from the Port of Portland in 

March 2015 by Hapag-Lloyd, the Port of Lewiston suspended container on barge service in April 2015.
120

  

This closure is expected to impact pea and lentil shippers who could see transportation costs increase by 

60 percent to 100 percent due to truck shortages and limited intermodal transportation competition.  

Stakeholder interviews revealed that a limited container on barge service is scheduled to resume in 

December 2015.  Containers will be sent on barge from Lewiston to Morrow, Oregon, where they will be 

transferred to rail for the journey to ports in Tacoma and Seattle.
121

  Although this route is not expected to 

yield significant financial savings for exporters compared to the truck route to West Coast Ports, the return of 
                                                                 

120
 Port of Lewiston.  “POL Suspends Container on Barge Service, April 8, 2015.”  On-line at:  
http://portoflewiston.com/port-of-lewiston-suspends-container-on-barge-service-april-8-2015/. 

121
 “Port of Lewiston Officials Unveil new Route to Move Idaho Exports.”  Boise Weekly.  November 12, 2015.  On-
line at:  http://www.boiseweekly.com/boise/port-of-lewiston-officials-unveil-new-route-to-move-idaho-
exports/Content?oid=3647329. 
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limited service is meant to increase demand for the reinstallation of the full container on barge service to the 

Port of Portland.  The Port of Portland is helping financially to set up the limited service in expectation that it 

will help maintain the demand and eventually lead to the return of a full waterborne option.  Figure 2.17 

shows the container traffic from 2010 to 2014.  

Grain shipments remain a key strength of the Port, with 659,169 tons of wheat/barley shipped in 2014 

through two major grain facilities – Lewis Clark Terminal and CLD Pacific Grain, LLC.
122

  Although these 

terminals are privately owned and operated, the economic activity is an indicator of regional economic 

activity. 

Figure 2.17 Port of Lewiston Container Traffic 

2010 to 2014 

 

Sources: http://portoflewiston.com/audit-shows-lewiston-port-had-difficult-times-in-fiscal-year-2013/, 

http://www.wildsalmon.org/projects/lower-snake-river-waterway/lewiston-tribune-port-of-lewiston-sees-its-

container-shipping-drop-to-lowest-levels-in-years.html. 

One other service offered by the Port of Lewiston is acceptance of oversize and overweight cargo such as 

refining equipment or wind generator components.  The Port has imported this cargo in the past; however, 

current travel restrictions on U.S. 12 due to a court case limit the maximum width of cargo to 16 feet.  The 

Port has received inquiries about accepting oversize cargo, but until this restriction are lifted, opportunities to 

move oversized cargo will be limited. 

In addition to its intermodal shipping operations, the Port of Lewiston also plays an important economic 

development role for Nez Perce County, the surrounding region, and the State of Idaho.  The Business & 

Technology Park and the Harry Wall Industrial Park are Port owned parcels that provide for future 

development opportunities in close proximity to the Port.  Another economic development project – Southport 

Industrial Park – was transferred to private ownership in 2004.  These locations house a number of different 

                                                                 

122
 Port of Lewiston.  Container Shipping Report, Month of December 2014.  On-line at:  

http://www.portoflewiston.com/wp-content/uploads/2010/11/December-2014-Shipping-Report.pdf. 
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businesses, including logistics and engineering and manufacturing for high-tech products including medical 

devices.  All of the freight moving in and out of the industrial parks travels by truck. 

A 2014 economic impact study of the Port of Lewiston indicates that for every $1 invested, the Port 

generates $8.80 in local tax revenue.  Firms and businesses associated with the Port or its properties are 

responsible for 2,736 jobs, $14.8 million in state and local taxes.
123

 

2.4 Aviation Infrastructure and Use 

In a state as large and geographically diffused as Idaho, airports serve a critical role for the freight industry.  

Typically, cargo with high value, high-time sensitivity and/or high security requirements move by air as it is 

the fastest and often best tracked method to move goods.  High-value electronics, pharmaceuticals, some 

agricultural product, and essential replacement parts for manufacturing lines are examples of goods 

commonly moved by air.  Additionally, airports that do not (or only rarely) support cargo flights still help 

freight-related businesses in the State by providing transportation access for clients, company employees, or 

business partners. 

2.4.1 Overview 

Air accounts for less than 1 percent of trade by weight in Idaho, but 2 percent by value, again reflecting the 

high-value/low-weight cargo typical of air shipments.  Air is expected to grow to 5 percent of cargo by value 

by 2040.  Another area of growth that includes air is the “multiple modes and mail” sector.  Air is commonly 

used in combination with other modes to transport mail and small packages, and this mode is projected to 

increase from 12 percent of shipments by value to 16 percent over the next 28 years. 

The 2010 Idaho Airport System Plan (IASP) identifies 75 public use airports in the State and divides them 

into five categories:  Commercial Service, Regional Business, Community Business, Local Recreational, and 

Basic Service.  These airports are identified in Figure 2.18 below. 
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 Steven Peterson.  Port of Lewiston, Idaho – USA.  Economic Impacts on the Regional Economy. October 2014.  

On-line at:  http://portoflewiston.com/wp-content/uploads/2015/01/POL-EIRE-8.5x11-FINAL.pdf. 
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Figure 2.18 Airports in Idaho 

 

Source: https://itd.idaho.gov/aero/Publications/08SystemPlan/Executive_Summary/IASP_ES-

FINAL%28LowRes%29.pdf. 
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Of the 75 locations in the study, 27 percent report some amount of freight activity.  Although all planes are 

capable of carrying cargo (parcels and packages for example), the most important airports are the 

commercial service airports with scheduled national or regional/commuter air service (7 sites) and regional 

business airports that connect that support regional economic activities and connect to the State and national 

economies (16 sites).  One of the benchmarks suggested in this study is “percent of airport with air cargo/

freight activities.”
124

 

Table 2.5 and Table 2.6 provide summary statistics for air cargo service in Idaho for the commercial service 

airports identified in the IASP plus Coeur d’Alene which stakeholders identified as having intermittent air 

cargo service.  It is important to note that all of these airports are served by passenger airlines, and thus all 

have the ability to ship and receive cargo in the belly of passenger flights even if there is no dedicated cargo 

service listed.  Alaska Airlines for example has cargo handling capabilities at Boise, Lewiston, 

Moscow-Pullman, and Sun Valley. 

Table 2.5 Idaho Cargo Airlines and Commercial Service Airports 

Scheduled Service 

Airline Boise 

Hailey 
(Sun 

Valley) 
Idaho 
Falls 

Pullman- 
Moscow 

(Washington) Lewiston Pocatello 
Twin 
Falls 

Coeur 
d’Alene 

Ameriflight        

Empire        

FedEx        

UPS        

Western Air Express        

Air Mail        

Worldwide Freight Express        

Source: WSDOT Aviation Division, Airport web sites. 

                                                                 

124
 Idaho Airport System Plan. 2010. On-line at:  
https://itd.idaho.gov/aero/Publications/08SystemPlan/IDAirportSystemPlan.htm. 
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Table 2.6 Summary Statistics, Commercial Service Airports in Idaho (2014) 

Feature Boise 

Hailey 
(Sun 

Valley) 
Idaho 
Falls 

Pullman- 
Moscow 

(Washington) Lewiston Pocatello 
Twin 
Falls Coeur d’Alene 

Number of 
Runways, 
Length 

2; 10,000 
and 9,763 

feet 

1; 7,550 
feet 

2; 9,002 
and 

4,051 
feet 

2; 6,730 feet 2; 6,511 
and 5,002 

feet 

2; 9,060 
and 7,150 

feet 

2; 8,703 
and 

3,224 
feet 

2; 7,600 and 
5,400 feet 

Annual Flights 
(passenger) 

18,635 1,401 3,298 1,225 1,675 1,108 1,090 15 enplanements 

Passengers 1,373,160 65,506 165,695 41,493 59,920 24,498 28,542 No Data 

Tons, Value 344 
million 
pounds 

(2014, up 
4.7 

percent 
from 

2013) 

No Data No Data No Data No Data No Data No Data  

Aircraft 
Operations 

325/day 121/day 97/day 80/day 99/day 63/day 69/day 337/day 

Source: www.airnav.com, U.S. DOT Bureau of Transportation Statistics.  U.S. FAA. 

2.4.2 Boise Airport 

As the main air cargo hub in Idaho, Boise Airport (BOI) plays the central role in moving air freight in the 

State.  Boise is a U.S. Customs and Border Patrol Port of Entry and is staffed by U.S. Customs Agents, 

allowing it to process passengers and cargo from outside the United States.  BOI is served by six mainline 

and regional airlines which offer freight service in the belly of passenger jets.  These companies are: 

 Alaska Airlines 

 Allegiant Air 

 Delta 

 Southwest 

 United 

 U.S. Airways. 

In addition to these carriers, there are four cargo-only carriers with regular service – Air Mail, Federal 

Express, UPS, and Western Air Express – plus chartered cargo service availability.  Figure 2.19 below 

shows the time needed to reach major U.S. and Canadian markets from Boise. 

Boise Airport handled nearly 344 million pounds of cargo in 2014, an increase of 4.7 percent from 2013 and 

18,935 flights, including both passenger and cargo flights.  Parcel service by UPS and FedEx both utilize 

service centers close to the airport.  The locations of these facilities in relationship to BOI are shown in 

Figure 2.20 below.  The UPS facility is an approximately 4-mile drive from the airport terminal, FedEx is 

approximately a 9.5-mile drive. 
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Figure 2.19 Air Access from Boise Airport 

 

Source: Idaho Department of Commerce. 

Boise Airport handled nearly 344 million pounds of cargo in 2014, an increase of 4.7 percent from 2013 and 

18,935 flights including both passenger and cargo flights.  Parcel service by UPS and FedEx both utilize 

service centers close to the airport.  The locations of these facilities in relationship to BOI are shown in 

Figure 2.20 below.  The UPS facility is an approximately 4 mile drive from the airport terminal, FedEx is 

approximately a 9.5 mile drive.  
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Figure 2.20 UPS and FedEx Freight Facilities 

Boise, Idaho 

 

Source: Google Maps. 

Table 2.7 below shows the air cargo shipped by UPS and FedEx into and out of Boise Airport in 2014.  

These two carriers handled nearly half of the total air cargo at BOI.  Salt Lake City, UT is the most heavily 

used origin/destination for BOI – FedEx and UPS combined shipped 95 million pounds of cargo through Salt 

Lake City International Airport.  For a single route, FedEx outbound shipments to Memphis was the highest 

volume route with almost 33 million pounds followed by inbound shipments from Memphis at just over 

29 million pounds.  Memphis International Airport is FedEx’s main cargo hub in the United States.  UPS’ 

main origin and destination is Salt Lake City, Utah.
125

 

                                                                 

125
 Note that this table does not account for all possible airport origin-destination pairs.  It also excludes other 
airlines that may carry cargo to/from Boise due to data limitations which include passenger baggage in the air cargo 
figure.  FedEx and UPS do not carry passenger baggage. 
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Table 2.7 UPS and FedEx Air Cargo to/from Boise International Airport, 2014 

Pounds 

Airport Origin/
Destination UPS to BOI FedEx to BOI UPS Out of BOI 

FedEx  
Out of BOI Total 

Salt Lake City 20,995,241 26,881,576 20,756,387 26,439,521 95,072,725 

Denver 102,699 No data 77,727 No Data 180,426 

Las Vegas No Data No Data No Data No Data 0 

Seattle-Tacoma No Data 107,348 No Data 493,314 600,662 

Louisville 2,259,414 No Data 3,125,215 No Data 5,384,629 

Memphis No Data 29,155,416 No Data 32,949,911 62,105,327 

Total 23,357,354 56,144,340 23,959,329 59,882,746 163,343,769 

Source: Flightaware.com (2014). 

Another important airport located outside of Idaho but serving the freight needs of the State is Spokane 

International Airport in Washington.  For cities in Idaho’s panhandle and I-90 corridor such as Coeur d’Alene, 

Sandpoint, and Bonner’s Ferry, Spokane is the closest airport with regular cargo service.  In addition to 

FedEx and UPS, it also provides additional options for specialty cargo such as temperature controlled 

shipments compared to Moscow-Pullman or Lewiston Airports.  It is estimated that Spokane serves nearly 

100 percent of the air cargo for Shoshone and Kootenai Counties.
126

 

2.5 Pipeline Infrastructure 

Idaho moved over 30,000 tons of goods worth more than $12 billion via pipeline in 2012.
127

  The two major 

commodities transported are natural gas and transportation fuel.  Natural gas moves in two Interstate and 

three intrastate distribution networks.  The first major line enters Idaho from Canada and exits around Coeur 

d’Alene bound for Washington, Idaho, and California.  The second follows the Snake River Plain in southern 

Idaho after beginning in the San Juan Basin (northwest New Mexico and southwest Colorado) towards the 

Pacific Northwest and Canada.
128

  These are shown in Figure 2.21 below. 

                                                                 

126
 Coeur d’Alene Airport Master Plan.  June 2012.  On-line at:  http://www.cdaairport.com/masterplan.asp. 

127
 Source:  FAF3. 

128
 U.S. Energy Information Administration.  Idaho Profile Analysis.  July 17, 2014.  On-line at:  
http://www.eia.gov/state/analysis.cfm?sid=ID&CFID=7591207&CFTOKEN=758df5661eb4f232-9CCF2EAD-5056-
A34B-9246B52D3EF07841&jsessionid=8430d6cf6a6c296e47f17525b8086137302f. 
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Figure 2.21 Major Natural Gas Pipelines and Local Gas Distribution Companies 

in Idaho 

 

Source: http://energy.idaho.gov/energyalliance/d/2015_03_09_Idaho_Energy%20Primer.pdf. 
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Gasoline and diesel fuel is imported by truck, rail, or pipeline into Idaho; the State has no refineries and 

limited pipeline infrastructure.  Two pipelines connect to refineries in Montana and Idaho.  The Yellowstone 

Pipeline owned by ConocoPhillips connects three refineries in Billings, Montana to Spokane, Washington for 

distribution in northern Idaho.  The Northwest Products Pipeline owned by Tesoro connects Salt Lake City 

with Pocatello, Burley and Boise with further service to Pasco, Washington where a single line brings fuel to 

Spokane, Washington for distribution in northern Idaho.  A small amount of fuel bound for Idaho begins in 

northwestern Washington, travels to Portland via the Olympic Pipeline and is loaded on barges for 

distribution from the Port of Lewiston.
129

 

2.6 Summary of Multimodal Facility Infrastructure 

The different multimodal facilities described above are summarized in Table 2.8 and shown on Figure 2.22.  

The Port of Lewiston is the only water-land multimodal facility in the State and is the furthest inland port on 

the west coast of the U.S.  It is a vital link for exporting agricultural products from Idaho and also allows for 

the transport of oversized goods such as refinery equipment, wind generators, and other project cargo.  

Boise Airport serves as the main air-land multimodal facility in the State, though airports in other cities, 

including Idaho Falls, Twin Falls, Pocatello, Coeur d’Alene, and Lewiston also service air freight needs on an 

inconsistent basis.  The remaining facilities are rail-truck multimodal.  It also is important to note that major 

multimodal facilities that are frequently used by businesses in Idaho exist in nearby states, including Salt 

Lake City, Utah (rail) and Spokane, Washington (rail and air).  These two facilities can handle intermodal 

containers, something that none of Idaho’s facilities currently accept. 

Table 2.8 Summary of Key Multimodal Freight Facilities in Idaho 

Facility Name 
Facility 

Location 
Ownership/

Access 
Modes 

Involved 
Capacity 

(If Applicable) 
Commodities 

Handled 

Port of Lewiston Lewiston  Water/Truck/Rail  Pulses, Grain, 
Project Cargo 

Boise Airport Boise  Air/Truck 344 million 
pounds of cargo 

(2014) 

All 

Gavilon Grain Burley EIRR Rail/Truck 110 railcars Grain 

Land O Lakes 
Farmland Feed 

Gooding UPRR Rail/Truck 100 railcars Grain 

Lansing Grain Bliss UPRR Rail/Truck 100 railcars Grain 

Simplot Land and 
Livestock 

Mountain Home UPRR Rail/Truck 110 railcars Grain 

Source: National Transportation Atlas Database. 

(http://www.rita.dot.gov/bts/sites/rita.dot.gov.bts/files/publications/national_transportation_atlas_database/201

2/index.html). 

                                                                 

129
 Idaho Governor’s Office of Energy Resources. Idaho Energy Primer. 2015. On-line at:  

http://energy.idaho.gov/energyalliance/d/2015_03_09_Idaho_Energy%20Primer.pdf. 
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Figure 2.22 Idaho’s Multimodal Freight Facilities 

Source: ITD, FRA, Cambridge Systematics, Inc. 
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3.0 Freight System Needs and Issues 

The infrastructure analysis and stakeholder interviews revealed a relatively strong transportation system 

in Idaho.  Overall, the system is meeting the needs of users, though key concerns remain.  The overall 

priority in the State is centered on providing a multimodal network that truly serves business in an 

economical and efficient manner.  To achieve that, there needs to be an efficient highway network, 

adequate rail service and transload facilities, as well as policy and practices that support the logistics 

industry.  Through an in-depth stakeholder interview process, a list of the top needs and concerns for the 

goods movement system in Idaho are revealed.  These include: 

 Highway access issues, including oversize/overweight routes, state weight limits, and harmonization 

of regulations between states; 

 Truck driver shortage; 

 Highway conditions, congestion and safety; 

 Rail access issues, including the need for a new intermodal/transload facility and short line rail 

reliability; and 

 Port and aviation needs. 

These topics will be discussed in detail in the sections below, along with other needs.  It should be noted 

that, in an effort to provide a more focused understanding of needs and issues, this list identifies a small 

number of key concerns rather than an all-encompassing list of every potential issue facing goods 

movement in the State.  Ratings are based on quantitative data, where available, supplemented by 

qualitative analysis and feedback from stakeholders.  Table 3.1 summarizes the needs and provides a 

rating of how important the need is for the area along with explanations and what that means in terms of 

opportunities/strategies. 

Table 3.1 Summary of Idaho Needs Assessment 

Need Section Rating Rating Explanation Opportunity 

Truck 
Congestion  

Highway 
Congestion  

Limited areas of congestion 
concern.  Boise (I-84) and slow 
traffic flow due to geometric and 
geography constraints.  

Identify locations to provide truck 
climbing or passing lanes to help 
avoid driver frustration.  Operational 
improvements or targeted capacity 
improvements may be desired. 

Overweight 
and Oversize 
Routes 

Highway 
Access  

105,500 on all state routes, 129k on 
some state routes and on the 
Interstates is a benefit.  129k routes 
are expanding but network is still 
disconnected.  State/government is 
unable to directly request addition 
of new routes – requests must 
come from businesses. 

Statewide comprehensive 
examination of 129k network is 
needed to ensure a robust system 
that serves businesses, makes the 
best use of resources and 
minimizes impacts to local roads 
and communities. 
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Need Section Rating Rating Explanation Opportunity 

Size and 
Weight 
Harmonization 

Highway 
Access  

Idaho has a similar weight limit on 
state routes as 
Washington/Oregon, higher if on 
129k network; Nevada/Utah allow 
129k on all routes; Wyoming has no 
weight limit on state routes, 117k 
on Interstates; Montana has no 
weight limits. 

Work with neighboring states 
through WASHTO to harmonize 
regulations. 

Truck Driver 
Shortage 

Workforce 

 

Severe shortage of drivers.  High 
turnover. 

Promote and fund training 
opportunities at technical and 
community colleges.  

Highway 
Safety 

Highway 
Conditions and 
Safety 

 

Truck crash rate is lower than 
overall crash rate on State System.  
Non-Interstates experience a higher 
rate of fatalities/injuries for trucks 
compared to all vehicles. 

11 priority locations identified for 
infrastructure improvements.  

Pavement 
Conditions 

Highway 
Conditions and 
Safety 

 

86% good/fair.  Green rating from 
ITD. 

 

Bridge 
Conditions 

Highway 
Conditions and 
Safety 

 

74% of bridges in Good condition.  
Yellow rating from ITD, goal is 80%.  

 

Impact to Main 
Street 

Highway 
Conditions and 
Safety 

 

Lack of local truck routes to direct 
first- and last-mile traffic.  
Disconnected 129k system creates 
gaps. 

Provide assistance to develop 
Truck Routes at municipal level to 
reduce impact on main streets and 
guide expansion of 129k system. 

Intermodal 
Connectivity 

Rail Access 

 

Idaho lacks a rail-truck intermodal 
terminal, and reduced container-on-
barge option from Port of Lewiston 
limits water shipping options. 

Future ability to shift modal use.  
Rail-Truck Intermodal/transload 
opportunities are under 
consideration in at least two 
locations in Idaho.   

Class I 
Congestion 

Rail Access 

 

Variable, dependent on Bakken 
crude.  Generally acceptable 
currently based on industry 
interviews.  One known bottleneck 
at Lake Pend Oreille crossing. 

 

Rail Safety Rail Access 

 

89 incidents at rail-highway 
intersections between 2010 and 
2014, 29 of which involved a truck/
truck-trailer and two fatalities. 

Continue to remove at-grade 
crossings in dangerous areas.  
Upgrade to active at-grade crossing 
safety devices at high-risk 
intersections. 

Shortline 
Needs 

Rail Access 

 

Lack of north-south route in state.  
Some routes not capable of 286k.  
Some business growth opportunity 
(City of Boise). 

Explore development of a shortline 
funding program similar to 
Washington. 

Ports and 
Waterways 

Ports 

 

Return of limited container on barge 
in December 2015.  Infrastructure 
in very good condition. 

Work with Oregon and Washington 
to promote container-on-barge 
service.  Coordinate with USACE 
on waterway maintenance needs. 

Aviation Aviation 

 

Limited air cargo use in state, BOI 
has capacity to grow.  Airports in 
good condition.  

Collect data on freight use and 
needs beyond BOI. 
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Need Section Rating Rating Explanation Opportunity 

Pipeline Pipeline 

 

No noted capacity constraints or 
issues.  Limited in-state production/
refining capabilities. 

 

3.1 Highway Needs 

3.1.1 Highway Congestion 

Freight Flow Volumes 

As Figure 3.1 shows, truck volumes are highest along I-84 between U.S. 26 in Caldwell and just east of 

Boise, with truck volumes upwards of 6,000 trucks per day.  The maximum truck volume in the State is 

found at the junction of I-84 and I-184, with 10,500 trucks per day. 

According to both stakeholders and truck speed data, this stretch of I-84 from Caldwell though Boise is 

the only stretch of highway in Idaho that experiences congestion on a recurring basis.  The section of I-84 

east of this segment to the interchange with Interstate 84 also is heavily utilized, with average daily truck 

traffic between 5,000 and 6,000 vehicles.  These portions of the Interstate system serve the largest urban 

area in the State and link it to the Salt Lake City market, including intermodal facilities in the area, and 

destinations further east.  The remaining Interstate segments in Idaho all carry between 1,000 and 5,000 

trucks per day. 

The Non-Interstate system is shown in Figure 3.2 below.  The highest Non-Interstate truck volume is 

found on U.S. 20 north of Idaho Falls.  Segments of this route carry an average of 3,400 trucks per day.  

Four other route segments in the State see commercial average annual daily traffic volumes above 2,000:  

U.S. 20 near Boise, SH 44 near Boise, U.S. 93 south of Twin Falls, and SH 128 near Lewiston. 

The amount of truck traffic on U.S. 95, the main north-south connector in the State, varies considerably.  

South of Interstate 90, volumes are generally below 1,000 trucks per day with higher volumes near 

Lewiston.  The limited truck traffic on this section of the route is due in part to geographic challenges that 

make truck travel difficult.  Between Interstate 90 and Sandpoint, U.S. 95 carries between 1,000 and 

2,000 trucks per day, with volumes slightly lower farther north with an exception near Bonner’s Ferry.  The 

presence of the U.S.-Canada Border Crossings at Eastport and Porthill, which combined saw 

approximately 68,000 truck crossings in 2014 is one likely reason for the higher levels of truck traffic north 

of Interstate 90. 
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Figure 3.1 Idaho Truck Volumes – Interstates 

2014 

 

Source: ITD, Cambridge Systematics, Inc. 
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Figure 3.2 Idaho Truck Volumes – Non-Interstates 

2014 

 
Source: ITD, Cambridge Systematics, Inc. 
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Truck Travel Speeds 

Ideally, a freight system’s performance is reviewed by calculating its delay or reliability.  Delay is defined 

as the “travel time above congestion threshold (defined by the State DOTs and MPOS) in units of vehicle 

hour of delay on Interstate and NHS corridors.”  This definition requires the amount of vehicles traveling 

on the section of road to produce the vehicles miles traveled needed to calculate the delay.  The Truck 

Reliability Index is defined as “the ratio of the total truck travel time needed to ensure on-time arrival.”  It is 

useful for understanding how reliable a system is, and how much nonrecurrent congestion plays into 

safety and reliability issues.  In order to calculate the delay or reliability measures, link-level truck volumes 

must be available.  Given this data is not available for all the roadways they are not calculated. 

Instead, this study used truck travel speeds on roadways from the National Performance Measure 

Research Data Set (NPMRDS) data.  The NPMRDS data for this study is compiled from April 2015 and 

include weekday data only.  The NPMRDS data represents segments of roadways called Traffic Message 

Channel (TMC) links.  The travel time for all vehicles, passenger vehicles, and freight trucks is recorded 

for each of these TMC segments.  The travel times are recorded at five-minute intervals for each day in 

the month of April 2015 and are shown in Figure 3.3 on the following page. 

The five-minute intervals for the day are divided into four time periods:  AM peak, PM peak, Mid-day, and 

Night.  AM peak is from 7:00 a.m. until 10:00 a.m., the mid-day interval is from 10:00 a.m. until 4:00 p.m., 

the PM peak is from 4:00 p.m. until 7:00 p.m., and the night interval is from 7:00 p.m. until 7:00 a.m.  In 

order to represent the average speed for each period, the space mean speed was used instead of the 

time mean speed.  This was executed by finding the average travel time for each link across the 

weekdays and the five-minute intervals respective to the time periods.  The space mean speed was used 

since it is more descriptive of roadway conditions as it describes what occurs over an entire section of a 

roadway instead of boiling it down to a point.  All calculations were performed with a python script due to 

the size of the raw data file. 

Average space mean speed for link x during time period y on a week day: 

𝑇𝑇𝑦
𝑥 =

∑ ∑ 𝑇𝑇𝑖,𝑗
𝑥

𝑗=𝑇𝑂𝐷𝑖=𝑤𝑒𝑒𝑘𝑑𝑎𝑦

𝐶𝑜𝑢𝑛𝑡 𝑜𝑓 𝐸𝑛𝑡𝑟𝑖𝑒𝑠
 

𝑠𝑝𝑒𝑒𝑑𝑦
𝑥 =

3600 ∙ 𝑑𝑖𝑠𝑡𝑎𝑛𝑐𝑒(𝑥)

𝑇𝑇𝑦
𝑥

 

𝑥 = 𝑙𝑖𝑛𝑘 

𝑦 = 𝑡𝑖𝑚𝑒 𝑝𝑒𝑟𝑖𝑜𝑑 

𝑇𝑂𝐷 = 𝑡𝑖𝑚𝑒 𝑜𝑓 𝑑𝑎𝑦 𝑜𝑟 𝑡𝑖𝑚𝑒 𝑝𝑒𝑟𝑖𝑜𝑑 

𝑇𝑇 = 𝑡𝑟𝑎𝑣𝑒𝑙 𝑡𝑖𝑚𝑒   
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Figure 3.3 Weekday Average Truck Speeds on Idaho Highways 

April 2015 

 

Source: NPMRDS (April 2015), Cambridge Systematics, Inc. 
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Several observations can be made when looking at Figure 3.3.  First, speeds on the Interstate system are 

generally good with nearly every section above 55 miles per hour.  Second, in terms of time of day, PM 

travel is generally worse on commute routes than AM.  There also is no clear pattern as to the time of day 

variations during midday or night time.  Third, routes connecting northern and southern Idaho, particularly 

U.S. 95 have varying speeds.  There is a number of possible explanations for this, including weather 

conditions, which can vary considerably in April, different geographic terrain, and differing speed limits 

throughout the corridor.  There does not appear to be much variation between a.m., p.m., and off-peak 

travel speeds in this corridor, which makes traffic congestion an unlikely reason for the speed variances 

noted.  Finally, U.S. 12, U.S. 93, and SR 55 have very low travel speeds with the portion of U.S. 93 

between the Salmon River and the intersection with SH 75 (Custer County) registering the lowest speeds 

on the system.  Much of this section of road has posted speed limits above 55 miles per hour making 

speed restrictions less of a factor.  Figure 3.4 below shows a portion of this route. 

Figure 3.4 U.S. 93 Route Segment between Salmon River and SH 75 

 

Source: Google Maps. 

The NPMRDS data shows that passenger vehicles are going the slowest, but there is a lack of data for 

this vehicle type that may play a role in the figures.  The PM Peak (7:00 p.m. to 10:00 p.m.) shows the 

lowest speeds across passenger, trucks, and all vehicle categories.  The portion of the route north of 

SH 75 is further divided into two segments.  The northernmost section has consistently low speeds 

through the day, except for AM peak passenger vehicles and mid-day trucks.  This section of U.S. 93 is 

more mountainous terrain, which is difficult to navigate at high speeds than the southern section of the 

route closer to SH 75.  An examination of weather in the area for the month of April did not reveal any 

significant events that would have contributed to the consistently low speeds, though ITD did have a 
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pavement overlay project between Rattlesnake Creek and Salmon that could partially explain the lower 

speeds seen in the data.
130

 

3.1.2 Highway Access Routes 

Interviews with stakeholders revealed access and connectivity to be one the major concerns for freight 

movement in Idaho.  The ability to get goods from “farm to market” efficiently requires not only 

infrastructure in good condition, but infrastructure that connects to the places goods need to move.  One 

of the major determining factors for this is the size and weight limitations on the road network.  

Routes with restrictions or that do not connect to needed origins and destinations create inefficiency in 

the supply chain. 

Overweight Routes and Restrictions 

Table 3.2 below shows the legal limits for truck weights in the State of Idaho.  There are approximately 

60,000 center-line miles of road in the State; ITD oversees approximately 5,000 miles, of which 

12 percent or 600 miles are Interstate.
131

  The majority of freight routes in Idaho allow trucks to operate at 

weights up to 105,500 pounds, either by right on the state highway system, or with a regularly issued 

permit on the Interstate highway system.  This weight limit applies to both divisible and nondivisible loads, 

as long as the truck is registered for the appropriate weight and there are no violations of axle weight 

limits.  In addition, Idaho began a pilot project in 2003 allowing trucks weighing up to 129,000 pounds on 

a small number of State highways.  The higher weight limit was made official in 2013 and the rules were 

approved by the Idaho Legislature in 2014 for the State routes tested, and an application process was 

introduced to allow for expansion of the 129,000 (129k)-pound system.  A map of the 129k network is 

shown in Figure 3.5. 

Table 3.2 Idaho Commercial Vehicle Weight Limits 

Gross Vehicle Weight Limit Routes 

129,000 Interstate Highway System 

105,500 All state and U.S. highways 

129,000 Designated state highways with a permit 

Source: Idaho Transportation Department.  Truckers Handbook. July 2013.  

http://www.itd.idaho.gov/dmv/poe/documents/TruckersHandbook.pdf. 

                                                                 

130
 http://www.itd.idaho.gov/NewsReleases/2015%20Construction%20Map%20%283-4-15%29.pdf.  
Map shows projects as of March 4, 2015. 

131
 Idaho Transportation Department. “Idaho’s Transportation System Defined.” 2015. On-line at:  
http://itd.idaho.gov/aboutitd/oversyst.htm. 
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Figure 3.5 129,000-pound Gross Weight Limit Truck Routes in Idaho 

 

Source: ITD. 

Note: Since this map was produced, the Interstate system has been authorized to carry 129,000-pound trucks. 
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The vast majority of stakeholders interviewed supported expansion of the 129k-pound route system.  The 

agricultural sector in Idaho is a major proponent of this change.  They argue that the increased weight 

limit would allow them to be more efficient by taking trucks off the road and reducing the number of empty 

trips, and reducing the impact of the truck driver shortage (discussed in Section 3.1.3 below).  The current 

system has some major gaps – trucks either must make significant detours or cannot take full advantage 

of the 129k-pound capacity due to a lower weight limit somewhere along the most direct route.  U.S. 95 

was cited a specific example.  The route allows 129,000-pound operation south of Lewiston, but not north 

to the Canadian border where the weight limit is 139,994 pounds.  This severely limits the ability to move 

international goods north-south along the route, or use the Port of Lewiston to accept international cargo 

without the time and financial commitment needed to obtain additional permits. 

A further issue raised by stakeholder is that because these routes are limited to the State highway 

system, large heavy vehicles often must traverse the Main Streets of smaller towns, villages, and cities.  

Language in the December 2015 Federal spending package includes legislation authorizing Idaho’s 

legislature to allow 129k trucks on the Interstate system, which the State has subsequently enacted.  This 

shift will both increase economic opportunity and efficiency and take the majority of long-distance truck 

traffic off the local routes.  Truck impacts on Main Streets is further discussed in Section 3.1.5 below. 

Idaho recently passed legislation allowing 129,000-pound trucks on the Interstate system, which will 

relieve some of the issues discussed above.  However, there is still a need for a systemwide analysis and 

examination of 129,000-pound state routes.  The network remains disconnected in areas, and ITD lacks 

the authority to identify and nominate segments for inclusion in the network.
132

 

One further need is for more data collection as the 129k route is expanded beyond the pilot program and 

any impact on pavement accumulates over time.  While the pilot program covered approximately 10 

years, more trucks over a longer period of time and on a wider range of roads will bear close monitoring.  

Truckers and businesses that use and want to expand these routes have mentioned a willingness to pay 

for increased damage but they want to be sure they are paying a fair amount for the actual damage they 

cause.  This need for more data is especially important at the local level.  Many major freight producers 

cannot get to the 129k system without traveling over roads with lower weight limits.  As applications for 

these routes are submitted, careful examination will be needed to track any changes in road conditions. 

One further restriction to note in Idaho is seasonal limits.  During the spring, when warmer temperatures 

cause the road surface to break up and generally deteriorate, the highways most affected are restricted to 

lower-axle weights and speed restrictions.  Signs indicating that a road is posted for lower weights are 

erected at the beginning of a posted road.  Signs will indicate the legal weight allowed. 

Oversize Routes and Restrictions 

Vehicle dimension limits for Idaho are shown in Table 3.3 and Figure 3.6 below.  The width and height 

limits are comparable to national standards, length and overhang limits vary widely between states and 

routes within a state. 
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 Requests for a 129,000-pound route must be initiated by a business. 
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Table 3.3 Idaho Commercial Vehicle Size Limits 

Vehicle Metric Limit Notes 

Width 8 feet 6 inches (102 inches)  

Height 14 feet  

Length 53 feet on national network, 
48 feet off national network 

Double Trailers:  68-foot trailer on national network, 61-foot 

trailer (75 feet overall) off national network.  Additional rules 
apply for other specific vehicle types. 

Overhang 4 feet (front), 10 feet (back) Different rules apply for passenger vehicles.  Automobile or 
boat transporters can have maximum of 7 feet overhang total. 

Source: Idaho Transportation Department.  Truckers Handbook.  July 2013.  

http://www.itd.idaho.gov/dmv/poe/documents/TruckersHandbook.pdf. 

Figure 3.6 Idaho Legal Length Limits 

 

Source: Idaho Transportation Department.  Truckers Handbook.  July 2013.  

http://www.itd.idaho.gov/dmv/poe/documents/TruckersHandbook.pdf. 

Figure 3.7 below shows the routes in Idaho that are designated for extra length combination vehicles.  

The thick black and red routes are part of the National Network (black are Interstates) with legal lengths 

of 53 feet for a single trailer and 68 feet for a double trailer.  Additional extra length permits are required 

to exceed these limits.  The thin red, blue, and green lines indicate different overall length maximums 

even if a permit is acquired:  red must be shorter than 115 feet including overhang, blue must be 95 feet 

or shorter including overhang, and green must be 85 feet or shorter including overhang.
133

  In addition, 

due to the rugged terrain in Idaho, the State has an additional metric called “off-track” that limits vehicle 

dimensions.  This is calculated by measuring the difference in path between the first inside front wheel 
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 Idaho Administrative Rule 39.03.01. On-line at:  http://adminrules.idaho.gov/rules/current/39/0301.pdf. 
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and last inside rear wheel as a vehicle negotiates a curve.  Black routes can have a maximum 8 foot 9 

inches off-track, red – 6 foot 6 inches, blue – 5 foot 5 inches, and green – 3 foot.
134

 

Figure 3.7 Idaho Extra Length Routes 

 

Source: ITD.  November, 2015.  http://www.itd.idaho.gov/dmv/poe/documents/extra.pdf. 
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 Jerry Whitehead.  “Transportation Challenges in the Pacific Northwest Economic Region.”  On-line at:  
http://www.pnwer.org/uploads/2/3/2/9/23295822/%28compressed%29_pnwer_jerry_whitehead_winder.pdf. 
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Again, the disconnected network in places causes issues.  U.S. 95 between Grangeville and Fruitland 

limits the total length of vehicles to 95 feet compared to 115 feet on the rest of the 129,000-pound 

network.  In addition to the weight restrictions north of Lewiston discussed above, this restriction causes 

some companies to take a circuitous route through Washington and Idaho in order to avoid the time and 

cost of obtaining a permit.  An injunction on U.S. 12 through the Nez Perce Reservation that currently is in 

arbitration further limits access to and from U.S. 95 and the oversize/overweight cargo opportunities 

available through the Port of Lewiston. 

Size and Weight Harmonization 

Many stakeholders also pointed to a mismatch in size and weight regulations between Idaho and its 

neighboring states and Canada.  Trucking companies at times need to use different truck configurations 

when moving between the states.  Oregon in particular was mentioned as a bottleneck due to limits on 

56-foot trailers.  Highway 5 was another route mentioned by stakeholders that had restrictions on 53-foot 

trailers.  Additionally, many truckers in western states rely on longer combination vehicles (LCV), those 

that contain more than a single trailer behind a truck.  Regulations for these types of vehicles vary widely, 

as shown in Figure 3.8 below.  Figure 3.9 shows the configurations of the vehicles referenced in the map.  

Generally, states west of Idaho have more stringent length limits than Idaho and the states east of Idaho 

having less stringent length limits than Idaho.  Trucks moving east will encounter fewer problems with 

length restrictions than those traveling west. 
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Figure 3.8 Longer Combination Vehicle Legal Lengths, Idaho and Surrounding 

States 

2013 

 

Source: http://www.fischertrucking.com/wp-content/uploads/2013/06/SizeWeight13.pdf (2013). 
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Figure 3.9 Common Commercial Vehicle Configurations 

 

Source: https://www.fhwa.dot.gov/policy/otps/truck/wusr/wusr.pdf. 

Idaho’s weight limit on the Interstate system has been frozen at 105,500 since 1991.  Many neighboring 

states, including Montana, Utah, and Nevada allow gross weights of 129,000 pounds or more on the 

Interstate system as long as the axle weights meet Federal Bridge Formula requirements.
135

  Wyoming 

allows gross vehicle weights up to 117,000 pounds on Interstates.
136

  British Columbia’s maximum gross 

vehicle weight is 139,994 pounds (63,500 kilograms) without a permit.
137

  Figure 3.10 below shows 

current weight limits for Idaho and the surrounding states.  Idaho’s weight limits are similar to those found 

in Washington and Oregon, but is far below limits in British Columbia, Montana, Wyoming, Utah, and 

Nevada, except for certain state routes on the 129k system. 
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 Idaho Transportation Department.  129,000 Pound Pilot Project. Report to the 62

nd
 Idaho Legislature.  2013.  

On-line at:  https://itd.idaho.gov/newsandinfo/Docs/129000%20Pound%20Pilot%20Project%20Report.pdf. 
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 Wyoming Highway Patrol.  Legal Sizes and Weights.  On-line at:  

http://www.whp.dot.state.wy.us/home/size_and_weight/size_limits.html. 

137
 British Columbia Laws.  Division 7 – Size and Weight.  On-line at:  
http://www.bclaws.ca/Recon/document/ID/freeside/30_78#division_d2e1638. 
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Figure 3.10 Maximum Truck Weights 

Idaho and Surrounding States 

 

Source: Jerry Whitehead.  Transportation Challenges in the Pacific Northwest Economic Region. 

http://www.pnwer.org/uploads/2/3/2/9/23295822/%28compressed%29_pnwer_jerry_whitehead_winder.pdf

. 

3.1.3 Truck Driver Shortage 

Idaho, like most states, is facing a shortage of truck drivers.  Numerous interviews with both trucking 

companies and shippers/receivers indicated this already was a pressing concern and is likely to become 

more acute in the near future.  Due to the geographic size, topography, and scope of the State, 

72 percent of communities in Idaho rely solely on trucks for the delivery of freight.  A decreasing 

workforce may hinder the ability of drivers to reach all of these communities on a regular basis in the 

future. 

Interviewees indicated two main causes for this decline.  One is an aging workforce; a large number of 

drivers in the current fleet are nearing retirement age, and increasing scrutiny of medical records makes it 

more difficult to maintain a long career.  Second, there is a significant absence of younger drivers 

entering the field.  Stakeholders blame a general lack of awareness and education about the industry as 
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one cause of the shortfall, with the limited appeal of the industry to a technology-driven generation 

another issue.  Additionally, while intrastate drivers can start at 18 years old, Interstate drivers who 

typically make more money and have better benefits must be 21. 

The Idaho Department of Labor is working to make the profession more attractive, hosting various 

industry fairs and events, and a number of local colleges, including the College of Western Idaho, North 

Idaho College, and Eastern Idaho Technical College offer courses that train new drivers.
138

  Nationwide, 

trucking companies are offering more flexible hours, incentives, and bonuses to try to attract and retain 

drivers, and receivers are expanding loading hours and days to make conditions more appealing for 

truckers making a delivery.  However, these changes have not been able to stem the U.S. driver 

shortage, projected at 48,000 drivers by the end of 2015.
139

 

3.1.4 Roadway Conditions and Safety 

Terrain Concerns 

Idaho’s hilly terrain is a safety concern for commercial vehicles.  Numerous stakeholders identified 

U.S. 95 as a particularly challenging route, especially during the winter.  As the major north-south freight 

artery for Idaho’s panhandle, the ability of this route to safely and efficiently carry truck traffic is vital to the 

economy of Idaho.  The route includes many locations with steep grades and sharp turns.  For example, 

Figure 3.11 below shows the geography of U.S. 95 southbound as it approaches Bonners Ferry. 
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 Torrie Cope.  “Companies use incentives, bonuses to lure new drivers.”  Idaho Press-Tribune.  May 18, 

2014. 

139
 “Truck drivers Wanted.  Pay:  $73,000.”  CNN Money.  October 9, 2015.  On-line at:  

http://money.cnn.com/2015/10/09/news/economy/truck-driver-shortage/. 
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Figure 3.11 U.S. 95 South approaching Bonners Ferry 

 

Source: Google Maps. 

Another location that has been identified by ITD as problematic is U.S. 95 between the South Fork 

Palouse River Bridge and Thorncreek Road south of Moscow.  This stretch of road contains steep 

grades, narrow shoulders, and sharp curves, in addition to multiple private approaches (driveways) and 

intersections with perpendicular roads.  ITD currently is completing the Final Environmental Impact 

Statement (FEIS) with a Preferred Alternative that would expand the current two-lane undivided highway 

to a four-lane divided highway for most of the length.
140

  Riggins also was mentioned as a particularly 

challenging section due to sharp curves. 

Geometric Constraints 

Geometric constraints are structures or factors that limit the operation of commercial vehicles on Idaho’s 

roads.  One issue mentioned in interviews was the presence of urban roundabouts.  Roundabouts are an 

increasingly favored intersection treatment in the United States.  Roundabouts can be designed to fit a 

particularly intersection and provide a number of benefits to all road users.
141
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 Idaho Transportation Department.  U.S. 95, Thorncreek Road to Moscow Project.  On-line at:  

http://us95thorncreek.com/schedule/. 

141
 http://safety.fhwa.dot.gov/intersection/innovative/roundabouts/. 
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 Reduce severity of incidents due to lower vehicle speeds and number/severity of conflict points. 

 Reduce congestion and emissions due to idling and starting/stopping of vehicles by reducing waiting 

times and improving traffic flow. 

 Increase pedestrian safety by reducing crossing distances. 

 Bicycles can use either the roundabout as a motor vehicle or cross through as a pedestrian. 

 Reduce maintenance costs versus signalized intersections. 

Problems can arise if the roundabout is not designed with a sufficient curvature to allow trucks to navigate 

the feature, increasing the possibility of damaging both infrastructure and the truck.  However, when 

designed correctly, modern roundabouts allow for large trucks to navigate the intersection by providing 

additional turning space for them – typically through the use of a truck apron.  For example, the Ada 

County Highway District includes Truck Aprons in their Roundabout Design Guide discussion as a way to 

help with “off-tracking” by semitrailers.
142

  Figure 3.19 below provides an example of an urban roundabout 

in Glens Falls, New York with a truck using the truck apron to complete a turn. 

Figure 3.12 Truck Utilizing Truck Apron in Glens Falls, New York 

 

Source: Authors Photograph. 

Education also is an important component, as some drivers may not be familiar with roundabouts and 

how to safely navigate them.  COMPASS, the MPO for the Boise region, produces a roundabout guide 
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 Section 5188 – ACHD Roundabout Design Guide.  Adopted 1/12/11.  Ada County Highway District.  On-line 
at:  https://www.achdidaho.org/AboutACHD/PolicyExhibits/PDF/Section_5188_Roundabout_Design_Guide.pdf. 
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that is designed to help drivers navigate these features.
143

  An example from that brochure is shown in 

Figure 3.13 below. 

Figure 3.13 COMPASS Roundabouts Guidance 

 

 

Other examples of geometric constraints include turning radii at intersections that are too tight to allow a 

tractor-trailer to make the corner and vertical clearance issues caused by low bridges.  Low bridge 

clearances are a common impediment to truck traffic.  ITD produces a map showing clearance limits on 

state highways, but clearance issues on local roads are not as well publicized.
144

  Although low 

clearances have signs showing the maximum height for vehicles, they are often ignored resulting in 

bridge strikes that cost money, cause congestion, and pose a safety risk.
145

 

Finally, U.S. 95 was singled out by a couple of interviewees as a poor road that is dangerous for truck 

operations, but is the only viable north-south route through much of western Idaho.  Large stretches of the 

route are two lanes with narrow shoulders and no center turn lane, meaning vehicles making a left turn 

block traffic.  Idaho’s geography compounds the issue as U.S. 95, especially north of Council, ID can be 

windy and experience sharp elevation changes. 

Pavement and Bridge Conditions 

Pavement and bridge surface quality are issues of concern to both the public and private sectors.  Poor 

conditions can cause delays, damage vehicles, and damage goods in transit.  In order to determine the 

condition of bridges, the study utilized the National Bridge Inventory Data.  This data provides a 

Sufficiency Rating (SR) of the bridge, which is a composite score of structural adequacy and safety, 

serviceability and functional obsolesces.  A score of 100 percent would indicate an entirely sufficient 

bridge and a zero percent score would represent an entirely insufficient or deficient bridge. 
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 Community Planning Association of Southwest Idaho (COMPASS).  “How to Drive Through Roundabouts.”  
On-line at:  http://www.compassidaho.org/documents/prodserv/CIM2040/RoundaboutBrochure.pdf. 
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 Idaho Transportation Department.  Vertical Clearance of Structures on the Idaho State Highway System.  

November 2014.  On-line at:  http://www.itd.idaho.gov/dmv/poe/documents/vert.pdf. 
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 Luke Jones.  “Truck crashes into newly opened D street underpass.”  Local News 8.  August 28, 2014.  On-

line at:  http://www.localnews8.com/news/crash-closes-newly-opened-dstreet-underpass/27772912. 
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The SR also is used to determine eligibility for funding under the FHWA’s Highway Bridge Program 

(HBP).  To be eligible for rehabilitation, a bridge must have an SR of 80 or less; to be eligible for 

replacement, the bridge must have an SR of less than 50.  Figure 3.14 shows the locations of bridges and 

their associated SR. 
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Figure 3.14 Idaho Bridge Sufficiency Ratings 

Map 

 

Source: National Bridge Inventory. 
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As Figure 3.15 shows, 7 percent of bridges in the State have sufficiency ratings of 50 or less.  On the Interstate 

system, of the 425 structure, 2 percent have sufficiency ratings under 50. 

Figure 3.15 Idaho Bridge Sufficiency Rating 

Pie Chart 

 

  

Source: NBI Bridge Data 2014.  There were 486 structures without a Sufficient Rating, these are excluded from the 

analysis. 

In addition to a low sufficiency rating, a bridge must be classified as either structurally deficient or 

functionally obsolete in order to qualify for HBP funding.  A bridge is listed as structurally deficient when 

its deck, superstructure, or substructure are rated a “4” or lower on a scale from 0 to 9.  These bridges are 

still safe, but they are identified for rehabilitation or replacement.  Functionally obsolete bridges are 
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described by the U.S. DOT as lacking sufficient carrying capacity, having height restrictions, or being 

prone to flooding – it is not related to the condition of the bridge.
146

 

As seen in Figure 3.16, 9 percent of bridges are rated as structurally deficient, meaning they have been 

identified for rehabilitation or replacement.  The vast majority of these structures are part of the Interstate 

system. 

Figure 3.16 Idaho Bridge 10-Year Status 

Pie Chart 

 

Source: NBI Bridge Data 2014. 

Poor pavement has a negative impact on operating costs for commercial vehicles, can increase delay, 

and cause damage to both goods and the truck itself.  Pavement conditions for the Interstate and state 

route system in Idaho are shown in Figure 3.17 below.  Eighty-six percent of the system is classified in 

“good” or “fair” condition by ITD.  ITD measures roughness and rutting in the spring and summer using a 

specially equipped van and conducts visual checks for cracking during the summer and fall in order to 

generate the rating.  For major freight routes, U.S. 95 north of Potlatch and small sections of Interstate 

90, Interstate 84, and Interstate 15 are the only areas with ratings of “very poor.”  Other locations with this 

lowest grade include SR 51 south of Grasmere, SR 31 between U.S. 26 and SR 33, SR 21 near Idaho 

City, SR 34, and SR 41 between I-90 and SR 53. 
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Figure 3.17 Idaho Highway Pavement Condition 

Map 

 

Source: “On State Road Data – Filter Applied” (year is unknown). 
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Figure 3.18 Idaho Highway Pavement Condition 

Pie Chart 

 

Source: “On State Road Data – Filter Applied” (year is unknown). 

As the above data shows, bridge and road conditions on the State highway and Interstate system Idaho 

are generally very good.  This conclusion is reinforced by stakeholder comments that the condition of the 

road network in the State is generally adequate to meet needs, and so these do not appear to be a need 

or issue for the State currently.  Pavement conditions are meeting ITD Performance Measure goals.  

Bridge conditions are slightly below ITD Performance Measure goals.
147

  However, the local network of 

roads which provide access to many of the businesses in the State were identified as an area of need.  

The agricultural and mining sectors in particular are often located off the State highway network and must 

rely on local roads to get goods in and out. 

Other 

One additional safety concern mentioned by stakeholders is the speed limits on Idaho’s highways.  Due 

to the rural nature of Idaho, much of the highway system is signed for 80 miles per hour. Trucks often 

cannot safely operate at this speed, and the introduction of governors on trucks with limits of 62 to 65 

miles per hour could create safety issues due to an increased speed differential between trucks and other 

vehicles. 

3.1.5 Impact to Main Streets 

Highways or arterial roadways are often the primary access routes to or from nearby freight-generating 

facilities.  These highways often become the “Main Street” in smaller towns or cities, creating conflicts 
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between the high truck volumes and other modal uses of the road.  State highways pose a particular 

issue as they are often routes for oversize and overweight shipments. 

Interviews revealed this conflict to be an issue in Idaho.  The adoption of the 129k route network which 

includes a number of routes that meet the above description has led to pushback against the policy from 

some municipalities and groups.  For example, U.S. 93, U.S. 26, and SR 24 are all part of the 129k State 

system and meet in downtown Shoshone, ID.  Stakeholders also identified Canyon County as a problem 

location, with Figure 3.19 illustrating SR 45’s path through downtown Nampa.  This route also illustrates 

the connectivity issue of the system – SR 45 does not connect to any other 129k route, including SR 55 

located approximately two miles to the northwest.  Recent legislation that allows 129k trucks on the 

Interstate system in Idaho may help alleviate this problem by diverting long-distance trucking off of local 

and state roads and onto the Interstates.  However, trucks making local or regional deliveries to 

businesses, warehouses, and other freight facilities will still need to utilize local and state routes and gaps 

in that portion of the network will still be an issue. 
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Figure 3.19 State Route 45, 

Nampa, Canyon County Idaho 

 

Source: Google Map, 2015. 

An additional challenge is that most municipalities in Idaho do not have truck routes designated for legal 

commercial vehicles.  Truck routes are a common tactic used around the country to direct truck traffic 

away from sensitive areas such as Main Streets and downtowns unless the trucks are delivering or 

making a pickup.  When combined with improvements such as better signage, mountable curbs, or other 

infrastructure projects and enforcement, these routes can effectively manage the flow of truck traffic in a 

municipality.  This system would help prioritize routes for legal size and weight vehicles, and the 
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discussions, data, and planning used to develop the network could help guide the expansion of the 129k 

system in the future.  The planning process also could benefit communities where trucks must coexist 

with other users in the environment.
148

  Working with the goods movement community to identify and 

design streets that accommodate all users would help reduce potential conflicts.  This is a key component 

of employing Context sensitive solutions (CSS), a collaborative, interdisciplinary approach involving all 

stakeholders to provide a transportation facility that fits its setting, and improves or maintains safety, 

mobility, and infrastructure while preserving or enhancing scenic, aesthetic, historic, community, and 

environmental resources.
149

  The City of American Falls, ID used such an approach in redesigning their 

downtown streets, incorporating feedback from freight users on topics such as turning radii for large 

agricultural trucks in order to develop a downtown road network that accommodates both pedestrian and 

truck traffic.
150

  Roundabouts, discussed previously, are one example of a potential geometric constraint 

for trucks which can positively benefit many other roads users.  By properly considering truckers’ needs 

during design, the geometric challenges can largely be alleviated. 

3.2 Rail System Issues 

Rail issues and needs typically coalesce around a few key categories and measurables.  These areas are 

discussed below. 

3.2.1 Freight System Intermodal Access 

Rail access and connectivity to other modes, particularly highway, is a key concern.  Stakeholders 

mentioned numerous issues involving connectivity.  The Port of Lewiston’s rail connections are limited 

due to the need for any rail shipment to go 135 miles west of the Port to connect to the Class I system.  

This detour reduces the economic competitiveness of intermodal service to the region or trying to 

combine rail and water modes.  The lack of a true intermodal facility that can handle intermodal container 

shipments also is a long-term need for the State.  The two nearest facilities are in Salt Lake City, Utah 

(operated by UP) and Spokane, Washington (operated by BNSF). 

The City of Boise is pushing to reactivate a spur line serving city-owned vacant land that potentially could 

house industrial uses or a transload/intermodal site near the airport.  The Boise Valley Railroad, owned 

by WATCO, connects with the UP mainline and will operate the 18.2 miles of city-owned rail.  
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 This is often the case when a Main Street is also a State Route which must allow truck access. 
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 FHWA.  Context Sensitive Solutions.org.  On-line at:  
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Approximately 60 clients already have direct rail access and use the BVRR service.
151

  A second potential 

location is in the Inland Pacific Hub region of northern Idaho and eastern Washington.
152

 

Additional transload facilities, which transfer goods that are not shipped in intermodal containers between 

rail and truck, also were identified as potential needs.  Idaho Falls, Twin Falls and Coeur d’Alene were 

mentioned as potential target locations. 

3.2.2 Impact of Bakken Crude on Railcar Availability 

Interviews with numerous businesses and other stakeholders have identified Class I capacity as a major 

challenge for Idaho commerce.  Much of this capacity shortage can be linked to the Bakken oil field.  Both 

of Idaho’s Class I railroads transport crude oil through Idaho.  BNSF averages 1.5 unit oil trains of Bakken 

crude from North Dakota and Montana to west coast refineries per day through Idaho.
153

  UP also 

transports between 400 and 600 cars a month of Non-Bakken crude oil, though the tank cars are usually 

interspersed with cars carrying other commodities.
154

  Trains dedicated to moving crude oil and 

associated products for the oil fields reduce the available space for trains carrying other commodity types.  

The lack of rail capacity forces these goods to move via truck, increasing transportation costs and 

creating an additional demands on an already limited driver pool which can lead to delays due to lack of 

drivers and even higher costs.  This modal shift also increases congestion at port facilities on the West 

Coast and increases the environmental impacts associated with transportation.  This issue has lessened 

in the past year as shipments of Bakken crude have waned, but the volatility of oil prices could very 

quickly lead to a renewed lack of capacity along the UP Northwest Corridor and BNSF Great Northern 

mainline, with an especially difficult bottleneck at the Lake Pend Oreille crossing.  Figure 3.20 below 

shows the number of crude oil shipments by rail since 2005. 
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Figure 3.20 U.S. Crude Oil Shipments 

2005 to 2014 by Class I Railroads 

 

Source: https://www.aar.org/Pages/Crude-Oil-Rail-Traffic.aspx. 

3.2.3 Rail Freight System Safety 

At-Grade Crossing Safety 

At-grade rail crossings are a potential safety hazard, especially where lower levels of grade crossing 

protection exist.  The level of protection is based in part on traffic volume – given the low traffic volumes 

found in much of the State, many of Idaho’s crossings have passive warning systems only.
155

  Between 

2010 and 2014 there were a total of 89 incidents at road-rail crossings.  Of those, 29 involved a train and 

either a truck or a truck-trailer.  In this subset, 23 of the 29 incidents occurred at a public crossing.  Six of 

the incidents occurred in Canyon County, the most of any county in the State.  About 16 incidents 
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occurred at crossings with Union Pacific tracks, seven crossings with Eastern Idaho Railroad tracks, four 

with Boise Valley Railroad tracks, and one each with BNSF and Idaho Northern and Pacific Railroad 

tracks.  There were two fatalities from train-truck incidents between 2010 and 2014 and an additional nine 

injuries.  The fatalities occurred on S.R. 36 in Franklin County and Fort Hall Mine Road in Bannock 

County.  A further nine people were killed in incidents that did not involve a truck; one was on U.S. 93 in 

Jerome County, six were on local roads, and two on private roads.  The absence of active grade crossing 

protection can be seen in many of the report narratives – the failure of drivers to stop at a crossing was a 

common causal factor.  For incidents involving trucks, 18 of the 29 crashes occurred at crossings without 

any protection, and another eight crossings had flashing light signals only.  Figure 3.21 below shows the 

locations of all injury and fatality incidents occurring at at-grade rail intersections between 2010 and 2014. 
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Figure 3.21 Idaho At-Grade Highway-Rail Crossing Incidents 

2010 to 2014 

 

Source: FRA. 
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Signaling Systems 

Signaling systems greatly influence rail capacity and rail safety.  In the United States, there are three 

main types of signaling systems currently in use:  Manual, Automatic Block Signaling (ABS) and 

Centralized Train Control (CTC). 

Manual (also known as “dark”) systems rely on paper- and/or radio-based dispatching techniques, with 

railroad crews specifically following the permissions given to them by the dispatchers to ensure safe 

operation and avoid conflicts.  This system works best in areas where traffic is limited to a few trains per 

day, and speeds are limited to less than 49 miles per hour for freight and 59 miles per hour for passenger 

service. 

ABS systems also rely on dispatching using paper- and/or radio-based techniques, but provide a layer of 

safety by automatically indicating the presence of trains in “blocks” located between signals, thus 

ensuring the safe separation of multiple trains operating over a line segment.  With ABS in place, 

maximum permissible speeds can be up to 80 miles per hour for both freight and passenger.  Centralized 

Train Control (CTC) systems permit the dispatcher to remotely manage train movements by controlling 

signal indications and train routing over a geographic jurisdiction such as a subdivision or terminal area.  

CTC is layered on top of an ABS system, which provides occupied block protection.  Implementation of 

CTC leads to considerable capacity improvements, and is almost always taken as a first less costly step 

when traffic increases call for increased line capacity. 

A relatively new signaling system called Positive Train Control (PTC) refers to technology that is capable 

of preventing train-to-train collisions, over speed derailments, and casualties or injuries to roadway 

workers.  The technology combines GPS locating of all trains, infrastructure switches, crossings, and 

junctions; computer cataloging of speed restrictions and traffic conditions; and wireless communications 

between all operating units, including engineers, dispatchers, and work crews.  The Rail Safety 

Improvement Act of 2008 (RSIA) mandated the widespread installation of PTC systems by December 

2015 on all lines handling passenger trains or hazardous materials, essentially the majority of the entire 

national rail system.  UP’s route from Spokane to Eastport was one of the first to start installing PTC.
156

  

BNSF’s Great Northern Route also will require PTC as it carries not only crude oil but also Amtrak’s 

Empire Builder service.  Recent Federal legislation pushed back this implementation date to 

December 31, 2018.
157

  Figure 3.22 shows Amtrak’s Empire Builder route through Idaho, including the 

station at Sandpoint – the only passenger rail station in the State. 
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Figure 3.22 Amtrak Empire Builder Service in Idaho 

 

Source: Idaho Statewide Rail Plan. 
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3.2.4 Shortline Rail Needs 

Stakeholders were mixed about the needs associated with the shortline (Class III) railroads in Idaho.  

Some described the shortline connections they used as adequate and placed blame for rail constraints on 

the Class I system with particular focus on the movement of crude oil.  Other stakeholders noted some 

issues with shortline service.  WATCO’s Great Northwest Railroad was one line that was noted could use 

additional service. 

Weight restrictions on some of the shortlines were another concern.  The national rail network has moved 

to a 286,000-pound standard for railcars, with some of the major corridors improving to 315,000-pound 

limits.  Shortlines throughout the U.S. have struggled to keep up with the demand for higher weight limits.  

The needs of shortlines to improve infrastructure has been acknowledged at the Federal level, as well as 

in many states.  Since 2005, a Federal investment tax credit specifically directed at shortlines 

(Section 45G of the U.S. tax code) has been available that provides a direct credit of up to 50 percent of 

capital investments.  Additionally, shortlines have fewer resources with which to implement new Federal 

safety regulations, including Positive Train Control and reporting requirements for bridges.  Ultimately, the 

reduced ability to carry the heavier weights leads to additional costs for shippers/receivers or the need to 

use other modes of transportation to supplement rail.  Table 3.4 highlights the weight limits and signal 

control systems for Idaho’s shortline railroads.  While the Idaho Northern and Pacific Railroad and 

Washington & Idaho Railroad are below current weight standards, the majority of Idaho’s track operated 

by Class III railroads is capable of carrying 286k cars. 

Table 3.4 Idaho Shortline Railroad’s Weight Capacity and Signal Control Type 

Company 
Percent of Track Rated 

for 286,000 Pounds Signal Control Type 

Bountiful Grain and Craig Mountain Railroad (BGCM) No Data None 

St. Maries River Railroad (STMA) 100% None 

Boise Valley Railroad (BVRR) 100% Manual 

Eastern Idaho Railroad (EIRR) 100% on mainline, 84% total Manual 

Great Northwest Railroad (GNRR) 100% None 

Idaho Northern and Pacific Railroad (INPR) 0% (<268K) Manual 

Pend Oreille Valley Railroad (POVA) 100% Manual 

United States Government (USG) 100% Unknown 

Washington & Idaho Railroad (WIR) 0% (268K maximum) Manual 

Source: Idaho State Rail Plan, U.S. FRA GIS Database 

http://greatnortherncorridor.org/pdf/members/tech%20memo%201-final%20revised.pdf.  

https://www.up.com/cs/groups/public/@uprr/@customers/documents/up_pdf_nativedocs/pdf_gross_weight

_full_up_maps.pdf. 

3.2.5 Abandoned, Embargoed, and Suspended Service 

Idaho had over 700 miles of track embargoed, suspended, or abandoned as of 2013.  Many of these 

routes offer potential for alternative uses as bicycle or pedestrian trails; the BNSF Coeur d’Alene 

subdivision is one example of a recent rails-to-trail conversion.  Some rail lines could be reactivated in the 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
C-76 

future if freight demand returned, especially with the demand for increased transload or intermodal 

service in the State. 

3.3 Port and Waterway 

Stakeholders did not identify any major concerns with the waterways connecting the Port of Lewiston to 

the Pacific Ocean.  Dredging by the Army Core of Engineers (USACE) restored the channel to the 

congressionally authorized 250-foot wide, 14-foot deep channel in February 2015, allowing for full access 

by barges to Lewiston.  A major system outage is planned for 2017 to allow for any needed repairs, an 

event that has been well publicized and coordinated with the businesses and ports that utilize the river 

system. 

The Port of Lewiston’s facilities also are adequate for current freight needs, and should be sufficient to 

handle the return of limited container-on-barge service in December 2015 with the potential for a full 

return of service to follow.  A 2012 TIGER Grant partially funded a 150-foot expansions of the container 

dock at the Port, allowing the cranes to handle two container barges at the same time, and making it 

easier to accommodate the loading and unloading of oversized shipments.  The largest impediments to 

Port activity are route restrictions on U.S. 12 that limit load dimensions.  U.S. 12 has historically been 

used to transport oversized and “megaload” shipments from the Port of Lewiston to destinations in 

Montana or Alberta, Canada.  The injunction came after the movement of a 644,000 pound water 

evaporator to Canada’s oil fields in August 2013 – the first of 10 planned loads.  An appeal was denied in 

October 2013, and the injunction on moving oversized loads on the route currently stands.
158

  Additional 

restrictions due to road or bridge work, especially on Interstate 90, also can place temporary limits on 

goods movement to/from the Port. 

3.4 Aviation 

Interviews with stakeholders revealed no major issues or needs for Idaho’s aviation system.  Boise 

Airport, which is the main cargo destination in the State, reported during stakeholder outreach that overall 

conditions at the airport were good, runways were adequate, and connections to the road network were 

sufficient for current and project freight needs.  A 2009 Airport Master Plan made one freight-specific 

recommendation suggesting the development of a new consolidated cargo facility to allow for future 

expansion of cargo operations and to increase safety and efficiency by segregating cargo and general 

aviation aircraft.
159

  However, a 2013 Air Cargo Study revealed that current freight volumes were 

14 percent below 2000 peak levels and that a return to that level was not forecasted until 2017, though 

2014 saw a growth in freight volume compared to 2013.  This decrease between 2000 and approximately 

2012 is not unique to Boise; cargo shipments at Oakland, San Francisco, Seattle, Portland, Denver, 

Spokane, and Salt Lake City were all down over this same period.  The global economic recessions was 

likely the major factor behind this decline.  The 2013 study recommended teaming with economic 
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development agencies to attract distribution operations for a company like Amazon, encouraging 

exporters and importers to take advantage of Boise’s Customs Port and local Free Trade Zone, and delay 

capacity expansion for freight activities until demand requires it, rather than by 2017, as stated in the 

Airport’s 2009 Master Plan.
160

  Boise is in the process of updating its Master Plan. 
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Appendix D. Highway Freight Safety Analysis 

1.0 Introduction 

The focus of Task 4 was on identifying priority safety locations within Idaho’s State Highway network that 

have a high rate of truck crashes and then identifying cost-effective improvements based on the cost and 

the expected cost savings of the improvement.  This task was based upon the Statewide Highway Safety 

Corridor Analysis performed by DKS Associates in 2013, and uses updated methodology to refine that 

process for a freight-specific focus.   

Crash rates also were calculated for at-grade rail crossings.  The five-year crash history included a total of 

39 crash events that occurred at rail crossings, however only 5 of those crashes were located at 

intersections with the State Highway System.  Given the low frequency of crashes, rail crossings were not 

considered for the remainder of this safety analysis, though they are specifically considered in Task 3 of 

this Plan and rail at-grade safety projects are included in the final project list in Task 6.  

This report includes the following sections: 

 Methodology.  This section provides a description of the methodology used to identify priority 

safety locations, diagnoses of the identified locations for crash causality, identification of potential 

countermeasures, and the benefit-cost analysis used to inform the recommended Freight Safety 

Investment Strategy. 

 Results of Analysis.  This section includes a detailed safety analysis using the described 

methodology.  The priority safety locations identified by the process are listed along with a 

summary of how the locations are distributed throughout ITD’s maintenance districts, and 

throughout roadway classification categories.  A summary of the results from the crash causality 

diagnosis is provided along with a list of proposed countermeasures.  The proposed 

countermeasures are summarized with a ranking of the effectiveness.  The identified locations are 

compared with the list of High Accident Locations (HAL), compiled annually by ITD based on 

average cost of a crash event, to determine what proportion of identified priority safety locations 

already have been identified as safety concerns for all vehicles by ITD. 

 Recommendations.  This section provides a recommendation of investments for freight safety 

based on the results of the safety analysis performed in the previous section.  It will include a list of 

improvements as well as a recommendation of how the proposed improvements will fit into the  

5-,10-, and 20-year plans being developed for this project. 
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2.0 Methodology 

This section describes sources of the data used to perform the analysis, the methodology used to identify 

priority safety locations, how the identified locations were diagnosed for crash causality, how potential 

countermeasures were identified, and the methodology used for the cost-benefit analysis used to inform 

the recommended Freight Safety Investment Strategy.   

2.1 System Coverage and Data Used 

The limits of this study are defined by roadways within the State Highway System and not local roads.  

The data used to perform the freight safety analysis were collected from the following sources, both from 

within ITD and from publicly accessible data sources: 

2.1.1 TAMS 

TAMS is a database maintained by ITD which contains several useful databases, including roadway 

attributes such as route designation, segment codes and mileposts, a record of historical volumes for the 

State Highway System, average traffic volumes, and physical attributes. 

2.1.2 GIS Warehouse 

The ITD GIS Warehouse provides GIS feature classes that geolocate the State Highway System by 

segment code and milepost.  Additional data were obtained from the GIS Warehouse for the analysis, 

including average traffic and freight volumes, and ICAPS categories.  Figure 2.1 provides a map of the 

State Highway System produced with the data from the GIS Warehouse. 

2.1.3 Video Logs 

ITD video logs are a collection of geolocated photographs taken to provide a visual record of the Idaho 

State road network.  Photographs are identified by date of photograph, route designation, direction 

traveling, and milepost.  The video logs were used to characterize physical aspects of the roadway that 

are not consistently available from TAMS, such as existence and location of signage, shoulder width and 

type, and safety of shoulder conditions. 

2.1.4 Google Earth 

Google Earth is a publicly accessible database of satellite and flyover aerial imagery and street level 

photographs and was used to supplement the video logs to determine roadway characteristics.  Google 

Earth also was used to determine the grade and side slope of roadways, and skew angle of intersections. 
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Figure 2.1 Idaho State Highway System 

   

Source: ITD. 

2.2 Systemwide Analysis of Truck Safety Statistics 

To understand the relationship between truck-related crashes and all crashes that occur on the State 

Highway System, the five-year crash history from 2010 through 2014 was analyzed to develop descriptive 

statistics about truck-related crashes. 

2.3 Identifying Priority Crash Locations 

In order to identify priority safety locations, the five-year crash history from 2010 through 2014 for the 

entire State Highway System was analyzed at a tenth-of-a-mile aggregation to produce fatal/injury and 
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total rates for truck-involved crashes for the following classifications of roadways used by ITD in recent 

years: 

 Interstate 

– Interstate functional classification. 

– Provide the highest level of mobility and speeds over long uninterrupted distances. 

– Connect major centers of statewide and national economic importance. 

 State 

– Principal arterial, non-Interstate freeway, and expressway functional classification. 

– Provide a high level of mobility and speeds over long uninterrupted distances. 

– Connect metropolitan planning areas and other centers of state economic importance. 

 Regional 

– Major and minor arterial functional classification.  

– Accommodate trips of moderate length with a lower level of travel mobility through and between 

communities and major activity centers of the region. 

– Used for longer urban trips. 

– Connect areas of regional economic importance. 

 District 

– Major and minor collector functional classification.  

– Accommodate trips of limited mobility and high access to communities. 

 Distribute trips to geographic areas and serve major commercial and industrial districts 

– Carry local bus routes but do not provide direct access to residential lots. 

– Support State and Regional routes and deliver commodities to local communities. 
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Truck crash rates were calculated based on the number of truck-involved crashes occurring per million 

vehicle miles of truck travel on tenth-of-a-mile section, weighted by severity and scored based on a 

comparison to the average.  The levels of crash severity are as follows and are based on the worst injury 

experienced during the crash event:   

 Fatal. 

 Serious Injury (Injury A). 

 Visible Injury (Injury B). 

 Possible Injury (Injury C). 

 Property Damage Only (PDO). 

To identify the specific locations where a safety need might exist, crash rates were calculated for any 

crash that involved at least one vehicle classified as a truck.  This was done with the use of a five-year 

average of average annual daily truck traffic (AADTT) as collected by ITD and an aggregation of the five-

year crash record.  The score combined the two crash rate types – “fatality or injury” and “total” – and 

gave higher priority to those crashes involving a fatality or injury.  The overall rating was based on 

weights of 70 percent for the fatality and injury rate and 30 percent for the total crash rate and normalized 

by the average crash rates for each ICAPS roadway classification.  The resulting Safety Need Score was 

calculated with the following formula: 

Safety Needs Score = 70% * (F+I truck-involved crash rate) / (average F+I truck-involved crash rate 

for ICAPS category) + 30% * (total truck-involved crash rate) / (average truck-involved crash rate for 

ICAPS category). 

The resulting Safety Need Scores have an average score of 1.0 representing a section with an average 

truck-related crash rate for that roadway classification.  In addition to the identification of individual tenth-

of-a-mile sections with high Safety Need Scores, the data on the tenth-of-a-mile sections were manually 

examined to identify longer homogenous groupings of sections with potential safety need.  Those section 

groupings identified a larger homogenous length of roadway containing multiple sections with a high 

density of safety need scores over 1.0.  A criteria of at least three crashes over the five-year period also 

was used to rule out potentially irrelevant crashes which may produce a high safety needs score on very 

low truck-volume roads.  Of the 77 priority safety locations identified to have a potential need for truck 

safety-based improvements, 11 pilot locations with the highest need were used to illustrate a process of 

diagnosis and countermeasure identification that could be used in the future. 

2.4 Assessing Causality of Crashes 

The identified pilot locations were then manually diagnosed based on physical characteristics and 

patterns found within the crash records to determine the crash causality, if any, for each location.  This 

involved collecting additional data for the identified locations that were not available from the TAMS 

database and were needed in order to determine causality between the crash record and the physical 

characteristics of each location. 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
D-6 

2.4.1 Data Gathering 

The physical characteristics collected were based on the methodology used in the Highway Safety 

Manual (HSM) and included the following items depending on the type of location:
 161

 

 Intersections 

– Control Type (signalized, all-way stop, minor approach stop). 

– Number of approaches. 

– Number of left-turn and right-turn lanes. 

– Skew angle. 

– Presence of intersection lighting. 

– Left-turn phasing for signalized intersections. 

– Right turn on red prohibited for signalized intersections. 

 Segments 

– Access density (private driveways). 

– Number and width of lanes. 

– Presence and width of median. 

– Shoulder type and width. 

– Grade of roadway. 

– Presence of passing lanes or climbing lanes. 

– Presence of lighting. 

– Presence of centerline rumble strips. 

– Presence of two-way left-turn lanes (TWLTL). 

– Roadside hazard rating (amount of clear space and how dangerous it is to leave the lane). 
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These items were gathered from ITD digital video logs and Google Earth.  The values were used in the 

calculation of Crash Modification Factors (CMF), which allow for a quantification of how physical 

characteristics affect expected crash rates.  The HSM outlines a predictive method to separate the 

estimated crash frequency into components by crash severity levels and collision types (such as run-off-

the-road or rear-end crashes) and then represent the relative change in crash frequency due to a change 

in one specific condition (when all other conditions and site characteristics remain constant).  CMFs are 

the ratio of the crash frequency of a site under two different conditions (with and without a physical 

characteristic).  Therefore, a CMF may serve as an estimate of the effect of a particular geometric design 

or traffic control feature or the effectiveness of a particular treatment or condition.  A more detailed 

discussion of the process can be found in the HSM.  

2.4.2 Diagnosis of Crash Causality 

The diagnosis of crash causality for a safety analysis generally follows a series of steps shown in 

Figure 2.2.  For this study, specific attention was paid to causality that specifically addresses truck-

involved crashes and factors that may not be relevant to all vehicle crashes.  The steps were used to 

identify patterns that will explain which characteristics most likely affect crashes for each location. 

 Identify crashes not related to the roadway environment (behavioral based): 

– Mental condition (asleep, drowsy, distracted, inattentive, drunk). 

– Improper behavior (improper lane changing or lane use, speeding, tailgating). 

 Classify crashes by crash characteristic and develop crash diagrams: 

– Direction of travel. 

– Action (e.g., going straight, turning, merging). 

– Contributing circumstances. 

 Identify physical features of the roadway. 

 Identify traffic operating environment: 

– Lighting conditions (e.g., day, night, dawn/dusk). 

– Weather conditions (e.g., clear, cloudy, rain, snow). 

– Road surface conditions (e.g., dry, wet, snow/slush, icy). 

 Consider human factors. 
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Figure 2.2 Crash Causality Diagnosis Flowchart 

  

2.5 Identifying Potential Countermeasures 

Once a clear connection was identified between the physical characteristics of a location and the crash 

record, potential countermeasures were identified.  While countermeasures which have been studied and 

have an associated CMF identified are required to provide quantifiable results, additional 

countermeasures that specifically apply to truck-related crashes were identified despite a lack of studies 

in order to provide as complete as possible of countermeasures that address the perceived safety need.  

A list web site of countermeasures and associated CMFs is included in the HSM and on the CMF 

Clearinghouse, a funded by the U.S.  Department of Transportation Federal Highway Administration and 

maintained by the University of North Carolina Highway Safety Research Center.  The process of 

identifying countermeasures is shown in Figure 2.3.
162
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Figure 2.3 Identification of Countermeasures Flowchart 

  

2.6 Evaluating the Benefits and Costs of Potential Countermeasures 

The evaluation of the expected benefits and costs of proposed countermeasures depends on the capital 

and operating/maintenance cost of each countermeasure and the determination of the economic benefit 

gained from the expected reduction in crashes resulting from the implementation of the countermeasure 

over its expected life cycle. 

2.6.1 Calculation of Benefit 

The benefit was estimated as the expected reduction from the calculated cost of the historical crash 

record based on the expected reduction to the future crash rate due to the proposed countermeasure.  

The cost of the historical crash record is a translation of the number of crashes into a dollar value based 

on the estimated cost of each injury severity type.  The value by injury severity type cost estimates are 

taken from the Benefit-Cost Analysis Resource Guide used for estimating economic costs for TIGER and 

FASTLANE grants.  Economic costs in 2016 dollars are given for each injury type as listed in the crash 

report:   

 Fatality – $9,600,000. 

 Injury – $174,030. 

 Property Damage Only (PDO) – $4,198. 

Because these numbers were created based on an analysis of all crashes, they do not include the 

potentially greater expected value of freight damaged or destroyed as a result of crashes as well as the 
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value of time needed to replace the shipments.  Because crash reports only use the PDO classification as 

a default severity value for any crash that does not result in an injury, there is no information as to what 

extent or type of property damage occurred for any given crash.  ITD does not have additional data 

available regarding the economic value of losses due to freight value and therefore it was not possible to 

derive a modified cost of crashes by severity and any benefit calculated for this study will be a lower 

bound. 

The expected reduction in crashes was calculated from the adjustment to the combined CMF for the 

location from the proposed countermeasures and applied to each severity level of crash to develop an 

expected crash rate and economic cost of crashes.  The difference in the historic observed annual cost of 

crashes and the expected annual cost of crashes after the proposed improvements have been 

implemented represents the benefit from the proposed countermeasure. 

In several cases, because of the truck-focused nature of this project, improvements were proposed that 

should have a clear effect on the truck-related crash frequency and/or severity level at a location, based 

on the historical crash record, but are lacking a depth of study to produce the necessary CMF to create a 

benefit-cost ratio.  In this case, those improvements were still included in the recommended strategy and 

identified as case studies to potentially provide data for future studies. 

2.6.2 Calculation of Cost 

The annualized costs of countermeasures were estimated using planning-level unit cost rates agreed 

upon by ITD headquarters and district engineers and staff during previous safety projects.  Unit-cost rates 

were identified as comprehensive incremental costs associated with each countermeasure over its life 

cycle, including design and engineering costs, construction costs, and maintenance costs, over the 

expected life cycle of the countermeasure.  

2.7 Recommending Freight Safety Investment Strategy 

Countermeasures were ranked based on the calculated benefit-cost ratio, annualized capital cost, and 

percent improvement.  This also was used to identify patterns identified in the analysis results that can be 

applied to future freight safety investment. 
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3.0 Results of Analysis  

This section describes general truck-related safety statistics as well as the results of the detailed safety 

analysis using the methodology described in the previous section.  The priority safety locations identified 

by the process are listed along with a summary of how the locations are distributed along the State 

network, districts, and ICAPS categories.  A summary of the results from the crash causality diagnosis is 

provided along with a list of proposed countermeasures.  The proposed countermeasures are 

summarized with costs and a ranking of the effectiveness. 

3.1 System-wide Truck Crash Statistics 

The number of crashes involving at least one vehicle classified as a truck for each roadway classification 

is included in Table 3.1  along with the total compared to the number of total crashes involving any type 

of vehicle.  Also included are average crash rates and truck-related crash rates, calculated as number of 

crashes divided by one million vehicle (or truck) miles traveled, over tenth of-a-mile sections which 

experienced at least one crash in the last five years.  

Table 3.1 Proportion of Crashes on State Routes in Idaho Involving Trucks 

2010-2014 

ICAPS 
Classification 

Roadway 
Length  
(Miles) 

All 
Crashes 

Truck-Involved 
Crashes 

% Crashes 
that are 
Truck 

Involved 

Crash 
Rate (All 

Crashes)
a
 

Truck-
Involved 

Crash Rate
b 

Truck-Involved 
Injury/Fatal 
Crash Rate

b 

Interstate 616 7,559 1,325 17.5% 0.92 2.12 0.69 

State 556 10,084 609 6.0% 2.87 10.68 2.81 

Regional 1,632 10,744 678 6.3% 4.49 25.43 7.72 

District 1,732 4,642 346 7.5% 8.67 56.87 15.74 

All State 
Roads 

4,536 25,470 2,958 11.6% 3.03 16.49 4.74 

 

Figure 3.1 shows the locations of all truck-related crashes in Idaho between 2010 and 2014.  Areas with a 

high concentration of crashes also are identified.  The majority of truck-related crashes in the State are 

located on the Interstate system where truck volume is the highest.  

a 
Crash rate calculated as crashes per million vehicle miles traveled. 

b 
Truck crash rate calculated as truck-related crashes per million truck miles traveled. 
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Figure 3.1 Idaho Truck-Related Crash Location Concentrations 

2010-2014 

  

Source: ITD. 
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While truck travel makes up 15.4 percent of all the vehicle miles traveled on the State Highway System, 

only 11.6 percent of crashes involved trucks.  While the distribution of truck-involved crashes by severity 

is similar to the distribution for all vehicles, two percent of truck-involved crashes result in a fatality while 

only one percent of all crashes result in a fatality.  Fifty-nine percent of all crashes identified a contributing 

circumstance for the truck driver.  

Approximately half of all truck-involved crashes happened during the day and on dry roads, and there is 

no predominant weather or lighting condition for truck-related crashes.  The three-month period between 

November and January has the highest proportion of crashes with about 30 percent of all truck-related 

crashes occurring during that period, however there isn’t much disparity between the seasonal distribution 

of truck-related crashes and that for all crashes. 

Table 3.2 below identifies the total number of crashes and fatalities for truck-involved incidents on Idaho’s 

State Highways by crash type.  The highest number of fatalities occurred in head-on crashes involving a 

truck, followed by side swipe incidents when vehicles were traveling in opposite directions.  These two 

types of crashes account for 38 percent of the total fatalities.  Median barriers that separate the flow of 

traffic or center-line rumble strips that help warn drivers that are straying into the other lane in high truck 

volume areas may help eliminate some of these crashes.  Projects to address this concern will be 

identified as part of Task 6.  

Table 3.2 Truck Involved Crashes on Idaho’s State Highway System 

2010-2014 

Crash Event Type Total Crashes Total Fatalities Fatalities/Crashes Ratio 

Railroad Train 2 1 0.50 

Head-On 57 21 0.37 

Pedestrian 3 1 0.33 

Pedalcycle 4 1 0.25 

Side Swipe Opposite 129 11 0.09 

Angle 133 6 0.05 

Rear-End Turning 43 2 0.05 

Angle Turning 172 5 0.03 

Head-On Turning 46 1 0.02 

Rear-End 573 4 0.01 

All Other Combined 5,962 105 0.02 

Total 7,124 158 0.02 

 

3.2 Priority Safety Locations 

There are a total of 2,410 tenth-of-a-mile sections representing 241 miles of roadway centerline in the 

State Highway System that have at least one crash recorded during the period from 2010 through 2014.  
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The analysis of the section scores resulted in identification of 77 distinct tenth-of-a-mile sections that had 

at least three crashes and had either a safety need score greater than 3.5 (3.5 times the statewide 

average for the roadway classification) or longer section groupings that had a large number of clustered 

safety need scores greater than 1.0.  These locations cover 86.9 miles of roadway, comprising 

1.9 percent of the total length of roadway centerline miles in the State Highway System.  The distribution 

of priority safety locations across districts and roadway classifications is shown in Table 3.3. 

Table 3.3 Distribution of Priority Safety Locations 

 District Interstate Statewide Regional District Total 

District 1 14 2 1 0 17 

District 2 0 2 2 0 10 

District 3 22 11 0 2 35 

District 4 0 6 2 1 9 

District 5 7 0 3 0 5 

District 6 1 0 1 0 1 

Total 44 21 9 3 77 

 

This initial analysis resulted in four distinct categories of priority safety locations:   

1. Fifty locations comprised of multiple continuous tenth-of-a-mile sections with safety need scores 

higher than average but no concentration of crashes.  The majority of them were along Interstates. 

2. Six locations that had a tenth-of-a-mile section with a Safety Need Score greater than 3.5 that also 

had additional crashes located within half a mile of that tenth-of-a-mile section. 

3. Sixteen locations comprised of multiple continuous tenth of a mile sections with Safety Need Scores 

greater than 1.0 within a mile. 

4. Five isolated tenth-of-a-mile sections with high crash rates. 

These locations are shown in Figure 3.2 with the isolated sections shown in red and grouping along major 

roadways labelled.  A complete listing of the 77 individual Priority safety locations is included in 

Appendix A.  ITD maintains a “High Accident Location (HAL)” database for multiple roadway categories 

(e.g., Interstate clusters, non-Interstate clusters, intersections) based on a three-year average of crash 

records and crash event costs for all vehicles, including state highway and local roadways.  Table 3.4 

presents the HALs within the top 100 ranked locations for each of the Interstate segment, non-Interstate 

segment, and intersection categories identified by this process and the number of truck-related crashes 

that occurred at each location.  The HAL database is maintained by ITD and is based on a three-year 

average of crash records.  Many of the longer Interstate segments identified using the Safety Needs 

Score included several shorter HAL segments.  Only one intersection HAL was identified.  
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Table 3.4 High Accident Locations (HAL) also Identified as Priority Safety 

Locations 

Route/ 
Intersection HAL Type District Milepost City County 

HAL 
Ranking 

# Truck 
Crashes 

I-84 Interstate 3 44.007-45.007 (Asc.) Meridian Ada 5 9
a 

I-90 Interstate 1 7.128- 11.128 (Asc.) N/A Kootenai 6 9 

I-84 Interstate 3 43.990-45.490 (Asc.) Meridian Ada 10 9
a
 

I-84 Interstate 3 34.964-35.964 (Asc.) Nampa Canyon 11 9 

I-84 Interstate 3 46.998-48.983 (Asc.) Boise Ada 14 19
b 

I-84 Interstate 3 46.527-47.527 (Asc.) Boise Ada 16 19
b
 

I-90 Interstate 1 12.560-13.060 (Asc.) Coeur D Alene Kootenai 18 2 

I-84 Interstate 3 55.485-55.985 (Asc.) Boise Ada 20 4 

I-84 Interstate 3 53.483-54.483 (Asc.) Boise Ada 27.5 6 

I-84 Interstate 3 49.540-50.040 (Asc.) Boise Ada 52 9 

I-84 Interstate 3 47.998-48.498 (Desc.) Boise Ada 58 19
b 

I-84 Interstate 3 99.570-100.570 (Asc.) N/A Elmore 59 0 

I-84 Interstate 3 51.997-53.483 (Asc.) Boise Ada 60 13
c 

I-84 Interstate 3 48.027-48.527 (Asc.) Boise Ada 61.5 19
b 

I-84 Interstate 3 26.723-27.600 (Asc.) Caldwell Canyon 64.5 5 

I-90 Interstate 1 59.553-60.990 (Asc.) N/A Shoshone 67 6 

I-90 Interstate 1 34.028-35.528 (Asc.) N/A Kootenai 68 4 

I-84 Interstate 3 50.592-51.997 (Asc.) Boise Ada 70 11 

I-84 Interstate 3 105.070-107.570 (Asc.) N/A Elmore 85 12 

I-84 Interstate 3 52.006-52.506 (Asc.) Boise Ada 86 13
c 

I-90 Interstate 1 52.551-54.051 (Asc.) N/A Shoshone 92 4 

I-15 Business Non-Interstate 5 3.730-3.856 Blackfoot Bingham 3 1 

SH 53 Non-Interstate 1 13.959-14.240 N/A Kootenai 10.5 4 

SH 48 Non-Interstate 6 14.910-15.058 Rigby Jefferson 28 0 

U.S. 2 Non-Interstate 1 474.452-474.507 Sandpoint Bonner 65 3 

3500 East Rd 
@ U.S. 30 

Intersection 4 223.549 Kimberly Twin Falls 55 0 

a,b, c
 Overlapping segments where the number of truck-related crashes represents the total for the combined 

segment
 
. 
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Figure 3.2 Location of Initial Priority Truck-Safety Improvement Locations 
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The 77 identified priority safety locations were further analyzed to produce a list of pilot locations that 

could be manually diagnosed for crash causality and possible countermeasures. These pilot locations 

represent the top priority safety locations that showed the greatest need for truck safety-based 

improvements. While all 77 locations were shown to have a potential need for truck safety-based 

improvements, the current study did not have the resources to evaluate all 77 locations and so the 

resulting pilot locations were used to illustrate a process of diagnosis and countermeasure identification 

that could be used in the future. 

This process of determining pilot locations involved combining smaller Interstate sections to create longer 

homogeneous stretches of Interstate and identifying section groupings or intersections with the highest 

density and/or severity of truck-related crashes. The analysis resulted in three categories of pilot locations 

(with some overlap):   

1. Two Interstate locations with a large number of crashes located over several miles. 

2. Eight locations with more than 1.5 total truck-related crashes per Truck VMT and safety need scores 

greater than 2.5. 

3. Eight locations with more than 0.2 truck-related crashes involving a fatality or injury per Truck VMT 

and Safety Need Scores greater than 2.5. 

The result is 11 pilot locations that cover 29.1 miles of roadway, comprising 0.6 percent of the total length 

of roadway centerline miles in the State Highway System. The distribution of priority safety locations 

across districts and roadway classifications is shown in Table 3.5. 

Table 3.5 Distribution of Pilot Safety Locations 

 District Interstate Statewide Regional District Total 

District 1 1 1 1 0 3 

District 2 0 0 1 0 1 

District 3 1 2 0 0 3 

District 4 0 1 0 0 1 

District 5 0 0 2 0 2 

District 6 0 0 1 0 1 

Total 2 4 5 0 11 

 

The locations of the pilot locations diagnosed are shown in Figure 3.3.  A complete listing of identified 

pilot locations is included in Table 3.6.  The locations include two Interstate locations, two regional 

roadway locations, and seven intersections.  An additional purpose of the pilot location analysis is to 

determine patterns and potential effectiveness of certain countermeasures that can be used in future 

studies and identification of freight safety projects. 
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Figure 3.3 Location of Pilot Safety Improvement Locations
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Table 3.6 Diagnosed Pilot Safety Improvement Locations 

Route District 
Segment 

Code 
Begin 

Milepost
b 

End 
Milepost 

Roadway 
Classification 

Number of 

Truck Fatal/
Injury 

Crashes 

Fatal/Injury 

Truck Crash 
Rate 

Total 
Number of 

Truck 
Crashes 

Total Truck 
Crash Rate 

Safety Need 
Score 

I-90 1 001660 49.9 64.1 Interstate 12 0.24 36 0.74 0.34 

I-84 3 001010 36.2 50.1 Interstate 34 0.26 111 0.77 0.37 

SH 53 1 001650 2.1730 State   1   8.35 5 41.76 14.34 

SH 19 3 002050 19.915 State   1 27.40 5 136.99 10.68 

U.S. 30 4 002040 223.505 State   2 25.73 6 77.18 8.58 

U.S. 93 4 002220 57.727 State   3 19.43 3 19.43 5.39 

SH 5 1 001820 12.1 12.3 Regional   2 34.25 3 51.37 3.71 

SH 3 2 001800 70.0 70.1 Regional   2 40.00 5 99.99 4.80 

I-15 BUS
a 

5 001370 4.596 Regional   0   0.00 9 234.83 2.77 

SH 39
 

5 002332 101.150 Regional   3 27.31 5 45.51 3.01 

SH 48 6 002440 14.812 Regional   1 40.29 3 120.87 5.08 

Sum for Top 11 Locations 61  191   

 

a 
Business Route, a short special route connected to a parent numbered highway at its beginning, then routed through the central business district of a nearby city or 
town, and finally reconnecting with the same parent numbered highway again at its end. 

b 
Only one milepost is provided for intersection locations 
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3.3 Crash Causality 

The diagnosis of crash causality for the pilot safety improvement locations included consideration of the 

physical characteristics of each location as well as the conditions and contributing circumstances 

recorded in the crash record.  A full description of the process used to determine crash causality is 

provided in Section 2.4.  The full crash diagnosis for each location is provided in Appendix B. 

3.3.1 Interstate Locations 

The two identified Interstate pilot locations had safety needs scores well below the average despite 

having a large number of crashes and a high crash density.  This is the result of the high volume of truck 

traffic that uses Interstate facilities and the high proportion of truck-related crashes not resulting in injuries 

due to the controlled nature of Interstates (traffic traveling in the same direction, low frequency of 

conflicting movements) and relatively higher standard of roadway (homogeneous environment, low 

occurrence of horizontal curves, high quality pavement, higher density of lighting).  As a result, the 

majority of crashes were caused by driver behavior, either their mental state (asleep, drowsy, distracted, 

inattentive, drunk) or from improper behavior (improper lane changing or lane use, speeding, tailgating). 

While the majority of crashes were caused by driver behavior, some of the crashes were potentially 

affected by a lack of lighting or by winter conditions.  For example, the identified I-90 location has no 

streetlights between milepost 51.0 and 54.0 and three crashes occurred on this portion of the pilot 

location at night with no street lights.  While Interstates often receive priority when assigning snowplows, 

some of the more remote portions may have to wait longer for plows.  Half of the crashes that occurred 

on I-90 occurred with snow, slush or ice on the roadway, four of which resulted in an injury and one of 

which resulted in a fatality. 

3.3.2 Non-Interstate Locations 

The two identified non-Interstate pilot locations both involved a curved section with approximately a 10 

percent grade.  The locations lack any warning signs for the curved sections and one of the locations 

involved several crashes during winter conditions. 

3.3.3 Intersection Locations 

Of the seven intersection pilot locations, five were in a rural environment and two were in urban 

environments.  The crashes that occurred in the rural environment were often the result of improper 

turning/failing to yield or from vehicles hitting vehicles involved in a turning movement, either from 

speeding or following too closely.  Both of the urban intersections showed multiple instances where 

simultaneous side-by-side turning resulted in a crash.  Improper turning was often a common cause as 

well. 

3.4 Potential Countermeasures 

The identification of countermeasures for each type of location is based on the potential physical 

characteristics of each location that show a causal relationship to the crash record as discovered during 
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the diagnosis.  A full description of the process used to determine crash causality is provided in 

Section 2.5.  A complete list of identified countermeasures is provided in Appendix B.  

3.4.1 Interstate Locations 

As the diagnosis of Interstate locations indicated, the majority of crashes appeared to be behavioral 

based.  As a result, one category of improvements that could potentially prove helpful would be programs 

to improve driver behavior such as increased enforcement or signs discouraging drunk driving or 

encouraging other drivers to report drunk driving.  Another potential improvement might be the 

construction of additional rest stops or increase the number of truck parking spaces at existing rest stops 

along heavily traveled truck corridors to reduce the number of drowsy or tired truck drivers. 

For the identified portion of I-90, several of the crashes involved portions of the Interstate that were not lit.  

Increasing the density of Interstate lighting also could be productive for this location and other similar 

Interstate sections. 

Almost 20 percent of the truck-related crashes that occurred on the Interstate involved a rear-end 

collision.  This often occurs under congested conditions and can be partially addressed by adding lanes 

to increase capacity and reduce the congestion. 

3.4.2 Non-Interstate Locations 

Because of the susceptibility of trucks to curved sections of roadway based on their higher center of 

gravity, especially on downhill sections, truck drivers should be sufficiently warned they will be driving 

under those conditions.  On non-Interstate roadways with significant curves and/or downhill grades where 

trucks commonly travel, sufficient warning signage with flashing beacons should be installed in advance 

of the curved sections and chevrons installed on the curved section. 

3.4.3 Intersection Locations 

Based on the high number of crashes caused by turning traffic, several countermeasures can be 

implemented based on the specific environment of the identified intersection: 

 Installation of turn lanes and intersection-warning signs at unsignalized rural intersections where 

intersections are not spaced closely and there is a potential for drivers to be surprised by turning 

traffic. 

 Installation of cat tracks (guidelines) and/or mounted delineators at intersections where the design 

of the intersection allows for or encourages improper turning.  The intersection of SH 39 and 

Fort Hall Avenue in American Falls is a good example of this. 

 Installation of cat tracks (guidelines) or potential redesign of urban intersections where multiple 

turning lanes allow for simultaneous turning where at least one truck may be involved. 
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3.5 Evaluation and Prioritization of Potential Countermeasures 

The evaluation of proposed countermeasures is based on either the comparison of expected cost and 

benefit of a proposed improvement or, in the absence of the necessary data, the perceived applicability of 

the proposed countermeasure to the diagnosis.  As explained in the previous section, the expected 

savings does not include the increased cost associated with property damage in truck-related crashes 

and as a result the expected benefit, and therefore the benefit-cost ratio is a lower bound; however this 

analysis should provide a relative comparison of effectiveness between countermeasures.  The 

calculations used in calculating the benefit-cost ratio are found in Appendix C. 

3.5.1 Interstate Locations 

The benefit-cost analysis for the following ranges of ratios for the proposed Interstate countermeasures is 

shown in Table 3.7. 

Table 3.7 Effectiveness of Proposed Interstate Countermeasures 

Countermeasure Expected Cost Savings Annualized Cost Benefit-Cost Ratio 

Enhanced speed enforcement $212,000 $120,000 1.76 

Increased winter maintenance $62,900 $104,000 0.61 

Increased lighting $40,100 $142,000 0.28 

 

All of the options have high annual costs; the first two based on the fact that the cost of labor based 

improvements are accrued yearly instead of as a capital expense.  The only countermeasure with a 

benefit-cost ration greater than one is enhanced speed enforcement, based on the high number of 

crashes on the Interstate caused by vehicles operating at unsafe speeds. 

3.5.2 Non-Interstate Locations 

The benefit-cost analysis for the following ranges of ratios for the proposed non-Interstate 

countermeasures is shown in Table 3.8. 

Table 3.8 Effectiveness of Proposed Non-Interstate Countermeasures 

Countermeasure Expected Cost Savings Annualized Cost Benefit-Cost Ratio 

Addition of chevron signs $11,200 $38 291 

Curve warning sign with beacons $12,700 $20 634 

10 miles per hour reduced Truck Speed 
limit (increased enforcement) 

$6,200 $120,000 0.05 

Increased winter maintenance $8,300 $104,000 0.08 
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There is a clear difference in efficiency between the options of adding signs to potentially unsafe locations 

and implementing labor based improvements.  As with the Interstate examples, the increased 

enforcement or winter maintenance have a high annual cost, however the higher volume of truck travel on 

non-Interstate roads does not provide enough crash reduction to support the cost.  The implementation of 

signage much higher expected return for a much lower cost. 

3.5.3 Intersection Locations 

The benefit-cost analysis for the following ranges of ratios for the proposed intersection countermeasures 

is shown in Table 3.9 . 

Table 3.9 Effectiveness of Proposed Intersection Countermeasures 

Countermeasure Sample Size 

Expected Cost 
Savings 

Annualized 
Cost 

Average  
Benefit-Cost  

Ratio Low High 

Addition of left-turn lane 2 $6,900 $7,300 $25,000 0.29 

Addition of right-turn lane 1 $1,500 $1,500 $25,000 0.06 

Addition of intersection lighting 2 $26,500 $797,000 $1,250 330 

Addition of intersection warning sign 2 $11,100 $660,000 $667 500 

 

There is a clear difference in the lower capital cost associated with the addition of signage or lighting and 

the higher capital cost of adding turn lanes.  While there are order of magnitudes of difference between 

the potential cost savings associated with the addition of intersection lighting or intersection warning 

signs, both extremes of the range result in a benefit-cost ratio much higher than 1.0.  The low benefit-cost 

ratio associated with the addition of turn lanes results from the low number of crashes at each location 

and the relatively low reduction in crash rates associated with the addition of turn lanes. 

In addition to the countermeasures analyzed, the following countermeasures were identified as being 

directly related to the diagnosis of causality at the identified intersections, however there are insufficient 

studies to determine an expected crash reduction: 

 Addition of cat tracks (guidelines) for intersections where improper turning or simultaneous turning 

is observed. 

 Redesign of intersection to allow for safe simultaneous turning with a truck. 
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3.6 Relationship of Potentially Effective Countermeasures to Other 

Investment Priorities 

The following improvements were found to be cost-effective for improving truck-related safety (or directly 

related to the history of truck-related crashes for those improvements without sufficient study): 

 Curve warning signs with flashing beacons along routes with sharp curves and potential truck 

traffic. 

 Chevron signs along sharp curves with potential for truck traffic. 

 Addition of intersection lighting at rural intersections as long as there is enough lighting provided in 

the surrounding area so that the lighting will not cause night-blindness, potentially leading to a 

reduction in safety. 

 Intersection warning signs with flashing beacons at rural intersections where turning traffic may not 

be expected. 

 Addition of cat tracks (guidelines) for intersections where improper turning or simultaneous turning 

is observed. 

 Redesign of intersection to allow for safe simultaneous turning with a truck. 

None of the Interstate improvements showed very high benefit-cost ratios; however increased 

enforcement lighting and winter maintenance have the potential to reduce crash rates for all vehicles. 
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4.0 Conclusions and Recommendations 

While truck-related crashes in Idaho are of concern (roughly 600 truck-related crashes a year, of which an 

average of 14 involved fatalities) trucks make up 15.4 percent of the total volume of traffic on the State 

Highway System but make up only 11.6 percent of the total number of crashes.  Therefore the rate at which 

trucks are involved in crashes is lower than the overall crash rate on the State Highway System.  Almost half 

of truck-related crashes occur on Interstates (44.8 percent), which is much higher than the average 

(29.7 percent) for all vehicles.  However when compared to the rate for all vehicles, non-Interstates 

experience a much higher rate of truck-related crashes involving fatalities or injuries.  Given the volume of 

truck traffic on Interstates, more truck-related crashes occur on Interstates but only involve property damage 

whereas more dangerous truck-related crashes that result in injuries and fatalities are more likely to occur on 

non-Interstate roadway. 

Most truck-related crashes on the Interstates are result of either driver behavior or congestion or the 

combination of the two.  Driver fatigue is often a contributing circumstance.  The most effective physical 

measures to reduce rate of truck-involved crashes on Interstates would be the addition of rest stops along 

heavily used truck routes to provide more opportunities for drivers to rest, or capacity improvements to 

reduce congestion.  Congestion is often a factor in in rear-end crashes and crashes due to inattention.  A 

variety of programs such as added enforcement, increased winter maintenance and campaigns to reduced 

impaired driving also are likely to be effective in reducing truck-induced crash rates on the Interstates. 

Off of the Interstates, many more truck-involved crashes are related to roadway characteristics and highway 

design features.  Curves and intersections along truck routes produce many of the truck-involved crashes.  

This includes roll-overs or trucks leaving the roadway along curved sections, and side-swipes, rear-ends and 

angle collisions at intersections.  Although the total number of crashes that occur at each individual non-

Interstate location is not as high as those that occur along Interstates, fairly low-cost physical improvements 

to the roadway system can be cost-effective ways to reduce the rate and severity of truck-involved crashes.  

The most cost-effective way to do that is through the installation of signage to inform drivers of unexpected 

conditions or roadway environments. 

While this project has identified several locations that can benefit from truck-focused safety improvements, 

the process is dependent on the recent crash history and, based on the infrequent nature of crashes, may not 

capture all of the locations that have potential safety concerns.  Recognizing this, ITD should establish an 

ongoing process for updating the crash analysis and the list of priority safety locations, which also would 

allow for an opportunity for studying the effect on crash rates for recently installed safety improvements.  ITD 

also should continue the process for identifying causality and potential improvements for the priority safety 

locations. 
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The following specific investments should be pursued as part of the Implementation Plan proposed in Task 6 

of this Statewide Freight Strategic Plan: 

1. Installation of an advance curve-warning with flashing beacons and chevron signs for the curve on SH 5 

between mileposts 12.1 and 12.3 (B/C ratio of 634 and 291 respectively). 

2. Installation of an advance intersection warning sign with flashing beacons on SH 53 at milepost 2.173 for 

the intersection with Pleasant View Road (B/C ratio of 990).  Improved intersection lighting also is 

recommended at this location (B/C ratio of 638). 

3. Installation of an advance intersection warning sign with flashing beacons on U.S. 93 at milepost 57.727 

for the intersection with 100 South Road (B/C ratio of 16.71).  Intersection lighting, despite having a high 

benefit-cost ratio, is not recommended at this location given its remote location and lack of any nearby 

lighting (B/C ratio of 21.16). 

4. Increased speed-limit enforcement along I-90, specifically between mileposts 50 and 64 (B/C ratio of 

1.76). 

5. Installation of cat tracks for the simultaneous eastbound left-turn lanes at the intersection of SH 19 and 

Centennial Way (B/C ratio unknown but clear relationship to causality identified). 

6. Installation of cat tracks for the simultaneous southbound left-turn lanes and for the eastbound left turn 

lane at the intersection of I-15 Business and Parkway Drive (B/C ratio unknown but clear relationship to 

causality identified). 
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D.1 ITD Freight Priority Locations Sorted by ICAPS then District 

Route District Segment Begin 
Milepost 

End 
Milepost 

Roadway 
Classification 

Number of 
Fatal/Injury Crashes 

Total Number 
of Crashes 

I 90 1 001660 1.8 2.1 Interstate 2 4 

I 90 1 001660 7 7.7 Interstate 4 7 

I 90 1 001660 10.5 10.8 Interstate 2 3 

I 90 1 001660 13 13.3 Interstate 2 3 

I 90 1 001660 28.3 29.9 Interstate 6 8 

I 90 1 001660 34 34.2 Interstate 3 5 

I 90 1 001660 49.9 50.3 Interstate 2 4 

I 90 1 001660 53.7 54.3 Interstate 2 5 

I 90 1 001660 59.2 60.5 Interstate 3 5 

I 90 1 001660 62.2 64.1 Interstate 4 11 

I 90 1 001660 71.2 73.3 Interstate 8 26 

I 90 1 008339 14.9 17.4 Interstate 6 13 

I 90 1 008339 19 19.2 Interstate 3 4 

I 84 3 001010 8.5 9.5 Interstate 5 5 

I 84 3 001010 26.1 29.9 Interstate 16 28 

I 84 3 001010 34.8 39 Interstate 19 64 

I 84 3 001010 40.1 41.6 Interstate 6 15 

I 84 3 001010 43.7 55.8 Interstate 54 136 

I 84 3 001010 57.2 58.8 Interstate 4 7 

I 84 3 001010 70.1 71.2 Interstate 2 12 

I 84 3 001010 74 75.1 Interstate 3 8 

I 84 3 001010 99.4 100.1 Interstate 1 6 

I 84 3 001010 104.5 105.1 Interstate 4 4 

I 84 3 001010 106.9 108.8 Interstate 4 13 

I 84 3 001010 115 115.8 Interstate 3 5 

I 84 3 001010 116.7 118.1 Interstate 5 9 

I 84 3 001010 121.2 121.5 Interstate 3 3 

I 84 3 001010 167.7 168 Interstate 4 5 

I 84 3 001010 184.4 185.1 Interstate 3 6 

I 84 3 001010 199.9 202.6 Interstate 9 20 

I 84 3 001010 216.2 217.8 Interstate 7 15 

I 84 3 001010 221.5 222.2 Interstate 4 9 

I 84 3 001010 227.3 228.1 Interstate 4 8 

I 84 3 001010 255.8 256.9 Interstate 3 7 

I 84 3 001010 257.8 258.7 Interstate 3 5 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
D-28 

Route District Segment Begin 
Milepost 

End 
Milepost 

Roadway 
Classification 

Number of 
Fatal/Injury Crashes 

Total Number 
of Crashes 

I 86 5 001260 50.1 50.2 Interstate 2 3 

I 86 5 001260 60.5 61.1 Interstate 3 5 

I 15 5 001330 43.9 44.7 Interstate 2 4 

I 15 5 001330 63 63.6 Interstate 2 4 

I 15 5 001330 77.2 78.4 Interstate 4 6 

I 15 5 001330 88 89.4 Interstate 4 7 

I 15 5 001330 91.4 93.1 Interstate 3 8 

I 15 6 001330 189.7 190 Interstate 2 4 

US 2 1 001540 474.2 475.4 State 3 9 

SH 53 1 001650 2.1 2.2 State 1 5 

SH 53 1 001650 13.9 14.3 State 2 6 

US 95 2 001539 415.5 416.5 State 3 6 

US 95 2 001547 0.2 0.5 State 2 5 

US 30 3 002040 219.9 221 State 3 7 

US 30 3 002040 223.5 223.6 State 2 6 

I 84 3 002042 57.8 58.7 State 3 10 

SH 19 3 002050 19.9 20 State 1 5 

US 20 3 002070 26.2 27.3 State 3 3 

US 20 3 002070 39.2 40.3 State 3 5 

US 20 3 002070 43.9 44.3 State 2 4 

US 20 3 002070 369.8 370.2 State 3 3 

US 20 3 002070 372.9 373.9 State 2 5 

US 20 3 002070 384.5 385.1 State 2 6 

US 95 3 008641 90.7 91.6 State 3 7 

US 93 4 002220 32.4 33.5 State 3 3 

US 93 4 002220 46.5 48.4 State 4 9 

US 93 4 002220 57.7 57.8 State 3 3 

US 93 4 002220 60.7 62.1 State 4 6 

SH 50 4 002260 3.3 4.8 State 10 21 

US 93 4 007580 48 49.3 State 3 5 

SH 5 1 001820 12.1 12.3 Regional 2 3 

SH 3 2 001800 26.5 26.9 Regional 3 3 

SH 3 2 001800 70 70.1 Regional 2 5 

US 30 4 002240 305.7 306.3 Regional 2 6 

SH 25 4 002270 48 49.1 Regional 3 5 

I 15 5 001370 3.7 5.3 Regional 1 15 

SH 39 5 002330 44.9 45.6 Regional 3 3 
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Route District Segment Begin 
Milepost 

End 
Milepost 

Roadway 
Classification 

Number of 
Fatal/Injury Crashes 

Total Number 
of Crashes 

I 86 5 002332 100 101.2 Regional 4 8 

SH 48 6 002440 14.8 15.4 Regional 2 4 

SH 45 3 002160 22.2 23 District 3 5 

SH 67 3 002180 1.4 1.9 District 3 3 

SH 24 4 002280 31 32.1 District 2 3 
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D.2 ITD Priority Location Crash Diagnostics 

Key District Segment Route Begin MP End 
MP 

Diagnosis Countermeasures 

1 D1 001660 I-90 49.9 64.1 

14 mile section of Interstate 90 
-36 Crashes with one fatality and 36 injuries 
-24 (67%) of the crashes were Property Damage Only 
 
-Concentrated in four portions:  
MP 49.9-51.2 (6 crashes) 
MP 53.2-54.2 (5 crashes) 
MP 57.25-58.1 (3 crashes) 
MP 59.2-64.0 (21 crashes) 
 
-Three of the crashes involved wild animals, two in the 
second portion and one in the fourth. 
-Half (18) of the crashes involved snow, slush, or ice on the 
road. 12 of these involved the driver going too fast for 
conditions. 
-Almost half (17) of the crashes occurred while negotiating a 
curve, four of which where the truck was going too fast for 
conditions. 
-14 crashes were caused by going too fast for conditions, 
twice as many by the truck involved than by another vehicle. 
-Six of the crashes involved a driver being alcohol impaired, 
drowsy, or inattentive, five of which involved the truck driver. 
-Almost half (16) of the crashes occurred at night, ten of 
which were in a location where there were no streetlights or 
the lights were off. Five of these involved speeding, five 
involved a drunk/drowsy/inattentive driver. 
 
Conclusion: Truck speed and winter conditions account for a 
large number of the crashes. Driver behavior also accounted 
for a large number of crashes. 

 

 

 

 

 

 

 

-Reduced (truck) speed 
limit. 
-Increased winter 
maintenance. 
-Signs telling drivers to 
report drunk driving. 
-Addition of street lights in 
dark areas. 
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Key District Segment Route Begin MP End 
MP 

Diagnosis Countermeasures 

2 D3 001010 I-84 36.2 50.1 

14 mile section of Interstate 84-111 Crashes with no fatalities 
and 46 injuries-77 (69%) of the crashes were Property 
Damage OnlyNo concentration of crashes along the 
segment.-Only 13 (~12%)of the crashes occurred at night in 
a location where there were no streetlights or the lights were 
off. Another 16 occurred at night with street lights.-Only 13 
(~12%) of the crashes involved snow, slush, or ice on the 
road.-36 of the crashes (1/3) were caused by an improper 
lane change, of which almost twice as many were the fault of 
the truck. Another 10 were caused by a failure to maintain 
their lane, six of which were the fault of the truck.-20 of the 
crashes were caused by inattention, 14 of which were on the 
part of the truck driver.-Only seven of the crashes were due 
to going too fast, and only one of those was the truck driver.-
Seven of the crashes were caused by vehicle or tire defect.-
Six crashes occurred while merging and two occurred while 
negotiating a curve.Conclusion: Road, weather, and lighting 
conditions do not seem to be a major cause of crashes on 
this segment. Lane keeping or lane changing was 
responsible for 40% of the crashes. Another 20% were due 
to inattention. There is very little indication that physical 
characteristics of the roadway are responsible for the 
majority of the crashes along this segment. 

No countermeasure 
recommended. 

3 D1 001650 SH-53 2.1730 

Intersection crash at SH-53 & Pleasant View Rd, three-leg, 
NB Stop-controlled 
-Five Crashes with no fatalities and two injuries 
-Four (80%) of the crashes were Property Damage Only 
 
-Four incidents involved a truck running into a vehicle that 
was making a turn, one of which occurred in the rain, one of 
which occurred at night. 
-One incident was a three-vehicle crash where a truck 
making a left turn failed to signal and caused two cars to 
crash into each other. 
-There is no lighting. 
 
Conclusion: The main cause seems to be trucks being 
unaware or having bad visibility of turning vehicles. 

 

-Addition of westbound 
left-turn lane. 
-Addition of intersection 
lighting. 
-Addition of an earlier 
intersection warning sign 
or addition of flashing 
beacons on the existing 
on (located 500 ft NE of 
the intersection) 
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4 D3 002050 SH-19 19.915 

Intersection related crashes at SH-19 & Centennial Way, 4-
way stop 
-Five crashes with no fatalities and one injuries 
-Four (80%) of the crashes were Property Damage Only 
 
-All of the crashes involved eastbound vehicles, the most 
serious one also included a northbound truck that hit a car 
running a stop sign. 
-Three of the crashes were caused by improper left-turning, 
two by a truck, one by an SUV that hit a truck. There are two 
eastbound left-turn lanes. 
-One non-relevant crash was a hit and run by a car 
sideswiping a truck during icy conditions. 
 
Conclusion: Check need for two eastbound turn lanes and 
turning radius 

-Addition of cat tracks 
(guideline) for eastbound 
turning movements. 
-Redesign of intersection 
if there is not sufficient 
room for simultaneous 
turning with a tractor-
trailer. 

5 D3 002040 US-30 223.505 

Intersection related crashes at US-30 & 3500 East Road, N/S 
Stop-controlled-Six crashes with one fatalities and seven 
injuries, one crash involved five vehicles-Four (67%) of the 
crashes were Property Damage Only-The five-vehicle crash 
involved a van and a truck both turning west where the van 
failed to yield, causing a eastbound truck to hit it and the two 
following vehicles to rear-end.-Three of the crashes involve a 
failure to yield, two of which were from a stop controlled 
direction. Another involved a southbound vehicle running a 
stop sign.Intersection has been recently 
signalized.Conclusion: Signalization may address the 
diagnosis, depending on the phasing. No crashes in the last 
three years. Possible speed limit reduction for E/W traffic? 

 

 

 

 

 

 

 

 

 

 

 

 

No countermeasure 
needed 
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Key District Segment Route Begin MP End 
MP 

Diagnosis Countermeasures 

6 D4 002220 US-93 57.727 

Intersection related crashes at US-93 & 100 South Road, 
four-leg, EB/WB Stop-controlled 
-Three crashes with no fatalities and three injuries 
-All of the crashes involved an injury 
 
-All three of the crashes involved following too close, two of 
which were the fault of the truck and resulted in a rear-end. 
-The minor street approaches were not involved in any of the 
crashes. 
-There is no lighting or signage to warn of an upcoming 
intersection. 
 
Conclusion: Possible sign to warn of upcoming intersection 
and/or slowing traffic. 

-Addition of a southbound 
left-turn lane. 
-Addition of intersection 
lighting. 
-Addition of intersection 
warning sign. 

7 D1 001820 SH-5 12.1 12.3 

Curved section of SH-5 
-Three crashes with no fatalities and three injuries 
-One (33%) of the crashes were Property Damage Only 
 
-Two of the crashes involved vehicles going too fast for 
conditions at night, one truck that overturned and a pickup 
that sideswiped a truck. Another truck overturned during the 
day. 
 
Conclusion: Possibly look at longer section to see if there are 
more curve related crashes. This portion was also identified 
by the State Safety study. 

-Addition of chevron signs 
along the curve. 
-Additional warning signs 
in advance of the curve 
with a flashing yellow 
beacon. 
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8 D2 001800 SH-3 70.070 

Curved section of SH-3 at an uncontrolled intersection with 
SH-6 
-Five crashes with no fatalities and three injuries 
-Three (60%) of the crashes were Property Damage Only 
 
-Four of the crashes occurred while a vehicle was negotiating 
a curve, three of which were trucks. 
-Three of the crashes involved an overturn, two during wet or 
snowy conditions. One of the overturns was due to speeding, 
the other due to an improper lane change. 
-Three of the crashes involved speeding, two during snowy 
conditions. 
-One crash involved a sideswipe from a van leaving his lane 
after coming out of the north portion of the curve 
 
Conclusion: Reduction in speed limit and improved snow 
maintenance 

-Reduction in speed limit 
or installation of a curve 
warning sign with a 
suggested reduced speed. 
-Increased winter 
maintenance. 

9 D5 001370 I-15 Bus. 4.596 

Intersection related crashes at I-15 Bus. And Parkway Drive-
Nine crashes with no fatalities or injuries-All of the crashes 
were Property Damage Only-Only one crash occurred at 
night and there were street lights-Every crash involved two 
vehicles turning left, either SB (3) or EB (6), resulting in a 
same direction crash or a sideswipe-The majority of crashes 
were due to improper turns or improper use of the turn lane. 
Two crashes were from a failure to maintain their lane, and 
another from inattentionConclusion: Southbound left-turn 
lanes potentially do not provide enough room for 
simultaneous turning involving a truck. Eastbound truck 
turning may also have some space issues. I/S modifications 
could help. 

 

 

 

 

 

 

 

 

 

 

-Addition of cat tracks 
(guideline) for westbound 
left turning vehicles.-
Redesign the intersection 
if there is not sufficient 
room for simultaneous 
turning with a tractor-
trailer in the southbound 
direction. 
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Key District Segment Route Begin MP End 
MP 

Diagnosis Countermeasures 

10 D5 002332 
I-86 
Bypass/SH-
39 

101.150 

Curved portion of I-86 Bypass/SH-39 at an intersection with 
Fort Hall Avenue, N/S stop-controlled with overhead 
red/yellow beacon 
-Five crashes with one fatality and four injuries, one crash 
involved four vehicles 
-Two (40%) of the crashes were Property Damage Only 
 
-The four-vehicle crash involved dark, foggy, icy conditions 
and resulted on a head-on collision between a semi and a 
speeding pickup and causing two more vehicles to crash. 
-Two other crashes were caused by improper westbound left-
turning. 
-One crash was from inattention, and one non-relevant crash 
was from improper backing, all during clear, daytime 
conditions. 
-Three of the crashes were angle crashes in the intersection. 
 
Conclusion: The westbound approach could be better striped 
to encourage proper turning by trucks, potentially given a 
guideline (cat tracks). The location might also be improved 
with lighting and better signage warning of an upcoming 
intersection. 

-Installation of pylons or a 
small median to prevent 
early turning. 
-Addition of cat tracks 
(guideline) for westbound 
left turning vehicles. 

11 D6 002440 SH-48 14.812 

Intersection related crashes at SH-48 and State Street 
-Three crashes with no fatalities and one injuries 
-Two (67%) of the crashes were Property Damage Only 
 
-Two of the crashes involved a vision obstruction for a truck 
turning right, from eastbound, the other westbound. 
-One involved the truck driver being distracted and rear-
ending a stopped pickup 
 
Conclusion: Installation of right turn lanes for the eastbound 
and westbound direction could help 

-Addition of a right-turn 
lane to the eastbound 
approach (removal of land 
from Subway parking lot). 
-Redesign of intersection 
if there is not sufficient 
room for a tractor-trailer to 
make a right-turn safely. 
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D.3 Benefit-Cost Ratio Calculations 

Key District 
Location 

Type 
ICAPS 

Urban/ 
Rural 

Segment Route 
Speed 
Limit 

Begin 
MP 

End 
MP 

L 
(mi) 

Truck 
AADT 

Total 
Crashes 

CMF Improvement Savings Savings 
Construction 

Cost 
Cost 

Horizon 
Annualized 

Cost 
Benefit 

Cost Ratio 

1 D1 Interstate Interstate Rural 001660 I-90 65-75 49.9 64.1 
14.2 2130 

36 
1.000 

10MPH Reduced truck speed limit 
(increased enforcement) $211,752.67 9% $120,000 1 $120,000 1.76 

1 D1 Interstate Interstate Rural 001660 I-90 65-75 49.9 64.1 14.2 2130 36 1.000 Increased winter maintenance $62,870.51 3% $103,571 1 $103,571 0.61 

1 D1 Interstate Interstate Rural 001660 I-90 65-75 49.9 64.1 
14.2 2130 

36 
1.000 

Signs telling drivers to report drunk 
drivers             

1 D1 Interstate Interstate Rural 001660 I-90 65-75 49.9 64.1 14.2 2130 36 1.000 Addition of street lights in dark areas $40,124.58 2% $2,840,000 20 $142,000 0.28 

                        12 1.000 Nighttime crashes (no lights) $40,124.58 27%         

                        24 1.000 Other crashes $0.00 0%         

2 D3 Interstate Interstate Urban 001010 I-84 65 36.2 50.1 13.9 8455 111 1.000 No countermeasures identified             

3 D1 Intersection State Rural 001650 SH-53 55 2.173 0.1 656 5 0.648 Addition of westbound left-turn lane $7,297.04 10% $500,000 20 $25,000 0.29 

3 D1 Intersection State Rural 001650 SH-53 55 2.173 0.1 656 5 0.648 Addition of intersection lighting $797,326.64 38% $25,000 20 $1,250 637.86 

3 D1 Intersection State Rural 001650 SH-53 55 2.173 
0.1 656 

5 
0.648 

Addition of flashing beacon 
intersection warning sign $659,757.70 16% $10,000 15 $667 989.64 

4 D3 Intersection State Urban 002050 SH-19 35 19.915 0.1 200 5 0.620 Addition of cat tracks for EB turning       20     

4 D3 Intersection State Urban 002050 SH-19 35 19.915 
0.1 200 

5 
0.620 

Redesign of intersection for 
simultaneous turning       20     

5 D4 Intersection State Rural 002040 US-30 60 223.505 0.1 426 6 0.583 No countermeasures identified             

6 D4 Intersection State Rural 002220 US-93 55 57.727 0.1 846 3 1.000 Addition of southbound left-turn lane $6,961.20 10% $500,000 20 $25,000 0.28 

6 D4 Intersection State Rural 002220 US-93 55 57.727 0.1 846 3 1.000 Addition of intersection lighting $26,452.56 38% $25,000 20 $1,250 21.16 

6 D4 Intersection State Rural 002220 US-93 55 57.727 
0.1 846 

3 
1.000 

Addition of flashing beacon 
intersection warning sign $11,137.92 16% $10,000 15 $667 16.71 

7 D1 Segment Regional Rural 002070 SH-5 65 12.1 12.3 
0.2 320 

3 
6.407 

Addition of chevron signs along the 
curve $11,171.50 16% $575 15 $38 291.43 

7 D1 Segment Regional Rural 002070 SH-5 65 12.1 12.3 0.2 320 3 6.407 Curve warning sign $12,681.29 18% $300 15 $20 634.06 

8 D2 Segment Regional Rural 001800 SH-3 55 70.0 70.1 
0.1 274 

5 
2.383 

10MPH Reduced truck speed limit 
(increased enforcement) $6,203.25 9% $120,000 1 $120,000 0.05 

8 D2 Segment Regional Rural 001800 SH-3 55 70.0 70.1 0.1 274 5 2.383 Increased winter maintenance $8,337.40 12% $103,571 1 $103,571 0.08 

9 D5 Intersection Regional Urban 001370 I-15 Business 40 4.596 0.1 800 9 0.325 Addition of cat tracks for WB turning       20     

9 D5 Intersection Regional Urban 001370 I-15 Business 40 4.596 
0.1 800 

9 
0.325 

Redesign of intersection for 
simultaneous turning       20     

10 D5 Intersection Regional Rural 002332 I-86 Bypass/SH-
39 

30 101.150 
0.1 602 

5 
0.676 

Installation of post mounted 
delineators to prevent early turning             

10 D5 Intersection Regional Rural 002332 I-86 Bypass/SH-
39 

30 101.150 
0.1 602 

5 
0.676 Addition of cat tracks for WB turning       20     

11 D6 Intersection Regional Rural 002440 SH-48 35-45 14.812 0.1 136 3 0.263 Addition of eastbound right-turn lane $1,459.41 4% $500,000 20 $25,000 0.06 

11 D6 Intersection Regional Rural 002440 SH-48 35-45 14.812 
0.1 136 

3 
0.263 

Redesign of intersection for safe truck 
turning       20     
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Appendix E. Freight Policy Analysis and Performance 

Measures 

1.0 Introduction 

The objective of Task 5 is to provide an overview of Idaho’s existing structures that impact and influence 

freight activities, including policies and regulations for freight, the coordination that occurs between the Idaho 

Transportation Department (ITD) and other agencies (including across Idaho’s borders), and how 

freight-related decisions are made.   

This Technical Memorandum includes the following sections: 

 Performance Measures.  This section explores freight performance measures and how they can be 

used to guide freight-related investment decision-making.  It examines the Federal requirements, 

identifies performance measures that are already in use by ITD, and suggests recommended freight-

specific performance measures for ITD.  

 Freight Funding.  This section identifies funding sources at the Federal and state level that can be used 

to finance freight-related projects and programs.  Specific projects and programs will be identified as part 

of Task 6.  

 Policies, Regulations, and Legislation Issues and Solutions.  This section identifies policies, 

regulations, and legislative issues that are barriers to the movement of freight in Idaho, and between 

Idaho and surrounding states.  This section also highlights potential strategies that could mitigate the 

policy and regulatory mismatches, gaps and inconsistencies that are identified.  
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2.0 Freight System Performance Measures 

This section explores freight performance measures and how they can be used to guide freight-related 

investment decision-making.  The development of freight performance measures to support investment, 

operations, and policy decisions has attracted considerable interest from both public- and private-sector 

stakeholders.  As such, state DOTs, MPOs, and the Federal government have all contributed to the ongoing 

dialogue surrounding freight performance measures.  This section presents background information on 

performance measures and reviews freight-related performance measures suggested by the American 

Association of State Highway Transportation Officials (AASHTO) and mandated by Federal legislation.  

Building on the performance measures that are used by ITD to determine the Five-Year Idaho Transportation 

Investment Plan and Fixing America’s Surface Transportation (FAST) Act performance measure 

requirements, this task provides guidance on how a “freight lens” can be introduced into existing ITD 

investment decision-making processes.  Recommended freight system performance measures are identified 

and related to the needs and issues examined in Task 3 of this report.  As performance measure rulemaking 

has not yet begun for many expected measures, this task does not establish targets, but does provide 

guidance for ITD consideration once the rulemaking process has concluded. 

2.1 About Performance Measures 

In recent years, the use of performance measures in the public sector has grown significantly, yet 

implementation remains limited.  The scope of performance measures and implementation approaches both 

vary between states and regions, especially in the area of freight performance measurement.  This is due in 

part to the shared public- and private-sector roles in freight system and “good” data available to develop 

measures.  This section provides background on the purposes of performance measures, FAST Act 

guidance related to performance measures, and suggested measures ITD should consider in evaluating 

freight system infrastructure, operations, and impacts. 

2.1.1 Purpose of Transportation System Performance Measures 

The development and application of performance measures enable agencies to gauge system condition and 

use, evaluate transportation programs and projects, and help decision-makers allocate limited resources 

more effectively than would otherwise be possible.  These can be comprised of different individual types of 

measurement, such as output measures, outcome measures, indicators, or indices, but collectively are 

generally referred to as “performance measures.”  Performance measures are typically applied for the 

following general purposes: 

 Linking Actions to Goals.  Performance measures can be developed and applied to help link plans and 

actions to state DOT goals and objectives; 

 Prioritizing Projects.  Performance measures can provide information needed to invest in projects and 

programs that provide the greatest benefits; 

 Managing Performance.  Applying performance measures can improve the management and delivery 

of programs, projects, and services.  The right performance measures can highlight the technical, 

administrative, and financial issues critical to governing the fundamentals of any program or project; 
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 Communicating Results.  Performance measures can help communicate the value of public 

investments in transportation.  They can provide a concrete way for stakeholders to see the State DOT’s 

commitment to improving the transportation system and help build support for transportation 

investments; and  

 Strengthening Accountability.  Performance measures can promote accountability with respect to the 

use of taxpayer resources.  They reveal whether transportation investments are providing the expected 

performance or demonstrate need for improvement. 

In order to best accomplish one or more of these general purposes, a comprehensive performance 

management process, illustrated in Figure 2.1, is part of the performance measure development process. 

Figure 2.1 Performance-Based Planning and Programming Framework 

 

Source:   Cambridge Systematics. 

This iterative approach to performance-based planning is commonly comprised of six fundamental elements 

that include: 

 Setting Goals and Objectives.  An organization’s policy goals and objectives define agency priorities 

and provide the foundation for performance-based planning and management decisions; 
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 Selecting Performance Measures.  Performance measures establish a set of metrics to help 

organizations gauge system condition and monitor progress toward achieving a goal or objective; 

 Setting Performance Targets.  Establishing quantifiable targets for each performance measure allows 

agencies to gauge progress over time relative to a desired goal; 

 Allocating Resources.  An organization builds upon the preceding steps by allocating resources such 

as time and money through budgeting processes to achieve specific performance targets; 

 Measuring and Reporting Results.  Monitoring and reporting progress to decision-makers and other 

stakeholders allows organizations to identify key factors influencing performance and necessary actions 

to improve results; and 

 Data and Analysis Tools.  Effective decision-making through each element of the performance 

measurement framework requires a solid foundation of accurate, timely, and appropriate data. 

While an agency may not have all elements of a comprehensive performance management process in place, 

most transportation agencies have incorporated at least one of the performance-based elements into their 

planning process, such as establishing overall agency goals and objectives. 

2.2 U.S. DOT FAST Act Guidance 

The U.S. DOT, by way of Fixing America’s Surface Transportation (FAST) Act legislation provided guidance 

on several topics germane to this study; performance measures and state freight plans.  This guidance is 

consistent with that developed during the previous Moving Ahead for Progress in the 21
st
 Century (MAP-21) 

funding legislation with only one significant change.  Penalties under the FAST Act for failing to achieve 

significant progress towards performance measures are imposed after one reporting cycle (FAST Act) 

instead after two reporting cycles (MAP-21).
163

 

2.2.1 Performance Measures 

Federal, state, and regional transportation agencies have long used asset and performance management 

techniques to assess, measure, and gauge infrastructural and operational capabilities of their systems.  

While the approaches differ, agencies tend to measure the same basic physical and operational elements.  

In an effort to incorporate uniformity in measures across states and regions and to emphasize a 

performance-based approach in applying the Federal Highway Program, the U.S. DOT will propose 

performance measures across key management areas.  This approach will incorporate performance 

management into transportation programs, unify high-level national transportation goals, and link key 

measures to state and local funding opportunities, as shown in Figure 2.2. 

                                                                 

163
 http://fast.transportation.org/Documents/AASHTO%20FAST%20Act%20Webinar%20Questions%20and%20 
Answers%20FINAL%202016-01-12.pdf.   
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Figure 2.2 Transportation Performance Management and MAP-21/FAST Act 

 

Source:   FHWA Transportation Performance Management. 

The performance measures, to be established by U.S. DOT, will be developed to align with the seven 

National Goals established as part of the MAP-21 legislation and continued in the FAST Act which include: 

 Safety.  To achieve a significant reduction in traffic fatalities and serious injuries on all public roads. 

 Infrastructure Condition.  To maintain the highway infrastructure asset system in a state of good repair. 

 Congestion Reduction.  To achieve a significant reduction in congestion on the National Highway 

System. 

 System Reliability.  To improve the efficiency of the surface transportation system. 

 Freight Movement and Economic Vitality.  To improve the national freight network, strengthen the 

ability of rural communities to access national and international trade markets, and support regional 

economic development. 

 Environmental Sustainability.  To enhance the performance of the transportation system while 

protecting and enhancing the natural environment.  

 Reduced Project Delivery Delays.  To reduce project costs, promote jobs and the economy, and 

expedite the movement of people and goods by accelerating project completion through eliminating 
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delays in the project development and delivery process, including reducing regulatory burdens and 

improving agencies’ work practices. 

Rulemaking for the national performance measures is still in process (not all measures have been 

announced), but the following table provides an overview of the timeline of activities states will need to 

prepare for related to freight movement once the rulemaking process has started.  State DOTs will need to 

coordinate closely with local agencies and transportation stakeholders in this process.   

Table 2.1 Performance Requirements Summary for Freight Movement 

Performance Element Performance Requirements for Freight Movement 

Performance Measures  Not later than 18 months after date of enactment U.S. DOT, in consultation with state 
DOTs, MPOs, and other stakeholders will promulgate a rulemaking that establishes 
measures; 

 Provide not less than 90 days to comment on regulation; 

 Take into consideration any comments; 

 Limit performance measures to those described under 23 USC 150(c); and 

 U.S. DOT will establish measures for states to use to assess freight movement on the 
Interstate system. 

Performance Targets  States must coordinate, to the maximum extent practical with relevant MPOs in 
selecting a target to ensure for consistency; 

 MPOs must coordinate, to the maximum extent practical, with the relevant state(s) in 
selecting a target to ensure consistency; 

 Coordination required with public transportation providers; and 

 States and MPOs must integrate other performance plans into the performance-based 
process. 

Performance Plans  State Freight Plan. 

Performance Reporting  State Report on Performance Progress. 

– Required initially by October 1, 2016 and every two years thereafter. 

– Report includes: 

» Performance of Interstate; 

» Progress in achieving all state performance targets; and 

» Ways in which congestion bottlenecks in National Freight Plan are being 
addressed. 

 Metropolitan System Performance Report. 

– Required in transportation plan every four or five years. 

– Report includes:   

» Evaluate condition and performance of transportation system; 

» Progress achieved in meeting performance targets in comparison with the 
performance in previous reports; 

» Evaluation of how preferred scenario has improved conditions and performance, 
where applicable; and 

» Evaluation of how local policies and investments have impacted costs necessary 
to achieve performance targets, where applicable. 

 Statewide Transportation Plan. 

– No required frequency. 

– Optional report on system performance. 

Source: FHWA, http://www.fhwa.dot.gov/tpm/about/freight.cfm, 03/05/2013. 
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2.2.2 State Freight Plans 

The FAST Act includes specific guidance for states developing state freight plans, detailed in 

Section 70202.
164

 As specified in that section, a state freight plan must include a description of how the plan 

will improve the ability of the State to meet the national multimodal freight goals and national highway freight 

program goals established under 23 U.S.C. 167.  These National Freight Policy goals include: 

 Improve the contribution of the freight transportation system to economic efficiency, productivity, and 

competitiveness; 

 Reduce congestion on the freight transportation system; 

 Improve the safety, security, and resilience of the freight transportation system; 

 Improve the state of good repair of the freight transportation system; 

 Use advanced technology, performance management, innovation, competition, and accountability in 

operating and maintaining the freight transportation system; and 

 Reduce adverse environmental and community impacts of the freight transportation system. 

Also specified in Section 70202, a state freight plan must include the performance measures that will guide 

the freight-related transportation investment decisions of the State.  U.S. DOT recommends that this include 

an analysis of the condition and performance of the State’s freight transportation system and that analysis 

includes the identification of bottlenecks in the freight transportation system that cause delays and 

unreliability in freight movements, as well as other specific locations that are in a poor state of good repair, 

create safety hazards, or create other performance problems.  In general, U.S. DOT recommends that 

measures of conditions and performance reflect the State’s freight transportation goals.  For each goal, there 

would be at least one measure that indicates how well the freight transportation system is doing in achieving 

that goal.  State freight plans are required under the FAST Act in order for a state to receive apportioned 

funding under the National Highway Freight Program (NHFP), and must be updated every five years at 

minimum.  Progress towards freight-specific performance measures are required within two years, or the 

state must provide an explanation and remedial course of action to FHWA.
165

  One new requirement beyond 

what was included under MAP-21 is a freight investment plan which includes a list of priority projects and 

describes how funds would be invested and matched.
166

  This will be developed as part of Task 6 of this 

report. 

2.3 AASHTO Performance Measure Recommendations 

The American Association of State Highway Transportation Officials (AASHTO) helped inform FHWA’s 

rulemaking process by providing U.S. DOT with a clear, defensible, and unifying statement on each 

                                                                 

164
  On-line at:  https://www.congress.gov/bill/114th-congress/house-bill/22/text.  

165
  FHWA. Performance Measurement. Fact Sheet. On-line at:  https://www.fhwa.dot.gov/fastact/factsheets/
performancemgmtfs.cfm.  

166
 FHWA. Freight Planning and Policy Provisions. Fact Sheet. On-line at:  https://www.fhwa.dot.gov/fastact/
factsheets/fpppfs.cfm.  
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national-level performance measure.  The AASHTO Standing Committee on Performance Management 

(SCOPM) created a Task Force to “assist SCOPM and AASHTO develop a limited number of national 

performance measures and help prepare AASHTO members to meet new Federal performance  

management requirements.”  The Task Force recommended national measures for the Federal-aid highway 

program in consult with those with in-depth knowledge of the technical aspects of each measure area.
167

  

These AASHTO recommended performance measures are defined in Table 2.2.  As shown, the performance 

measures are generally grouped by goal area.  Final rules related to safety, bridge, and pavement 

performance measures should be out in summer 2016.  A notice of proposed rulemaking for the system 

performance measures was released in spring 2016.
168

 

                                                                 

167
 AASHTO SCOPM Task Force Findings on National-Level Performance Measures, 2012. 

168
 American Association of State Highway Transportation Officials. “Questions and Answers from the FAST Act 
Webinar.” January 7, 2016. On-line at:  http://fast.transportation.org/Documents/
AASHTO%20FAST%20Act%20Webinar%20Questions%20and%20Answers%20FINAL%202016-01-12.pdf.  
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Table 2.2 AASHTO Recommended National-Level Performance Measures 

Goal Area  Expected Measures Definition 

Freight Movement and 
Economic Vitality 

These measures are designed to 
improve the contribution of the 
freight transportation system 
through economic efficiency, 
productivity, and competitiveness. 

Annual Hours of Truck Delay (AHTD) Travel-time above the congestion threshold 
in units of vehicle-hours for trucks on the 
Interstate Highway System. 

Truck Reliability Index (RI80) The RI is defined as the ratio of the total 
truck travel time needed to ensure on-time 
arrival to the agency-determined threshold 
travel time (e.g., observed travel time or 
preferred travel time). 

Safety These measures are designed to 
improve the safety, security, and 
resilience of the transportation 
system. 

Number of Fatalities
a
 Five-year moving average of the count of 

the number of fatalities on all public roads 
for a calendar year. 

Fatality Rate
a
 Five-year moving average of the number of 

fatalities divided by the vehicle miles 
traveled (VMT) for a calendar year. 

Number of Serious Injuries
a
 Five-year moving average of the count of 

the number of serious injuries on all public 
roads for a calendar year. 

Serious Injury Rate
a
 Five-year moving average of the Number of 

Serious Injuries divided by the Vehicle Miles 
Traveled (VMT) for a calendar year. 

Pavement Condition These measures are designed to 
improve the state of good repair of 
the transportation system. 

Interstate Pavement in Good, Fair, 
and Poor Condition based on the 
International Roughness Index (IRI).

a
 

Percentage of 0.1-mile segments of 
Interstate pavement mileage in good, fair, 
and poor condition based on the following 
criteria:  good if IRI<95, fair if IRI is between 
95 and 170, and poor if IRI is greater than 
170. 

NonInterstate National Highway 
System (NHS) Pavement in Good, 
Fair, and Poor Condition based on the 
International Roughness Index (IRI).

a
 

Percentage of 0.1-mile segments of Non-
Interstate NHS pavement mileage in good, 
fair, and poor condition based on the 
following criteria:  good if IRI<95, fair if IRI is 
between 95 and 170, and poor if IRI is 
greater than 170. 

Pavement Structural Heath Index
a
 Percentage of pavement which meet 

minimum criteria for pavement faulting, 
rutting, and cracking. 



 

 

Id
a

h
o

 T
ra

n
s
p

o
rta

tio
n

 D
e

p
a

rtm
e

n
t S

ta
te

w
id

e
 F

re
ig

h
t S

tra
te

g
ic

 P
la

n
 

 

C
a
m

b
rid

g
e
 S

y
s
te

m
a

tic
s
, In

c
. 

E
-1

0
 

Goal Area  Expected Measures Definition 

Bridge Condition These measures are designed to 
improve the state of good repair of 
the transportation system. 

Percent of Deck Area on Structurally 
Deficient Bridges

a
 

NHS bridge deck area on structurally 
deficient bridges as a percentage of total 
NHS bridge deck area. 

NHS Bridges in Good, Fair, and Poor 
Condition based on Deck Area

a
 

Percentage of NHS bridges in good, fair, 
and poor condition weighted by deck area. 

System Performance These measures are designed to 
improve the contribution of the 
transportation system through 
economic efficiency, productivity, 
and competitiveness. 

Annual Hours of Delay (AHD) Travel time above a congestion threshold 
(defined by state DOT and MPO) in units of 
vehicle hours of delay on Interstate and 
NHS corridors. 

Reliability Index (RI80) The Reliability Index is defined as the ratio 
of the 80

th
 percentile travel time to the 

agency-determined threshold travel time. 

Congestion Mitigation and 
Air Quality (CMAQ) 

These measures relate to reducing 
congestion and adverse 
environmental and community 
impacts of the transportation 
system. 

Criteria Pollutant Emissions Daily kilograms of on-road, mobile source 
criteria air pollutants (VOC, NOx, PM, CO) 
reduced by the latest annual program of 
CMAQ projects. 

Annual Hours of Delay (AHD) Travel time above a congestion threshold 
(defined by state DOT and MPO) in units of 
vehicle hours of delay reduced by the latest 
annual program of CMAQ projects. 

Source: AASHTO SCOPM Task Force Findings on National-Level Performance Measures, 2012.  

a. Federal rulemaking has been announced. 
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2.4 Idaho Transportation Department Long-Range Transportation 

Planning 

Idaho’s Long-Range Transportation Plan (LRTP) called “Idaho on the Move” was last updated in 2010.  The 

document provides a long-term strategy for ITD in all aspects of the transportation system.  It is based 

around three long-range goals:  Safety, Mobility, and Economic Vitality.  It also establishes a performance 

management system that includes 10 performance measures.  These performance measures are then 

analyzed and benchmarks set for future years in the five-year ITD Strategic Plan which was last updated in 

2011.   

2.4.1 ITD Transportation Goals 

“Idaho on the Move” is focused on three long-range goals for the transportation system and lists a number of 

strategies within each to drive progress towards to the goal: 

 Enhanced Safety: 

– Make decisions based on data; 

– Promote a culture change to no longer accept that traffic deaths are “just part of life”; 

– Commitment to stay the course; 

– Partnerships with state, Federal, and local agencies, MPOs, and other stakeholders are key; and 

– Evaluation through progress and performance review, with constant improvement. 

 Increased Mobility: 

– Create transportation choices for people and goods; 

– Maintain the condition of Idaho’s facilities and infrastructure; and 

– Use limited resources wisely and rely on performance measures to help optimize the system. 

 Economic Vitality: 

– Recognize that large economic sectors depend on transportation; 

– Provide uninterrupted service for people and goods and keep the transportation system and 

infrastructure in good repair; 

– Judicious application of improvement, maintenance, and expansion resources; and  

– Partnerships with port districts, rail companies, trucking interests, local airports, and other freight 

transport providers are key. 
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All three of these broad goals can include freight issues.  Projects that enhance safety for freight users also 

tend to have positive impacts on other transportation modes as well.  Freight needs are specifically 

considered under the Mobility goal; creating transportation choices for goods and maintaining infrastructure 

and facilities are mobility strategies that perfectly align with the needs of freight.  Finally, the Economic 

Vitality goal includes the efficient movement of both people and goods as a strategy.   

2.4.2 ITD Investment Strategies 

ITD identified three investment strategies in its most recent LRTP:  1) make sound investment decisions and 

continually look for innovative ways to reduce costs and improve productivity; 2) use asset management 

principals with the first priority being to take care of the existing system; and 3) collaborate on system 

investments with other transportation stakeholders.  Freight projects are considered within this framework, 

driven by Governor Otter’s Project 60 Initiative to grow Idaho’s gross domestic product to $60 billion.  ITD 

recognizes that “Idaho’s gross domestic product and transportation system are inextricably linked.”  Projects 

chosen for inclusion in ITD’s Five-Year Investment Plan must drive this, and thus are often freight-related, 

even if they are not specifically identified as freight projects.
169

  One of the goals of this state freight plan is to 

ensure that projects needed to advance freight priorities in the State are included in the STIP.  

2.4.3 Current ITD Performance Objectives/Measures 

ITD has already developed 10 robust performance measured link to their transportation goals of safety, 

mobility, and economic vitality.  This is an increase from the 7 performance measures identified in the last 

ITD Strategic Plan in 2011.  The 10 current performance measures are (* indicates new since 2011): 

 Five-Year Fatality Rate; 

 *Percent of Time Highway Clear of Snow/Ice During Winter Storms (2014 to 2015); 

 Percent of Pavement in Good or Fair Condition; 

 Percent of Bridges in Good Condition; 

 Percent of Highway Project Designs Completed on or Ahead of Time; 

 Final Construction Cost as a Percent of Contract Awarded; 

 *Construction Cost at Award as a Percent of Budget Federal Fiscal Year; 

 *Administration and Planning Expenditures; 

 Days to Process Vehicle Titles; and 

 DMV Transactions Processed on the Internet. 

Current performance is shown in Figure 2.3. 

                                                                 

169
 Idaho Transportation Department, FY 2016 – FY 2020 Five-Year Idaho Transportation Investment Plan. 
January 2016.  
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Figure 2.3 ITD Dashboard – Performance Measures 

 

Source: ITD Dashboard.  Current as of February 21, 2016.  

While none of these measures are specific to freight, four do have an impact on the movement of goods.  

Pavement and bridge conditions are important considerations, as pavement that is in poor condition causes 

delay and can damage sensitive goods, while bridges in poor condition could have weight limits placed on 

them which would limit the flow of goods.  The percent of time that highways are clear of snow and ice during 

storms also directly impacts the flow of freight, as roadways that are covered in snow and ice slow traffic, 

and create additional safety concerns.  Finally, Freight Summit participants noted that the percent of highway 

project designs completed on or ahead of time has an impact on goods movement.  Projects that are 

delayed in reaching the construction phase can impact supply chain decisions that were made to avoid 

specific construction schedules.  An increase in time required for planning, permitting, and design can also 

lead to additional costs, reducing funds available to other projects that could aid the system.   
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Additional measures are tracked as part of the Strategic Highway Safety Plan (SHSP), including a focus on 

crashes, fatalities, and injuries related to key safety emphasis areas.  Commercial motor vehicle fatal and 

serious injury crashes is one of the categories measured and tracked.  ITD’s goal is to reduce the five-year-

average number of fatalities involving a commercial motor vehicle to 20 or fewer by 2020
170

  Commercial 

motor vehicles are involved in 12 percent of all fatal crashes and 8 percent of all serious injury crashes in the 

State.  Summary data for 2010 to 2014 shows 116 people killed, an average of 23.2 per year.
171

   

2.5 Recommended Freight System Performance Measures 

This freight plan recommends that the freight performance measures are consistent with the three goals put 

forth in the ITD Long-Range Transportation Plan:  1) Enhanced Safety 2) Increased Mobility and 

3) Economic Vitality.  This will ensure that performance goals for the freight system are in harmony with the 

broader goals and mission for the entire transportation department.   

Table 2.3 notes recommended freight performance measures.  With respect to the system, “a few good 

measures” have been identified that inform system condition and performance through the “freight lens” and 

where data are available to quantify.  The recommended freight system performance measures presented in 

this section have been organized to align with the performance objectives of the LRTP and expected 

categories defined by AASHTO, as they relate to goods movement.  The goal is to highlight a small number 

of performance measures from the comprehensive list of 39 possible performance measures identified in the 

Statewide Freight Study that can be moved forward to implementation and promote ITD’s performance 

objectives. 

Table 2.3 Recommended ITD Freight-Specific Performance Measures 

ITD Performance 
Objective 

Recommended 
Freight Performance 

Measure 
Applicable AASHTO 

Goal Area Data Source 
Needs and Issues 

Addressed 

Safety Truck-Involved 
Crashes/Mile 

Number of Truck-
Involved Crashes 

Safety WebCARS Highway Safety 

Number of At-Grade 
Rail Crossing 
Incidents 

Rail Safety FRA Highway Safety; Rail 
Safety 

Mobility  Modal Usage (Tons, 
Value) 

Freight Movement 
and Economic Vitality 

TRANSEARCH Intermodal 
Connectivity; Truck 
Driver Shortage 

Economic Vitality  Mileage Uncongested 
on Interstates 

Freight Movement 
and Economic Vitality 

NPMRDS Truck Congestion/
Reliability 

Truck Travel-Time on 
Interstate 

Freight Movement 
and Economic Vitality 

NPMRDS Truck Congestion/
Reliability 

 

                                                                 

170
 ITD. “Strategic Highway Safety Plan Update.” April 2013. On-line at:  http://www.itd.idaho.gov/ohs/SHSPdocs/
SHSP2013.pdf. 

171
 ITD. “2010-2014 Commercial Vehicle Crash Summary.” On-line at:  http://www.itd.idaho.gov/ohs/2014Data/
SHSP/CMV.pdf. 
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As shown in the table, select measures/indicators have been identified to capture (and quantify) areas of 

importance to both public- and private-sector freight interests:  demand, economy, safety, mobility, and 

infrastructure condition.  These measures were also used to identify and quantify the system needs as part 

of Task 3.  A brief description of each recommended performance measure is found below.  

2.5.1 Truck-Involved Crashes and Truck-Involved Crashes per Mile 

The number of truck-involved crashes and the number of truck-involved crashes per truck-mile traveled is a 

key consideration that directly measures system safety but also impacts economic vitality.  Between 2010 

and 2014, there were 2,958 truck-involved crashes in Idaho.  Crashes that involve trucks can cause injuries 

or fatalities to both commercial drivers and the general public, reducing the rate of these incidents will save 

lives, as well as costs associated with lost productivity, infrastructure damage, and other factors.  Reducing 

the crash rate will also help improve economic vitality by improving travel reliability.  Crashes cause delays 

by reducing the number and severity of incidents, the amount of delay will be reduced.  

One note with this suggested performance measure is the decision to use the broader category of “truck-

related crash rate” instead of the more focused injury or fatality crash rate.  The main reason for this is the 

limited number of truck-involved crashes resulting in injuries or fatalities.  This can make minor variations in 

the data appear more pronounced than they actually are.  In addition, the number of fatalities resulting from 

truck-related crashes is already monitored as part of ITD’s Strategic Highway Safety Plan (SHSP).
172

 

2.5.2 Number of At-Grade Rail Crossing Incidents 

The Federal Railroad Administration (FRA) lists 4,486 current railroad crossings in the State of Idaho.  

Between 2010 and 2014, there were 89 incidents at those crossings.  Rail crossing incidents contribute to 

the injury and death rates in the State:  2 of the 89 incidents resulted in a truck fatality, with an additional 

9 injuries.  Reducing the number of incidents will protect the safety of both road and rail users in the State, 

and increase freight efficiency.  In addition, crossing incidents can create significant system delays for both 

the highway and rail networks.  Most of Idaho’s rail lines operate on a single track meaning that an incident 

at a crossing can block an entire rail corridor for an extended period of time for investigation, removal of 

debris, and potential repair work.  If the incident occurs on a major freight corridor, similar cascading effects 

can impact truck movements if no viable detours are available.  Strategies and specific projects to reduce 

these incidents will be discussed further in Task 6.  

2.5.3 Modal Usage 

Under the increased mobility goal in ITD’s Long-Range Transportation Plan, ITD recognizes the need to 

“create transportation choices for people and goods.”  Providing the infrastructure to allow goods to move by 

modes other than truck is a key component in creating choice for supply chains in the State.  It may also 

increase the economic competitiveness of the State’s industries; stakeholders revealed that the lack of 

modal options at times forced goods to move by a mode that was not the most economically advantageous.  

Finally, creating more choice would also play an important role in increasing system resiliency, providing 

shippers, and receivers with alternatives if weather or other events forced the closure of a preferred supply 

chain route.  The ultimate desired outcome of increasing choice would be an increase in the share of 

                                                                 

172
 ITD. “2010-2014 Commercial Vehicle Crash Summary.” On-line at:  http://www.itd.idaho.gov/ohs/2014Data/
SHSP/CMV.pdf. 
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tonnage and value of goods moving by modes other than truck.  Although private businesses make the final 

decision to use a certain mode, ITD can impact that choice through policy and funding priorities that make 

the business case for nonhighway modes.  For example, establishing a grant program to help maintain or 

upgrade Idaho’s shortline railroads could make a particular site more attractive and cost effective, causing a 

business to ship goods via rail instead of truck.   

Data on mode usage is not as easy to track and update as the other suggested performance measures due 

to either high cost to obtain the data or a limited update schedule on data that is publically available.  The 

closest measure of multimodal activity and the mode-share of freight moving in Idaho is either the FHWA 

Freight Analysis Framework (FAF) v3, or the TRANSEARCH database produced by IHS.  Task 2 of this 

report examined freight flows in Idaho at a high level using the FAF dataset. Figure 2.4 below shows the 

mode split by tonnage and value for goods in Idaho in 2012.  

Figure 2.4 Idaho Mode Split by Tonnage and Value 

2012 

 

Source: FHWA Freight Analysis Framework v3. 

It is important to note that the FAF data does not include freight moving through the State, which has a large 

impact on the infrastructure while adding limited economic value.  For this reason, it is suggested that Idaho 

utilize the IHS TRANSEARCH database to track this performance measure.  This database is already used 

by ITD in evaluating the economic impact of projects through the TREDIS model, so additional funding will 

not be required to collect the data.  It is also important that ITD track both tonnage and value of goods.  For 

example, the role of air in moving both parcels/packages and high-value, time-sensitive goods for key 

existing and growth industries in Idaho such as aerospace and advanced manufacturing would not be well 

measured by tonnage alone.   

2.5.4 Mileage Uncongested on Interstates 

Delay due to congestion leads to a host of impacts for communities, including pollution, lost time/productivity, 

and other quality of life concerns.  For the private sector, congestion drives up logistics costs, and ultimately 
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cuts into customer satisfaction and profits.  Recurring delay is a measure of normal congestion, versus 

incident delay which is delay attributed to random events such as an incident or weather.  Congestion and 

delay are well-established metrics in transportation modeling and analysis.  The reduction of travel time is 

the most significant component in benefit-cost analysis for transportation projects because reductions in 

travel time provide the biggest benefit to travelers and businesses.
173

 

Although guidelines are not complete, FHWA has identified two potential freight performance measures 

through the release of a Notice of Proposed Rulemaking (NPRM), National Performance Management 

Measures; Assessing Performance of the National Highway System, Freight Movement on the Interstate 

System, and Congestion Mitigation and Air Quality Improvement Program.174  Mileage Uncongested would 

measure the percent of the Interstate System mileage where average truck travel speeds are above 50 miles 

per hour.  Each state would split their Interstate system in to segments no longer than 0.5 miles in urban 

areas and 10.0 miles in rural areas (unless the individual travel-time segment is longer).  Each segment 

where average truck speeds are above 50 miles per hour would count as uncongested.  If the percent of 

uncongested mileage is above a threshold set by the State, the State would achieve its target for this 

performance measure. 

Potential projects to improve or maintain this metric in Idaho include limited capacity expansion projects, 

such as the Franklin to Franklin Corridor of I-84, adding passing lanes or improving dangerous curves, and 

reducing truck traffic by shifting some freight movement off the highway system, the more shipments utilizing 

a nonroad mode, the less congestion on the Interstate system.   

2.5.5 Truck Travel-Time Reliability on Interstates 

In addition to predictable recurring delay, a more recent concept in transportation modeling and planning is 

travel reliability.  Travel reliability, which can be affected by unexpected events, such as incidents or weather, 

can have an even larger impact on goods movement.  Motor carriers are held to very strict standards for on-

time delivery by their customers.  Being late can mean missing times when businesses are open or missing 

cutoff times for intermodal connections at ports, airports, and rail terminals.  In order to avoid poor on-time 

performance, motor carriers often build in “buffers” or extra travel-time to account for potential, unpredictable 

delays.  This can translate into wasted time when conditions are not as bad as the worst-case scenario.  

Motor carriers are reducing this wasted time by using real-time traffic information and sophisticated 

dispatching programs, but it is impossible to adapt in real-time to all instances of unreliable travel times.  

Many shippers believe that travel-time reliability is a more pressing concern than actual delay, as long as 

delays are predictable, supply chains can adapt and accommodate it in a cost-competitive fashion.  

FHWA’s proposed measure would measure the 95
th
 percentile truck travel time and compare it to the 

average travel time (50
th
 percentile).

175
  If this ratio is less than 1.5, then the segment is considered reliable.  

                                                                 

173
 Vovsha, P., M.  Bradley, and H.  Mahmassani.  2011.  Value of Travel Time Reliability:  Synthesis of Estimation 
Approaches & Incorporation in Transportation Models.  Presentation for the Transportation Research Board Annual 
Meeting. 

174
 Docket No. FHWA_2013-0054. On-line at:  https://www.Federalregister.gov/articles/2016/04/22/2016-
08014/national-performance-management-measures-assessing-performance-of-the-national-highway-system. 

175
 The amount of time it takes 95 percent of trucks to travel through the segment compared to the amount of time it 
takes 50 percent of trucks to travel through the segment.  
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If the total mileage of the reliable segments is above a percent threshold set by the State, the State would 

achieve its target for this performance measure. 

2.5.6 Existing ITD Performance Measures 

As noted above, ITD already tracks a number of performance measures as part of its general transportation 

performance measurement.  The four measures listed below are important to freight movement in the State 

and should be tracked as part of the freight network: 

 Percent of time highway clear of snow/ice during winter storms (2014 to 2015); 

 Percent of pavement in good or fair condition; 

 Percent of bridges in good condition; and 

 Percent of highway project designs completed on or ahead of time. 

The percent of time roads are clear of ice and snow is an important consideration for freight in a state as 

geographically diverse as Idaho.  Stakeholder interviews revealed that in inclement weather conditions, 

some companies need to seek alternative routes for their truck drivers in order to avoid areas where 

road-grade or other geometry make operations difficult.  In addition to these specific locations, snow and ice 

slow travel and are a contributing factor to incidents, both truck and nontruck-related, that create delay.  ITD 

is currently exceeding its goal in keeping highways clear of snow and ice (target is 60 percent). 

The percent of pavement and bridges in good condition are key considerations for the freight network.  Poor 

pavement conditions can slow travel, cause delays, or incidents, and damage sensitive goods in transit.  

Similarly, bridges in poor condition can create delays or force trucks to reroute if a weight limit is placed on 

the bridge.  In addition, construction projects to completely repair or replace poor infrastructure require more 

time and money than periodic repairs, again increasing the possibility for delay or diversion.  ITD is currently 

exceeding its goal in keeping pavement in good or fair conditions (target is 82 percentage).  The percent of 

bridges in good condition is 76 percentage, slightly below ITD’s goal of 80 percent though slightly better than 

the percent over the past five years. 

Finally, the percent of highway project designs completed on or ahead of time can have an impact on goods 

movement.  Projects that are delayed in reaching the construction phase can impact supply chain decisions 

that were made to avoid specific construction schedules.  This could especially be an issue for large projects 

such as a bridge replacement on a major state route, such as U.S. 95.  Similarly, delays in a project meant to 

reduce congestion or increase safety only delays those benefits.  Finally, an increase in time required for 

planning, permitting, and design can also lead to additional costs, reducing funds available to other projects 

that could aid the system.  ITD is currently lagging in this performance measure versus its goal of 

100 percentage of highway project designs completed on or ahead of schedule.  However, the main reason 

this metric is low is because ITD was able to complete projects ahead of schedule.  A large number of 

projects that were initially scheduled to begin in FY 2017 actually began in FY 2016.  This means that 

designs that were originally not needed until FY 2018 are now needed in FY 2017, thus making them 

technically “late” and bringing this score down.  

One additional approach that would tie these four measures more closely to the freight system is to filter the 

overall state results for routes that are included as part of the National Highway Freight Network (NHFN) in 

the State.  As discussed in Section 3 below, this network is still under development, but once complete, 
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measuring performance on the routes eligible to receive Federal freight formula funding can help focus these 

measures to account for freights’ needs. 

2.5.7 Performance Indicators 

In addition to the performance measures identified above, a number of other indicators are often tracked as a 

way to monitor system performance.  For example, freight demand and economy are often outside the 

domain of a state DOT’s data collection programs, and performance measures of these types may be difficult 

to track and maintain.  The term performance “measure” implies that the data can be monitored and 

improved with specific strategies; the term performance “indicator” reflects data that can be monitored, but is 

more representative of current conditions and activity.  As such, demand and economy performance types 

are usually reflected as performance “indicators” by states.  These are important areas for ITD to monitor 

and set goals, but the State may have limited ability to influence the outcomes, and they do not rise to the 

level of performance measures that are reportable to FHWA.  Table 2.4 below identifies recommended 

freight system performance indicators. 

Table 2.4 Recommended Freight System Performance Indicators 

ITD Performance 
Objective 

Freight Performance 
Indicator 

Applicable AASHTO Goal 
Area 

Idaho Needs and Issues 
Addressed 

Mobility Percent of bridges with 
weight, height, or width 
limits below national 
standards. 

Bridge Condition, Freight 
Movement, and Economic 
Vitality 

Bridge Conditions 

 Percent of shortline miles 
with 286k. 

Freight Movement and 
Economic Vitality 

Shortline Needs, Intermodal 
Connectivity, Truck Driver 
Shortage 

 Number of 129k routes not 
connecting (dead-end 
routes). 

  

Safety Miles of passing/truck 
climbing lanes on two-lane 
highways. 

Safety Highway Safety 

Economic Vitality Number of modern weigh-
in-motion systems active in 
the State. 

Freight Movement and 
Economic Vitality, Safety 

Overweight and Oversize 
Routes, Size and Weight 
Harmonization, Safety 

 Percent of municipalities 
with truck routes. 

Freight Movement and 
Economic Vitality 

Impacts to Main Street 

 Time to issue OS/OW 
permits. 

Freight Movement and 
Economic Vitality 

Size and Weight 
Harmonization  

 Annual operating cost on a 
specific corridor (mentioned 
in FAC meeting). 

  

 Number of 129k routes.  Impacts to Main Street 

 Backhaul empty rate. Freight Movement and 
Economic Vitality 

Truck Driver Shortage; 
Intermodal Connectivity 

 Tons of PM2.5, PM10, and 
CO2/N2O emissions from 
trucks, or use of clean fuel 
technology. 

Congestion Mitigation and 
Air Quality (CMAQ) 

Impacts to Main Street 
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3.0 Freight Funding 

3.1 Federal Freight Funding 

The Fixing America’s Surface Transportation (FAST) Act was signed into law on December 4, 2015, ending 

a period of extensions of the past Federal surface transportation act (MAP-21) and creating a new, long-term 

funding program for the nation’s transportation system.  The FAST Act provides multiple funding sources for 

freight projects and programs.   

3.1.1 National Highway Freight Program 

The first freight-specific funding program is the National Highway Freight Program (NHFP).  The NHFP is a 

$6.3 billion program over five years that will be apportioned between the states by formula based on the 

number of Primary Highway Freight System (PHFS) miles in the State.
176

  States may spend up to 

10 percent of their funds on rail and intermodal projects with the remainder funding projects that are located 

on or improve goods movement on the National Highway Freight Network (NHFN) which has four 

components: 

 The PHFS (approximately 41,518 miles); 

 Critical Urban Freight Corridors (CUFC) (75 miles statewide or 10 percent of state’s Primary Highway 

Freight System, whichever is greater); 

 Critical Rural Freight Corridors (CRFC) (up to 150 miles or 20 percent of the Primary Highway Freight 

System, whichever is greater); and 

 Interstates not already included under the PHFS. 

Because Idaho’s PHFS represents less than two percent of the national total, NHFP funds can be used on 

any of the four categories above.  The following routes in the State are included in the NHFN, either as part 

of the PHFS, or for Interstate 184 under the remaining Interstate system designation: 

 Interstate 15; 

 Interstate 84; 

 Interstate 86; 

 Interstate 90; and 

 Interstate 184. 

                                                                 

176
 The Draft Comprehensive Freight Network developed by FHWA under MAP-21 forms the basis for the 
apportionment.  Idaho has approximately 535.6 miles of roads under this designation. 
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Beyond this, the State may designate 150 miles of road as CRFC.  To qualify for funding under this 

designation, the following conditions must be met.  The route cannot be in an urbanized area and must meet 

one or more of the following criteria: 

 Be a rural principal arterial roadway with trucks equaling 25 percent or more of AADT (FHWA vehicle 

class 8 and 13); 

 Provide access to energy exploration, development, installation, or production areas; 

 Connect the PHFS (above map) or the Interstate system to facilities that handle 1) 50,000 or more 

20-foot equivalent units (TEU) per year; 2) 500,000 tons bulk commodity per year; and 3) provide access 

to grain elevators, agricultural facility, mining facility, forestry facility or intermodal facility; 

 Connects to an international port of entry; 

 Provides access to significant air, rail, water or other freight facility; or  

 Is determined by the State to be vital to improving efficient movement of freight of importance to the 

State’s economy  

The State may also designate 75 miles of roads in urbanized areas as CUFC.  As all of Idaho’s urbanized 

areas have populations under 500,000, the ITD in consultation with the appropriate MPO will be responsible 

for identifying the CUFC.  In order to receive the designation, the road must be in an urbanized area and one 

of the following conditions must apply: 

 Road connects an intermodal facility to the PHFS, the interstate system, or intermodal freight facility; 

 Road is located within a corridor of a route on the PHFS and provides an alternative highway option 

important to goods movement; 

 Road serves a major freight generator, logistic center, or manufacturing and warehouse industrial land; 

and 

 Road is important to the movement of freight within the region, as determined by the MPO or the State. 

The final criteria under both the critical rural and critical urban freight corridor designations provides Idaho 

with some latitude to identify routes that will best serve the freight needs of the State.  During the Freight 

Summit held in Boise, Idaho on February 10, 2016, stakeholders brainstormed a number of factors that the 

State could use to determine routes that meet the final criteria in each category.  Further discussion of these 

criteria and suggested routes is found in Task 6.   

3.1.2 Nationally Significant Freight and Highway Projects Program 

The second potential source for Federal freight-specific funding is the Nationally Significant Freight and 

Highway Projects (NSFHP) Program.  Retitled the Fostering Advancements in Shipping and Transportation 

for the Long-Term Achievement of National Efficiencies (FASTLANE) Grant Program by U.S. DOT, the 

NSFHP Program is a $4.5 billion program over five years that consists of competitive grants.  Projects can 

receive up to $500 million total and eligible projects must be anticipated to equal or exceed $100 million in 

cost, with a grant request of at least $25 million.  In Idaho, projects must be equal to or greater than 
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$83 million.  A total of $500 million is set aside for port, rail, and intermodal projects over the length of the 

FAST Act.  Funds set aside for port, rail, and intermodal projects must improve freight movement on the 

NHFN and must provide public benefits.  NSFHP funding is intended for large freight investments that have 

national or regional significance.  Units of local government, groups of local governments, tribal 

governments, and political subdivisions of a state or local government are all eligible to apply.  Twenty-five 

percent of the total grant funds available must be reserved for projects in rural areas.
177

  Funds can be used 

for projects on the National Highway System even if they are not on the NHFN, provided the U.S. DOT with 

discretion in selecting projects with significant national or regional impacts.  Projects must be “shovel ready” 

when the State applies for a grant; funds for large projects (above the $83 million limit) should be reasonably 

expected to reach construction within 18 months of obligation.
178

 

3.1.3 Additional FAST Act Funding Categories 

Goods movement can be also enhanced by projects funded through other sources in the FAST Act, many of 

which are a continuation of MAP-21 programs.  Projects that are not explicitly freight-related could be 

considered for funding through these “general” highway programs.  For example, safety improvements that 

benefit both trucks and passenger vehicles (such as a truck climbing lane) or projects that reduce heavy 

truck delay, reducing idling and decreasing greenhouse gas emissions, could obtain some funding from 

these sources which include:  National Highway Performance Program (NHPP)
179

, Congestion Mitigation and 

Air Quality (CMAQ) Program
180

, Highway Safety Improvement Program (HSIP)
181

, and the Surface 

Transportation Program (STP) which has been modified to become the Surface Transportation Block Grant 

Program (STBGP).
182

  STBGP funding is flexible and could be used for a number of project types, including 

ITS and Freight Parking.  In addition, Transportation Investment Generating Economic Recovery (TIGER) 

grants are a continued source of potential funding.  

The FAST Act also includes a Rail-Highway Grade Crossings program which can be used to help fund 

grade-separation projects which improves safety and the movement of goods on both rail and road.  Table 

6.3 shows the approximate amount apportioned to Idaho over the next five years in each category.  

                                                                 

177
 These are defined as areas outside an urbanized area with a population over 200,000. 

178
 https://www.transportation.gov/fastlanegrants/frequently-asked-questions.  

179 The FAST Act adds two permissible uses for NHPP funds beyond those specified in MAP-21 including the 
ability to pay subsidy and administrative costs for TIFIA projects and for improvements to bridges that are not on the 
National Highway System. 

180 CMAQ funds can now be used to maintain air quality standards in an attainment area (not just for attainment of 
standards in the first place).  However, Federal funding for CMAQ projects is currently suspended in Idaho.  ITD has 
transferred a portion of the funds to STP, while the remaining CMAQ funds are available for projects in PM 2.5 
nonattainment areas. In Idaho, this includes Franklin County.  

181
 States do not have the ability to shift funds designated for infrastructure safety programs to 
behavioral/educational activities. This ensures that resources remain in construction-related programs. HSIP also 
designates several new safety improvements eligible for funding including vehicle-to-infrastructure communication, 
roadway improvements that provide separation between pedestrians and motor vehicles. 

182
 The FAST Act simplified the list of uses eligible for program funds and increases the way that STP funds can be 
used on local roads and rural minor collectors. STBGP receives the same percentage of formula funds that the STP 
program did under MAP-21. 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
E-23 

Table 3.1 FAST Act Apportioned Funding for Idaho 

Millions of Dollars FY 2016 to 2020 

National 
Freight 
Program 

National 
Highway 

Performance 
Program 

Surface 
Transportation 

Block Grant 
Program 

STBGP 
Set-Aside 
for TAP 

Equivalent 

Highway 
Safety 

Improvement 
Program 

Rail-
Highway 

Grade 
Crossings

a
 

Congestion 
Mitigation 

and Air 
Quality 

Program 

Metropolitan 
Planning 
Program 

45.8 866.3 404.7 19.7 85.5 9.4 66.5 8.4 

Source: Eno Center for Transportation. 

a.  This is a continuation of Section 130 projects established under 23 USC 130.  See:  http://safety.fhwa.dot.gov/

xings/. 

Finally, “innovation” is a theme found throughout the FAST Act and one program under that heading could 

provide funding for freight projects.  The FAST Act provides $60 million per year for an Advanced 

Transportation and Congestion Management Technologies Deployment Program.  This competitive grant 

program will focus on the development of pilot projects and model deployment sites for the installation and 

operation of advanced transportation technology.  There may be opportunities to combine needs and seek 

funding from multiple sources in order to better position projects in Idaho to compete with other projects 

around the nation.  For example, the Federal emphasis on truck parking could be combined with an ITS 

component such as real-time space availability to address multiple Federal priorities and increase the 

chance of receiving funds.  Additionally, a Concept of Operations (ConOps) for the ongoing “State of Idaho 

Port of Entry System Study” conducted by Cambridge Systematics and BGM Consulting LLC has identified a 

number of Port of Entry sites that could greatly benefit from the introduction of weigh-in-motion technology.  

This technology would enhance the ability for ITD to gather data on the freight system for future planning 

uses, help protect the State’s infrastructure, and increase the safety of the motoring public by removing 

unsafe loads or trucks from the road.  

In addition, the FAST Act continues the Transportation Infrastructure Finance and Innovation Act (TIFIA) 

program established under MAP-21, though funding for the program was cut by more than 70 percent.  This 

program provides credit assistance to eligible surface transportation projects and adds two new categories of 

projects:  transit-oriented development and the capitalization of a rural project fund as part of a state 

infrastructure bank.
183

  

3.1.4 Non-FHWA Funding Sources for Freight 

One challenge that has emerged from the FAST Act is a mismatch between a national goal to decrease 

reliance on trucking to move goods versus the freight funding available in the FAST Act.  The Draft National 

Freight Strategic Plan includes a goal to further institutionalize a culture of multimodalism and 

collaboration.
184

  However, the vast majority of dedicated freight funding is restricted to the highway network 

in the nation.  

                                                                 

183
 FHWA. Transportation Infrastructure Finance and Innovation Act (TIFIA). Fact Sheet. On-line at:  
https://www.fhwa.dot.gov/fastact/factsheets/tifiafs.cfm. 

184
 Draft National Freight Strategic Plan, U.S. DOT, and page 108.  
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The discussion in Section 3.1 above is mostly limited to funding that devolves from the Federal Highway 

Administration.  In addition, there are a number of potential funding sources for nonhighway freight projects 

that do not fall under the purview of the Federal Highway Administration or the FAST Act.  These sources are 

listed in Table 3.2 below.  

Table 3.2 Federal Funding Sources for Freight Projects 

Non-FHWA 

Source Title Description Notes 

U.S. Federal 
Railroad 
Administration 

Railroad 
Rehabilitation 
and 
Improvement 
Financing 
(RRIF) 

Provides direct Federal loans and loan guarantees 
to finance the development of railroad infrastructure 
(improvement or expansion).  The Federal Railroad 
Administration (FRA) will give priority to projects that 
provide public benefits, including benefits to public 
safety, the environment and economic development.  
Loans are for 35 years for up to 100 percent of 
project costs at or below current bond rates. 

N/A 

U.S. 
Department of 
Housing and 
Urban 
Development 

Community 
Development 
Block Grants 

Grants are competitively awarded on an annual 
basis.  Eligible projects include public facilities 
construction and improvements (including water and 
sewer systems, streets, and fire stations and other 
public infrastructure), and economic development 
projects (public facility improvements that support 
new or expanding companies that will be creating 
jobs).  Funds cannot be used for privately-owned 
facilities and infrastructure. 

Administered by the Idaho 
Department of Commerce  

http://www.clearwater-
eda.org/selected-project-
experience 

U.S. 
Department of 
Commerce 

Economic 
Development 
Administration 
(EDA) Grants 

EDA provides discretionary grants to leverage 
strategic investments that foster job creation and 
attract private investment to support development in 
economically distressed areas of the United States.  
The EDA funds project from both rural and urban 
areas to provide investments that support 
construction, nonconstruction, technical assistance, 
and revolving loan fund projects. 

N/A 

U.S. 
Environmental 
Protection 
Agency 

Brownfield 
Assessment 
Grants 

Inventory, characterize, assess, and conduct 
planning and community involvement related to 
brownfield sites. 

N/A 

Brownfield 
Revolving Loan 
Fund Grants 

Enable States, political subdivisions, and Indian 
tribes to make low interest loans to carryout cleanup 
activities at brownfields properties. 

N/A 

Brownfield 
Cleanup Grants 

Provide funding for a grant recipient to carry out 
cleanup activities at brownfield sites. 

N/A 

U.S. 
Environmental 
Protection 
Agency 

Clean Diesel 
(Diesel 
Emissions 
Reduction Act) 

Grants are for emission control and idle reduction 
technologies, cleaner fuels, engine upgrades or 
replacements, and/or vehicle or equipment 
replacements and other uses.  The main use of the 
funding for rail projects is to replace locomotives. 

N/A 

U.S. Internal 
Revenue 
Service 

Qualified 
Railroad Track 
Maintenance 
Credit 

Provides tax credits to qualified taxpayers for 
expenditures on railroad track maintenance on 
trackage that Class II or Class III railroads own or 
lease.  Qualified railroad track expenditures include 
all expenditures for maintaining and rehabilitating 
railroad track, involving roadbed, bridges, and 
related track structures. 

Applicants complete IRS Form 
8900 

https://www.irs.gov/uac/About-
Form-8900  

http://www.clearwater-eda.org/selected-project-experience
http://www.clearwater-eda.org/selected-project-experience
http://www.clearwater-eda.org/selected-project-experience
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Source Title Description Notes 

U.S. 
Department of 
Agriculture 
Rural 
Development 

Community 
Facilities Grants 
and Direct and 
Guaranteed 
Loans 

Grants and loans to construct, enlarge, extend, or 
improve community facilities; provide essential 
services; and/or improve safety in rural areas and 
towns with a population of 20,000 or less.  Eligible 
transportation-related community facilities include 
transportation infrastructure for industrial parks and 
railroads. 

N/A 

U.S. Maritime 
Administration 

Small Shipyard 
Grants 

Provides assistance in the form of grants to make 
capital and related improvements in small shipyards 
located in or near maritime communities and to 
provide training for workers in communities whose 
economies are related to the maritime industry.  
Purpose of the program is to foster efficiency, 
competitive operations, and quality ship 
construction, repair, and reconfiguration in small 
shipyards. 

Five million dollars 
appropriated in the 
Consolidated Appropriations 
Act, 2016.  Could be used to 
aid support industries at the 
Port of Lewiston  

http://www.marad.dot.gov/sh
ips-and-shipping/small-
shipyard-grants/.  

U.S. Federal 
Aviation 
Administration 

Airport 
Improvement 
Program (AIP) 

Provides grants to public agencies and in some 
cases private owners and entities for the planning 
and development of public-use airports included in 
the National Plan of Integrated Airport Systems. 

Idaho received $38 million in 
grants in FY 2014 and 
$30.9 million in FY 2015.

a
 

Source: Idaho State Rail Plan.  U.S. Federal Aviation Administration AIP Grant History.  U.S. MARAD. 

a.  FAA.  Airport Improvement Program Grant Histories.  On-line at:  http://www.faa.gov/airports/aip/

grant_histories/#history. 

3.2 State of Idaho Transportation Funding 

Idaho funds freight-related programs and projects through a number of different sources.  The first set of 

funding resources are derived from Idaho’s Legislature.  Including new revenue generated by bills passed in 

FY 2015, approximately $122.6 million is available for highway capital construction in FY 2016.  Additionally, 

ITD was authorized to provide financing for $857 million to complete the Grant Anticipation Revenue Vehicle 

(GARVEE) program in 2015, with annual debt service of $57.4 million, $4.7 million of which comes from state 

matching funds.  ITD uses GARVEE bonds to offset inflation, advancing priority projects that otherwise would 

take decades to fund and complete.
185

  In addition, ITD works with other Idaho governmental agencies such 

as the Department of Commerce and Department of Agriculture to identify ways to improve freight 

transportation in the State and those agencies provide funding opportunities that can be used for freight-

related projects and programs.  These programs are identified in Table 3.3.  

  

                                                                 

185
 Idaho Transportation System Primer. February 2015. On-line at:  https://itd.idaho.gov/newsandinfo/Docs/
idaho_funding_primer.pdf.  

http://www.marad.dot.gov/ships-and-shipping/small-shipyard-grants/
http://www.marad.dot.gov/ships-and-shipping/small-shipyard-grants/
http://www.marad.dot.gov/ships-and-shipping/small-shipyard-grants/
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Table 3.3 Idaho Funding Programs 

Agency Program Name Description 
Applicable 

Mode 
Funding 

Level Link 

ITD Idaho Airport Aid 
Program  

State funding assistance for the 
cost of planning, maintenance, 
and/or upgrade of existing 
facilities. 

Air $550,000/year http://itd.idaho.go
v/aero/Airport_Aid
/Grants/eligible/IA
AP%20NPIAS%2
0Grant%20Solicit
ation-2014.pdf. 

ITD Idaho State 
Capital 
Improvement 
Program (SCIP)  

Continuous multiyear funding 
program that will assess short-
term (0 to 5 years) and long-term 
(5 to 20 years) airport 
improvement needs. 

Air Varies but 
“modest” 

http://itd.idaho.go
v/aero/Airport_Aid
/Planning_dev_m
ain_page.htm#SC
IP. 

ITD State Railroad 
Grade Crossing 
Protection Fund 

Reduce existing crossing 
surfaces and/or safety devices 
and improvements to sight 
distances for vehicles and trains. 

Rail $250,000 from 
fuel tax 
annually 

N/A 

Idaho 
Commerce 

Gem Grant 
Program (IGG)  

Rural communities less than 
10,000.  Implementation costs of 
economic development projects 
(including matching funds for 
creation of assets with a high 
certainty of aiding future 
economic development.  

All $50,000 http://commerce.i
daho.gov/commu
nities/community-
grants/idaho-
gem-grant.  

Idaho 
Department 
of Labor 

Workforce 
Development 
Training Fund 
Industry Sector 
Grant  

Increase employment and wages 
of Idaho workers by providing 
training to meet industry needs. 

All – job 
related 

$500,000 https://labor.idaho
.gov/dnn/Busines
ses/TrainingReso
urces/WorkforceD
evelopmentTraini
ngFund/WDTFmi
crogrants.aspx.  

Idaho 
Department 
of 
Agriculture 

Rural Economic 
Development and 
Integrated Freight 
Transportation 
Program 
(REDiFIT) 

Assist businesses and industries 
develop and expand options for 
shipping freight. 

Mainly Rail $5 million total, 
$100,000 
grant cap 

N/A 

Idaho 
Legislature 

Grant Anticipation 
Revenue Vehicle 
(GARVEE)  

Revenue bonds that do not 
pledge the full faith and credit of 
the State of Idaho. 

All $857 million N/A 

Idaho 
Legislature 

Gas Tax increase 
by $.07, increase 
registration fees 
on vehicles over 
8,000 pounds.  

 Highway Expected to 
raise $215 
million 
annually for 
city, county, 
and state 
roads 

http://knowledgec
enter.csg.org/kc/c
ontent/state-gas-
tax-increases-
2015. 

 

The Idaho Rural Economic Development and Integrated Freight Transportation Program (REDiFIT) deserves 

special attention.  The mission of this program is to assist businesses and industries to develop and expand 

options for shipping freight and products to market.  The program requires private-sector partnerships with 

the participation and cooperation of state and local governments in order to receive state funds.  Projects 
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must assist qualified rail lines or intermodal freight shippers to upgrade, expand, rehabilitate, purchase, or 

modernize equipment and facilities for freight shipping infrastructure in the State of Idaho.  The program was 

established by the Idaho State Legislature in 2006 and transferred to Idaho State Department of Agriculture 

in 2007.  The first loans were approved in December 2007.
186

  Recent projects include upgrades to Eastern 

Idaho Railroad (EIRR) tracks and switches to support a new Pacific Ethanol plant near Burley and upgrades 

to rail along with additional rail upgrades west of Rupert and between Rupert and Minidoka.  REDiFIT loans 

were also obtained by the Port of Lewiston for their dock expansion work that began in 2012. 

                                                                 

186
 http://www.idahoag.us/Categories/Marketing/Documents/Redifit%20Progam%20Guide%202014.pdf. 
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4.0 Policies, Regulations and Legislation Issues, and 

Solutions 

For efficient freight movement, it is critical that the freight-related policies and regulations of Idaho align with 

those of surrounding states.  Mismatches for example, truck size, weight, or route limitations, can hinder 

freight mobility.  The following sections include identification of gaps and inconsistencies of the policies and 

regulations from both jurisdictional and overall operational perspectives and suggest potential policy changes 

to address the issues noted. 

4.1 Truck Size and Weight 

4.1.1 Federal Truck Size and Weight 

Federal truck size and weight standards have been in place since the 1950s to protect the approximately 

40,000-mile Interstate System.  On that system, a vehicle’s gross weight cannot exceed 80,000 pounds, with 

limits of 20,000 pounds on any single axle and 34,000 pounds on any tandem axle without additional 

permitting.  Size limits, which apply to approximately 200,000 miles of roads, including the Interstate System 

and certain highways certified by states to FHWA
187

, are not as well defined.  States are often allowed to set 

their own limits as long as they are not below a Federal threshold.  Table 4.1 provides an overview of these 

limits.  

Table 4.1 Federal Commercial Vehicle Size Limits on National Network 

Dimension Limits 

Vehicle Weight 80,000 pounds gross vehicle weight.  20,000 pounds for single-axle, 34,000 pounds on a 
tandem axle. 

Overall vehicle length No Federal limit except for combination vehicles designed to carry automobiles or boats 
which cannot exceed overall length of 65 feet or 75 feet depending on connection used 
between tractor and trailer. 

Trailer length No length limit of less than 48 feet for a truck tractor-semitrailer combination.  No length limit 
of less than 28 feet on a semitrailer or trailer operating in a twin-trailer combination.  

Vehicle width 102 inches (8 feet 6 inches). 

Vehicle height No Federal standard.  State limits range from 13.6 feet to 14.6 feet (14 feet in Idaho). 

Source: FHWA. 

Provisions in Moving Ahead for Progress in the 21
st
 Century Act (MAP-21) required the U.S. DOT to conduct 

a study on the safety risks, infrastructure impact, effect on enforcement, and potential for modal diversion of 

raising the Federal size and weight limits.  Different vehicle combinations with different weight limits were 

reviewed, including vehicles with a gross weight of up to 129k on a multicombination trailer.  Figure 4.1 

shows the various combinations under review along with weight limits and the roadway networks they would 

be permitted on.  It is important to note that stakeholders identified numerous issues with the truck 

configurations analyzed.  Concerns include the less-than-truckload (LTL) configuration of Scenarios 5 and 6 
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below which does not account for other combinations that are already in use in numerous states, including 

Idaho and a concern that Scenario 3 and Scenario 6 do not conform to Federal bridge limits, and the 

Department recommended not changing the relevant size and weight laws and regulations due to data 

limitations that severely impacted the ability to extrapolate results to a national level in its final report to 

Congress in April 2016.
188

  

Figure 4.1 Truck Configurations and Weights Scenarios Analyzed in 2014 Truck 

Size and Weight Study 

 

Source: FHWA.  Volume 1:  Technical Reports Summary.  Comprehensive Truck Size and Weight Limits Study, 

June 2015.  

A separate FHWA study examining the use of 91,000-pound, six-axle truck found that the increased weight 

would reduce vehicle miles traveled and total logistics costs, but that the benefits would be temporary.  The 

FAST Act, passed in December 2015 did not include any increase in the Federal size or weight limit and the 

U.S. DOT recommended not changing the relevant size and weight laws and regulations due to data 

limitations that severely impacted the ability to extrapolate results to a national level in its final report to 

Congress in April 2016.
189

  Even with the allowance of 129k trucks on the Interstate system, state routes will 

remain critical for the movement of freight, both to complete trips to origins and destinations in the State, and 

for shipments moving north-south along the U.S. 95 corridor where interstate alternatives are difficult to reach 

or nonexistent. 

4.1.2 Idaho Oversize Overweight Vehicle Operations 

Idaho’s vehicle size and weight limits are shown in Table 4.2.  
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Table 4.2 Idaho Commercial Vehicle Size and Weight Limits 

Vehicle Metric Limit Notes 

Gross Vehicle Weight 80,000/105,500/129,000 All Highways/All Highways with Excess weight permit, permit not 
required on state routes/Designated State Highways with permit. 

Width 8 feet, 6 inches (102 inches) N/A 

Height 14 feet N/A 

Length 53 feet on national network, 
48 feet off national network 

Double Trailers:  68 feet trailer on national network, 61 feet 

trailer (75 feet overall) off national network.  Additional rules 
apply for other specific vehicle types. 

Overhang 4 feet (front), 10 feet (back) Different rules apply for passenger vehicles.  Automobile or boat 
transporters can have maximum of seven feet overhang total. 

Source: Idaho Transportation Department.  Truckers Handbook.  July 2013.  http://www.itd.idaho.gov/dmv/poe/

documents/TruckersHandbook.pdf.  

Idaho allows vehicles to operate at weights above the Federal limit on certain routes due to weight limits that 

were established before Federal guidelines were implemented.  Commercial vehicles weighing up to 

105,500 pounds can travel on any state road without a permit, and can use the Interstate system with a 

permit.  This applies to both divisible and nondivisible loads.  In addition, Idaho began a pilot project in 2003 

allowing trucks weighing up to 129,000 pounds (129k) on a small number of state highways.  The higher 

weight limit was made official in 2014 on the State routes tested, and an application process was introduced 

to allow for expansion of the 129k system.  These routes are discussed in Section 4.2.  Many of the 

stakeholders involved in developing this freight plan consider expansion of this 129k system essential.  One 

of the major problems with the current network is the lack of access for many businesses, especially 

agricultural, that do not have a business directly on the routes.  The ability to reach origins and destinations 

located just off the 129k network is a key policy consideration moving forward.  In December 2015, the 

Federal government authorized Idaho to raise the interstate limit to 129k, and the State Legislature has 

approved this action. 

Idaho offers a number of permits for trucks that are over the size and/or weight limits.  Permits for 

nonreducible loads can be purchased on an annual basis.  The annual permit is issued for a specific vehicle 

configuration, on specific routes, and a specific weight.  These limits are shown in Figure 4.2. 
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Figure 4.2 Idaho Annual Permits Route Capacity Map 

 

Source: ITD http://www.idahoag.us/Categories/Marketing/Documents/Redifit%20Progam%20Guide%202014.pdf. 
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Additionally, Idaho routinely allows trucks carrying reducible loads to purchase overweight permits on a 

temporary basis, either for 120 hours or 30 days.  These permits allow trucks to exceed the 105,500-pound 

limit on the State highway system or 80,000 pounds on the interstate system.  Permits must be also obtained 

for any vehicles with a height over 14 feet (up to a maximum of 14 feet 9 inches), or length over the 

applicable limit and they are restricted to specific routes.
190

 

4.1.3 Harmonization with Surrounding States 

Idaho and its surrounding states of Washington, Oregon, Nevada, Utah, Wyoming, Montana, and the 

Province of British Columbia, Canada, all have different size and weight limits.  This can lead to situations 

where trucks must reduce their loads to the “lowest common denominator” for the states they are moving 

through, break down their load at the State border, or obtain permits to travel at higher weights, or 

dimensions.  A sometimes time consuming and expensive process.  State size and weight regulations are 

developed to protect the safety of the motoring public, as well as state infrastructure.  As much as possible, 

Idaho should attempt to harmonize regulations between states without sacrificing any competitive advantages 

the State already has. 

One way that Idaho and the surrounding states have attempted to streamline and harmonize their regulations 

is through the Western Association of Highways and Transportation Officials (WASHTO) Regional Permitting 

Agreement that allows a commercial vehicle to obtain a single permit for travel in the 12 participating states.  

All of the states bordering Idaho are part of WASHTO, though Wyoming has not designated any routes 

accessible under the Regional Permitting Agreement.
191

  The commercial vehicle must carry cargo that is 

nonreducible (cannot be broken into smaller parts), cannot be a manufactured home, and vehicles cannot be 

more than 110 feet long, 14 feet high, 14 feet wide, or more than 160,000 pounds total (with applicable axle 

limits).  While limited, this permit does allow for better interstate operations within the region.  Routes covered 

by this permit are shown in Figure 4.3.  

                                                                 

190
  ITD. “Truckers Handbook.” July 2013. On-line at:  http://www.itd.idaho.gov/dmv/poe/documents/
TruckersHandbook.pdf.   
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  ITD. Western Regional Single Trip Permits. On-line at:  http://www.itd.idaho.gov/dmv/poe/
WesternRegionalPermitInfo.html.  
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Figure 4.3 Western Association of Highways and Transportation Officials 

(WASHTO) Regional Permitting Agreement States 

 

Source: http://www.wsdot.wa.gov/CommercialVehicle/westernregional.htm. 

Idaho is also a member of the Western States Transportation Alliance which was formed to increase 

cooperation on highway related issues between member states:  Idaho, Colorado, New Mexico, Utah, 

Arizona, Oregon, North Dakota, Wyoming, Nevada, and Montana.  Member states entered into an alliance, 

known as the Multi-State Highway Transportation Agreement, which recommends changes in law and policy 

to increase uniformity of rules and regulations.  One of the key objectives is the implementation of uniform 

vehicle size and weight regulations.  A 129k limit or 100-foot cargo carrying length have been proposed.
192

    

Another organization working towards size and weight harmonization is the Pacific Northwest Economic 

Region (PNWER).  The Transportation Working Group, led by ITD, has been tasked with requesting grant 

funding from FHWA to convene a public private-stakeholder group to recommend harmonization of truck size, 

weight, and permit processes.  The goal is to harmonize regulations and operations between the Northwest 
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 Idaho State Legislature.” January 2013. On-line at:  

http://www.legis.nd.gov/files/committees/64-2014%20appendices/17_9015_01000_appendixb.pdf?20151112113159. 
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states and with Transport Canada and the New West Partnership of British Columbia, Alberta, and 

Saskatchewan.
193

 

The Western States Freight Coalition is another group that is focused on integration and improving regional 

coordination and freight planning in the states of Arizona, California, Colorado, Idaho, Montana, Nevada, New 

Mexico, Oregon, Utah, Washington, and Wyoming.  The group was formed in 2015 and consists of DOT 

officials from the above states.  It meets monthly to discuss issues, projects, and reports that impact the 

regional movement of goods.  

Finally, the increasing shift towards on-line permitting systems for oversize and overweight shipments offers 

the possibility for increased cooperation and harmonization.  States often have individual web sites that 

companies must use to order permits in each state they transit.  Outreach with trucking companies has 

revealed that companies increasingly want to complete permitting for a variety of needs (hazardous material, 

registration, and oversize/overweight) on-line.
194

  While the WASHTO Regional Permit described above helps 

for trucks moving through those states, additional coordination is possible.  Efforts should be taken to make 

the permitting systems of each state as similar as possible while still able to fulfil each state’s unique 

requirements.  Also, the ability for one state’s system to automatically notify a neighboring state if a permitted 

vehicle will enter an adjacent state should be explored.
195

  

4.2 Truck Route Designation and Route Restrictions 

Many states and municipalities use truck route designations to focus the routes that trucks can use, even 

those that are in compliance with state and Federal size and weight limits.  This is often done to protect 

certain communities or help prevent conflicts between trucks and other modes of transportation.  Most 

municipalities in Idaho do not have designated truck routes for legal size and weight vehicles.  Developing 

these routes at the municipal and MPO level may help guide the expansion of the 129k system and provide 

priority links to businesses that rely on trucks for moving goods but cannot legally reach the higher weight 

limit system due to limited local connections.
196

 

Idaho does impose seasonal weight restrictions to help limit the damage caused by vehicles traveling on 

roads during the spring when warmer temperatures can cause the road surface to break up and become 

more susceptible to damage.  For state roads, this decision is made by ITD each year and specific closures 

are dependent on current conditions.  Restricting vehicle widths and speed limits are additional options, and 

restrictions override any permits previously issued.
197

  Along a similar vein, one stakeholder suggested 

allowing heavier weights on routes during key agricultural harvests in the fall.  This approach could improve 

the efficiency of the industry, while limiting the amount of time that heavier vehicles could damage 

infrastructure or conflict with other users in communities.  
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 Pacific Northwest Economic Region Transportation Proceedings. July 2015. On-line at:  http://www.pnwer.org/
uploads/2/3/2/9/23295822/transportation_proceedings.pdf. 

194
 See State of Idaho Port of Entry System Study. Cambridge Systematics Inc. and BGM Consulting LLC. Study 
ongoing. 
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 Idaho’s on-line permitting system can be found at:  
https://www.accessidaho.org/secure/itd/mcis/tportal/search.html.  
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 Sandpoint Idaho is one of the few. Their local truck route can be found at:  http://www.cityofsandpoint.com/
PublicWorks/streets/truckroute.pdf. 
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 ITD Administrative Rules. 2012.  On-line at:  http://adminrules.idaho.gov/rules/2012/39/0314.pdf. 
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4.2.1 Up to 129k Vehicle Combination Routes 

The Idaho Transportation Department is reviewing and analyzing requests to allow trucks up to 129k to drive 

on noninterstate, state-maintained highway routes following a pilot program that ended in 2014.  

Approximately 35 routes currently allow loads up to 129k, with additional routes being added after a review 

period.  The review of requests is being done in conjunction with the Idaho Transportation Department Board 

and a subcommittee, which will reject or approve requests for new routes.  Routes that allow loads up to 129k 

are identified in Figure 4.4 (current as of March 2015).  

Figure 4.4 129k Weight Limit Routes in Idaho 

   

Source:   http://itd.idaho.gov/129K/RoutesApproved_129k.pdf.   
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The increase in interstate weight limits to 129k in 2016 has the backing of many industry leaders in the State, 

including those in sugar beets, potatoes, and timber.  Allowing the heavier weights on the interstates will help 

reduce the number of larger and/or heavier vehicles using the State highway system to pass through small 

towns and villages instead of using the interstate for longer distance trips.  Interstate access will also improve 

the ability of trucks to move between states.  However, other groups, including some safety advocates such 

as AAA Idaho and the Owner Operator Independent Drivers Association have raised safety concern, and the 

railroad industry generally opposed the measure.
198

  One of the primary concerns was the lack of data about 

the frequency and severity of crashes with 129k trucks.  Idaho’s pilot program showed a reduction in truck-

related crashes but did not include information specific to 129k trucks.  Another pilot program in Vermont 

noted increases in crash rates and infrastructure damage after allowing heavier trucks in the State.  Finally, 

there was concern about access to/from the Interstate system.  Trucks are generally allowed to travel 

one mile off of approved routes.  This would open large areas to 129k trucks, including roads and routes that 

have not been properly vetted.
199

    

The prior lack of 129k truck access to the Interstate system created some gaps in the State network.  Some 

129k routes do not connect to each other, or leave a gap between the end of the route and the Interstate.  

Trucks wishing to access the Interstate must travel illegally on the corridor or detour far out of their way to 

find a route that does connect.  However, the request to designate a route for 129k must come from a 

business.  There is no process in place for ITD or another government agency to request the addition of a 

route.  This may slow the ability of the State to fill in the critical gaps in the network and force the heavier 

trucks to make detours in order to stay on approved roads.  

4.3 Truck Parking  

In August 2015, FHWA released the results from Jason’s Law Truck Parking Survey.  This report was 

required as part of Jason’s Law and incorporated into MAP-21.  Jason’s Law was named in honor of a trucker 

who was robbed and murdered while parked at an abandoned gas station waiting for his delivery location to 

open.  The study found an inadequate supply of truck parking spaces nationwide, resulting in tired drivers 

remaining on the road beyond their legal hours in order to find a safe space, or stopping in unsafe locations.  

Idaho was one of the states that did not report a truck-parking problem to FHWA in this study.  Idaho is in the 

upper quartile for private spaces and all spaces per 100,000 daily truck VMT, the lower quartile for the total 

number of public truck spaces and public facilities, and in the middle 50 percent for all other quantitative 

metrics examined in this study.
200

  According to the study, Idaho has 13 public truck parking facilities with a 

total of 274 spaces, the largest of which is the Bliss W Rest Area on I-84 in Gooding County with 49 spaces.  

Private facilities provide an additional 2,809 spaces, the largest of which is located in Ada County off Exit 71 

of I-84.  Figure 4.5 highlights these locations.  
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  John O’Connell. ”U.S. House passes Idaho truck weight bill.” Capital Press. June 15, 2015. On-line at:  http:/
/www.capitalpress.com/Idaho/20150615/us-house-passes-idaho-truck-weight-bill and Keith Goble. “Idaho Legislature 
backs heavier trucks statewide.” Land Line Map. March 8, 2016. On-line at:  http://www.landlinemag.com/
Story.aspx?StoryID=30747#.VvKZy3puMeI.  
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 Jacob Melder. “Heavier truck loads likely to hit Idaho interstates.” KIVITV. February 22, 2016. On-line at:  http://

www.kivitv.com/news/heavier-truck-loads-likely-to-hit-idaho-interstates. 

200
 Other metrics include spaces per 100 miles of National Highway System roads, spaces per Million GDP, total 
parking spaces (including private), and ratio of public to private spaces.  
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Figure 4.5 Idaho Public and Private Truck Parking Locations by Number of Spaces 

 

Source:   FHWA, ITD. 

Truck parking is a difficult topic because of the intersection of freight and local land use.  Freight, especially 

truck traffic, is often seen as a negative impact on local areas.  Most municipalities want to limit the number of 

trucks in their region; building a truck stop, especially if it is not immediately adjacent to a highway, is likely to 

increase truck traffic.  Because land use zoning is controlled at the local level, municipalities can and have 

restricted the ability of private operators to open a truck stop.  Additionally, budgetary concerns limit the 

opportunity to expand or open new public rest stops.   
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Stakeholder input revealed a desire for additional truck parking in the State, though specific locations were 

not identified.  One concern is that truck parking must be located in the locations that is it needed.  Having 

enough spaces throughout the State is of limited use if trucks do not use the routes they are located on.  

Coordination with neighboring states, especially those with intermodal facilities such as Washington, 

California, and Utah, is needed to determine where drivers are stopping along the major routes connecting 

the states, and where additional sites may be needed based on origins/destination, and hours of service 

requirements.  Washington is poised to conduct a statewide truck-parking plan in order to develop solutions 

to truck parking problems in the State.  A casebook study of different approaches used by the states in the 

region may be an appropriate step for ITD as they look to improve truck-parking options in Idaho.  

The Jason’s Law Study provided recommended metrics for further evaluation of this topic split into three Tiers 

based mainly on the availability of data.  Recommendations in Tier I are already practiced by many states 

and include:  Truck Travel on the National Highway System, Number of Public and Private Spaces, Number 

of Spaces in Relation to NHS Mileage, Number of Spaces in Relation to VMT, and Number of Spaces in 

Relation to GDP by state.  Close coordination with the FHWA and the National Coalition on Truck Parking 

which will began meeting in December 2015, will help Idaho identify any long-term trends and potential 

problems, and increased outreach to municipalities to identify areas suitable areas to permit private truck 

parking opportunities will help Idaho retain its ability to serve trucker’s needs.   

4.4 Truck Driver Shortage 

At the end of 2015, the nationwide shortage of truck drivers was projected to reach 48,000 drivers.
201

  

Stakeholders have indicated a couple of main causes for the gap.  One is an aging workforce; a large number 

of drivers in the current fleet are nearing retirement age, and increasing scrutiny of medical records makes it 

more difficult to maintain a long career.  Second, there is a significant absence of younger drivers entering 

the field.  Stakeholders blame a general lack of awareness and education about the industry as one cause of 

the shortfall, with the limited appeal of the industry to a technology-driven generation another issue.   

The Idaho Department of Labor is working to make the profession more attractive, hosting various industry 

fairs and events, and a number of local colleges, including the College of Western Idaho, North Idaho 

College, and Eastern Idaho Technical College offer courses that train new drivers.
202

  The Department of 

Labor also has grant money available through the Workforce Development Training Fund Industry Sector 

Grant that could be used to develop new training methods or programs that might be able to better appeal to 

the emerging workforce.  

Another impediment to hiring new drivers is the age requirement to operate a commercial vehicle.  In Idaho, 

commercial vehicles operators must be 18 to operate intrastate.  All drivers involved in interstate commerce 

must be at least 21 years old, an age at which many of the people who may be drawn to the industry have 

already started other careers.  The interstate age limit is currently under Federal review.  A provision in the 

FAST Act directs the U.S. DOT to convene a task force and established a pilot program to examine enabling 

certain veterans or armed forces reserve members between 18 and 21 the ability to operate interstate 

commercial motor vehicles.  Although the initial pilot program targets a fairly small part of the overall 

population, the Veteran Affairs Department estimates that in 2014 there were 53 veterans under the age of 
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20, and an additional 2,311 veterans between the ages of 20 and 24 in Idaho.  Nationwide, there are 

5,898 veterans under the age of 20, and 283,586 between the ages of 20 and 24.
203

  In 2013, Idaho also 

hosted approximately 5,800 reservists, though their ages are unknown.
204

 

4.5 Rail Policy 

One Federal policy that will likely impact rail freight movement in the State is the mandate to implement 

Positive Train Control (PTC).  PTC refers to technology that is capable of preventing train-to-train collisions, 

overspeed derailments, and casualties or injuries to roadway workers.  The technology combines GPS 

locating of all trains, infrastructure switches, crossings, and junctions; computer cataloging of speed 

restrictions and traffic conditions; and wireless communications between all operating units, including 

engineers, dispatchers, and work crews.  The Rail Safety Improvement Act of 2008 (RSIA) mandated the 

widespread installation of PTC systems by December 2015 on all main lines handling passenger trains or 

hazardous materials, essentially the majority of the Class I national rail system.  A mainline is defined as a 

route carrying five million gross tons of freight or more annually.  Although the implementation deadline was 

delayed in October 2015 by three years to December 2018, the substantial financial demands placed on the 

Class I railroads to implement PTC could result in the diversion of capital from other potential investments, 

including those that would directly benefit capacity and service.  As of 2015, Union Pacific’s line from 

Spokane, Washington to Eastport, Idaho is the only route in the State where the technology has been 

implemented.
205

  UP’s mainline paralleling I-84 will likely require PTC, as will BNSF’s mainline route through 

northern Idaho.  

The Idaho State Rail Plan noted a need for continued deregulation of the railroad industry in the future, as 

well as more funding for railroads (especially shortlines) that connect users to market.  The Plan set a goal 

that within 5 years, Idaho would develop programs and funding mechanisms to support the expansion of 

access to intermodal services, evaluate opportunities to expand access, and invest in the first phase of a 

multimodal transload facility in the Treasure Valley.  In the 20-year horizon, Idaho will continue to improve 

rail-highway crossing safety through investment in enhancements and continue to expand the availability of 

multimodal, intermodal, and transload rail opportunities in the State. 

The State Rail Plan also identified a policy change that could impact funding opportunities.  Private Activity 

Bonds (PABs) are debt instruments authorized by FHWA and issued by state or local governments whose 

proceeds are used to construct projects with significant private involvement.  State or local governments 

issue tax-exempt debt on behalf of the private entity undertaking the project.  The private entity finances and 

delivers the project and is responsible for debt service on the PABs.  Bonds are a form of debt, not revenue.  

They must be backed by revenue that is adequate to repay the debt, such as general fund revenues, property 

taxes, sales taxes, or impact fees that are charged to developers. 
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PABs likely have limited applicability in Idaho, as the current state constitution expressly prohibits using 

public funds for profit.
206

  This has commonly been interpreted as a prohibition on public investment in 

privately owned properties.  While PABs could be used for public infrastructure investments in support of a 

public/private partnership project, use of PABs for other purposes, such as direct funding of shortline 

infrastructure improvements, would likely require specific enabling legislation, and/or a constitutional 

amendment. 

Another policy change that could aid the development of rail intermodal and transload facilities is the 

inclusion of “dry ports” in port district authorization.  Idaho Code §70-1101 authorizes the formation of Port 

Districts explicitly for the construction, operation, and maintenance of harbor improvements, land and water 

transfer and terminal facilities, industrial and economic development, and other development, facilities, and 

services, reasonably incident to a modern, efficient and competitive port in any county bordering upon any 

continuous waterway system, limited to the port area, which will float commercial tug and barge vehicles to 

ports handling transoceanic traffic.
207

 

In Washington and other nearby states, port districts are open to any community with an airport and 

significant intermodal freight facilities.  Current legislative restrictions on port districts in Idaho place the State 

at a competitive disadvantage by restricting Port Districts to water ports.  Broadening the port district 

authorization to provide for dry ports in Idaho, especially at rail terminals, could create viable financing 

alternatives and create significant opportunities for public-private partnerships in expanding freight rail 

intermodal and transload opportunities throughout the State.
208

 

4.6 Water Port Policy 

The Port of Lewiston is in good physical condition.  The limited amount of goods flowing through the Port 

currently are mostly caused by circumstances outside of its control, the withdrawal of Hanjin and Hapag Lloyd 

shipping lines from the Port of Portland caused the cessation of container-on-barge service, and the 

injunction against oversize shipments on U.S. 12.  ITD should advocate with the Port of Portland for a long-

term solution and return of full container-on-barge service and coordinate efforts to do so with other Ports and 

states along the Columbia and Snake River system to reduce transportation costs, reduce emissions, save 

fuel, and reduce road congestion.  It should also advocate for the ending of the injunction on U.S. 12 which 

would allow oversize/overweight shipments to resume using the Port of Lewiston.  

4.7 Airport Policy 

Idaho last State Aviation System Plan (SASP) was completed in 2008.  According to ITD’s aeronautics 

division, a SASP is the comprehensive plan for linking statewide aviation facilities with national and 
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international facilities.  It is an opportunity to stay abreast of changes in the industry and determine how 

Idaho’s airports should be positioned to respond to future needs and challenges.
209

 

The SASP recommended six policies for the Division of Aeronautics.  They include: 

 Promote compatible land use near airports through the use of the Idaho Airport Land Use Guidelines, 

education, and land use legislation to address evolving issues; 

 Continue to promote the importance of backcountry airports and the Idaho Airstrip Network (IAN) for 

quality of life and economic growth; 

 Promote the economic and social value of airports, both commercial service and general aviation through 

the use of the Idaho Airports Economic Impact Study; 

 Advocate for the promotion of environmentally friendly actions such as the adoption and implementation 

of Storm Water Pollution Prevention (SWPP) and Spill Prevention Control and Countermeasures (SPCC) 

Plans; 

 Improve remote communications and weather reporting capabilities in rural areas such as northern and 

central Idaho to fill voids in the State’s system coverage; and 

 Evaluate ways to improve the grant program priority system to provide for more accountability and 

reappraise the funding distribution process to allow for more flexibility as the need arises. 

The policy of promoting the economic value of airports is closely linked to one of the recommended 

performance measures in this plan, the percent of tons and value of goods moved by nontruck modes.  One 

way to improve air mode-share is through close coordination between the Division of Aeronautics and key 

and emerging industries identified by the Department of Commerce that use air to move goods.  Industries 

such as aerospace, advanced manufacturing, and certain agricultural sectors are more likely to produce or 

require high value, lower weight, or specialty products that are best suited for air transport.   
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Appendix F. 5/10/20 Year Implementation Plans 

1.0 Introduction 

The objective of Task 6 is to identify projects to include in a multiyear freight implementation plan that will 

inform the development of Idaho’s State Transportation Improvement Plan (STIP).  These projects are 

designed to address the multimodal system needs and issues identified in previous tasks. The freight project 

list also identifies funding opportunities for the various projects.   

In addition, this section provides a detailed examination of two new road categories that are part of the 

National Highway Freight Program (NHFP) developed under the FAST Act.  The State of Idaho may 

designate 150 miles of public roads as Critical Rural Freight Corridors and 75 miles of public roads as Critical 

Urban Freight Corridors.  This designation allows projects on these routes to receive NHFP apportioned 

funding.  Selection criteria and recommended routes for designation by ITD are included in this Task.  

The sections of this Task include: 

 Section 2- provides an overview of needs and issues developed during Tasks 2 and 3. It also examines 

and recommends Critical Rural and Critical Urban Freight Corridors; 

 Section 3- identifies sources for project ideas; 

 Section 4- discusses programs, policy changes, and additional studies that would aid freight movement 

in Idaho;  

 Section 5- explains the evaluation process to screen strategies as well as a description of the TREDIS 

and FRA GradeDec evaluation used on specific projects to identify a fiscally constrained, 5-year 

Implementation Plan; 

 Section 6- identifies funding opportunities including non-FAST Act funding opportunities; and 

 Appendix A- includes the entire list of Projects for inclusion in the 5/10/20 year implementation plan.  

This Task fulfils the FAST Act requirement that State Freight Plans develop, “a freight investment plan that… 

includes a list of priority projects and describes how funds made available to carry out section 167 of title 23 

would be invested and matched.”
210
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 http://www.ops.fhwa.dot.gov/freight/pol_plng_finance/policy/fastact/s1116nhfpqa/s1116nhfpqa.pdf State Freight Plan, 
Answer 2. 

http://www.ops.fhwa.dot.gov/freight/pol_plng_finance/policy/fastact/s1116nhfpqa/s1116nhfpqa.pdf
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2.0 Overview of Needs and Issues 

The needs and issues impacting Idaho’s multimodal freight system as identified in Task 3 were a key source 

for identifying problems facing the State’s freight network and developing solutions to improve that system.  

Each of the 15 needs and issues was given a rating based on current conditions.  That table is replicated 

below.
211

   

Table 2.1 Summary of Idaho Needs Assessment  

Need/Issue Section Rating Rating Explanation Opportunity  

Truck Congestion  Highway Congestion 

 

Limited areas of congestion 
concern. Boise (I-84) and slow 
traffic flow due to geometric and 
geography constraints.  

Identify locations to 
provide truck 
climbing or passing 
lanes to help avoid 
driver frustration 

Overweight and Oversize 
Routes 

Highway Access 

 

105,500 on all state routes, 129k 
on some state routes and on the 
Interstates is a benefit. 129k 
routes are expanding but network 
is still disconnected.  
State/government is unable to 
directly request addition of new 
routes—requests must come from 
businesses. 

Statewide 
comprehensive 
examination of 129k 
network is needed to 
ensure a robust 
system that serves 
businesses, makes 
the best use of 
resources and 
minimizes impacts to 
local roads and 
communities. 

Size and Weight 
Harmonization 

Highway Access 

 

Idaho has a similar weight limit on 
state routes as WA/OR, higher if 
on 129k network; NV/UT allow 
129k on all routes; WY has no 
weight limit on state routes, 117k 
on Interstates; MT has no weight 
limits.   

Work with 
neighboring states 
through WASHTO to 
harmonize 
regulations. 

Truck Driver Shortage Workforce 

 

Severe shortage of drivers. High 
turnover.  

Promote and fund 
training opportunities 
at technical and 
community colleges. 
Promote alternative 
modal use. 

Highway Safety Highway Conditions 
and Safety  

Truck crash rate is lower than 
overall crash rate on State 
System. Non-interstates 
experience a higher rate of 
fatalities/injuries for trucks 
compared to all vehicles 

11 priority locations 
identified, 
combination of 
infrastructure and 
enforcement  

Pavement Conditions Highway Conditions 
and Safety  

86% good/fair. Green rating from 
ITD. 

 

                                                                 

211
 The State of Idaho passed legislation allowing 129,000 pound trucks on the Interstate highway system after the initial 
development of this table. The Rating Explanation column has been updated to reflect this, and the screening/scoring 
process described in Section 4 combines and modifies some of the ratings above to reflect this change.  
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Bridge Conditions Highway Conditions 
and Safety  

74% of bridges in Good condition. 
Yellow rating from ITD, goal is 
80%.  

 

Impact to Main Street Highway Conditions 
and Safety  

Lack of local truck routes to direct 
first- and last-mile traffic. 
Disconnected 129k system 
creates gaps. 

Provide assistance to 
develop Truck 
Routes at municipal 
level to reduce 
impact on main 
streets and guide 
expansion of 129k 
system. 

Intermodal Connectivity Rail Access 

 

Idaho lacks a rail-truck intermodal 
terminal, and reduced container-
on-barge option from Port of 
Lewiston limits water shipping 
options 

Future ability to shift 
modal use. Rail-
Truck Intermodal/ 
transload 
opportunities are 
under consideration 
in at least 2 locations 
in Idaho.   

Class I Congestion Rail Access 

 

Variable, dependent on Bakken 
crude. Generally acceptable 
currently based on industry 
interviews. One known bottleneck 
at Lake Pend Oreille crossing.  

 

Rail Safety Rail Access 

 

89 incidents at rail-highway 
intersections between 2010-2014, 
29 of which involved a truck/truck-
trailer. Two fatalities. 

Continue to remove 
at-grade crossings in 
dangerous areas. 
Upgrade to active at-
grade crossing safety 
devices at high risk 
intersections. 

Shortline Needs Rail Access 

 

Lack of North-South route in 
state. Some routes not capable of 
286k. Some business growth 
opportunity (City of Boise). 

Explore development 
of a shortline funding 
program similar to 
WA. 

Ports and Waterways Ports 

 

Return of limited container-on-
barge in December 2015. 
Infrastructure in very good 
condition. 

Work with OR and 
WA to promote 
container-on-barge 
service. Coordinate 
with USACE on 
waterway 
maintenance needs. 

Aviation Aviation 

 

Limited current air cargo use. BOI 
has capacity to grow. Airports in 
good physical condition.  

Collect data on 
freight use and needs 
beyond BOI to 
support growth 
industries.  

Pipeline Pipeline 

 

No noted capacity constraints or 
issues. Limited in-state 
production/refining capabilities.  
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3.0 Potential Project Identification 

This section consolidates information drawn from a variety of sources and documents that provide 

suggestions for a multimodal set of potential projects, programs, policy changes, and additional studies.  

Although some specific project ideas are identified here, the majority of the section describes themes, 

concerns, and sources that informed the development of the list of recommended projects, policy changes, 

and additional studies in Section 5 and the 5/10/20 year Freight Implementation Plan project lists found in 

Section 5.5 and Appendix A.  

3.1 From Stakeholder Outreach 

Stakeholder involvement and outreach is a key part of the development of this Statewide Freight Strategic 

Plan. The study team had regular interaction with the Idaho Freight Advisory Committee (FAC) which 

provided feedback and guidance on Task development and project ideas.  The development of this Plan also 

included numerous interviews with both private and public stakeholders and a Freight Summit.  Ideas and 

concerns from those sources are discussed below.  

3.1.1 From Interviews 

A number of interviews were held during the development of Tasks 2 and 3.  Feedback from those 

discussions which provided either project ideas or prioritization criteria included: 

 U.S. 95 is a major collector route for trucks moving to/from the West Coast.  It feeds traffic to I-90, U.S. 

12, I-84, and I-80 (in Nevada) which are all key routes to the Pacific Coast ports; 

 Local roads are a key concern—the ability to move goods over the first and last-mile from the highway 

system and especially 129k routes to origins and destinations is critical. This requires better coordination 

between ITD and local highway districts; 

 The lack of truck drivers is a serious issue both in Idaho and throughout the country.  Finding new people 

to join the industry is difficult with the increasingly strict regulations.  The age limit on interstate drivers 

(21 or older) and hours of service restrictions were both cited as impediments; 

 Expansion of the 129k network was advocated by a number of businesses and truck transportation 

companies; 

 Physical constraints that make it difficult for trucks to operate in key corridors are a concern.  

Roundabouts with insufficient geometry were specifically mentioned.  This may also be an indication that 

additional outreach and education is necessary, especially to new drivers who are unfamiliar with these 

road elements;   

 The Class I railroads appear unlikely to develop a significant transload or intermodal facility in Idaho due 

to the proximity of major intermodal operations in Salt Lake City, Hermiston (OR), and Spokane and the 

lack of backhaul opportunities in Idaho.  The lack of backhaul goods was cited by multiple interviewees 

as a key constraint to developing intermodal service; and 
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 Development of an intermodal or transload facility near Boise and near Burley with the cooperation of a 

shortline railroad are possible.  WATCO is exploring options in both locations. 

3.1.2 From Freight Summit 

A Freight Summit was held at Boise State University on February 10, 2016.  This Summit provided both an 

opportunity for the project team to update stakeholders on the Plan’s progress and a chance to receive 

feedback from the public on issues and concerns impacting freight movement in Idaho and potential 

solutions.  Held on February 10, 2016 at Boise State University, approximately 100 people attended 

including representatives from a large number of Idaho governmental departments, trucking, railroad, port, 

and airport representatives, and business leaders from a variety of industry sectors. Roundtable discussions 

were held on five different topics: Critical Rural and Urban Freight Corridors, Safety, Performance Measures, 

and Infrastructure Needs.  Input from this meeting that generated project and program ideas includes the 

following: 

 Additional rest areas or relocation of existing rest areas may be needed.  Idaho was identified in the 

recent Jason’s Law Report by the FHWA as having sufficient truck parking resources, as shown in 

Figure 3.1.  However, attendees indicated that these locations may not be optimally placed to serve 

trucker’s needs.  Increased information, such as adding real time parking data to Idaho’s truck-specific 

511 page may help, especially on rural stretches of interstate where trucks are more likely engaged in 

long-distance travel where hours of service come into effect and distances between appropriate rest 

areas are long; 
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Figure 3.1 Idaho Truck Rest Areas 

  

Source: FHWA 

 Drowsy driving is also a concern, and one that is closely related to the availability of safe parking areas. 

The Safety analysis conducted as Task 4 of this Plan noted that the majority of truck involved crashes in 

the two Interstate pilot locations were caused by driver behavior, including drowsy driving; 
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 Slow truck speeds are often attributable to geographic constraints.  Many of Idaho’s important state and 

local truck corridors travel on winding, hilly roads that natural force trucks to slow down; 

 Because of the above, other vehicles can become impatient and perform risky passing maneuvers.  

Providing passing and truck climbing lanes in key locations will help improve safety for all road users and 

reduce delays that are caused by slower moving trucks; 

 A major challenge that will slow development of an intermodal facility in the Boise area is identifying 

sufficient backhaul cargo.  Major distribution centers in Washington and existing intermodal facilities in 

Washington and Utah may constrain the ability to generate enough cargo for return trips from an Idaho-

based intermodal terminal; 

 SH 51 serves as an important connector to I-80 and traffic heading to locations in California; 

 U.S. 30 serves as a shortcut to U.S. 93 from I-84 and locations in the north and west of Idaho.  This 

route has the added benefit of diverting truck traffic from the Twin Falls downtown area;  

 The Port of Lewiston is planning to expand the Harry Wall Industrial Park on SH 128 near the Port of 

Lewiston, generating additional truck traffic;  

 The injunction on oversize loads on U.S. 12 is seen as a major impediment to growth at the Port of 

Lewiston.  This injunction denies the Port the ability to accept large loads such as modular homes, 

generators, or wind turbines bound for Montana or the Dakotas; and  

 Improving first and last mile connections to freight generators was the major concern for both the urban 

and rural corridor roundtables.  The long-distance corridors were generally considered to be in good 

condition, attention was most needed on the local roads connecting the corridors to the actual freight 

generating sites. 

3.2 From Analysis in Previous Tasks  

The analysis conducted in Tasks 2, 3, 4, and 5 of this study also informed the development of the 

recommended project list, program/policy/additional study list, and Critical Rural and Critical Urban Freight 

Corridors lists.  Themes and issues identified from those Tasks includes:: 

 U.S. 95 is a key north-south corridor for freight in the state.  However, expanding the entire route to a 4-

lane highway may not be practical.  Short-term enhancements including passing lanes and truck climbing 

lanes where appropriate will improve safety on the corridor and reduce delays associated with truck 

traffic by providing other motorists more opportunities to pass; 

 Many of the rail-truck incidents occurred in locations where a local road intersects a highway with a rail 

line running parallel.  For example, an incident in 2012 occurred when a truck waiting to turn on to U.S. 

91 from Center Street in Shelley (Bingham County) was hit by a train at a signal controlled intersection.  

The space between the railroad tracks and U.S. 93 was insufficient for the truck to cross the tracks and 

wait for traffic as shown in Figure 3.2. Figure 3.3 shows the location of a similar incident at U.S. 95 and 

Airport Road south of Weiser (Washington County) in 2013.  These locations did not have a way to warn 

truck drivers waiting at the intersection that a train was approaching; 
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Figure 3.2 Image of Rail-Truck Incident Location, Shelley ID, 2012 

 
Source: FRA Rail Incident Database, Google Earth 
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Figure 3.3 Rail-Truck Incident Location, Weiser ID, 2013 

 
Source: FRA Rail Incident Database, Google Earth 

 There are a number of locations in Idaho where average truck speeds during the evening weekday 

commute are low.  Idaho’s varied topography and existence of small towns on state routes means that 

some of the slow speeds, at least off the Interstate system, can be explained by road conditions or speed 

limits that impact all road users.  However, by mapping truck volumes against these low-speed locations, 

it is possible to discern locations where traffic volume is more likely playing a role.   

− Figure 3.4 below shows locations on Idaho’s Interstate system where truck speeds on weekdays in 

April 2015 between 5 and 6 P.M. were less than 35 miles per hour. It also shows Truck AADT for 

2014.  By combining these measures, it is clear that I-84 from approximately U.S. 20 west to 

approximately SR 55 is the most significant truck bottleneck in the State.  This is the only location in 

the state with low truck speeds and average truck traffic greater than 6,000 trucks per day.  It is also 

a relatively level stretch of highway, increasing the probability that the low speeds are caused by 
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traffic issues rather than geography or speed limits.  A second location that appears to face similar 

issues is I-84 near Burley, with Truck AADT in the 5,000-5,999 range and an area of slow speed 

near the exit for U.S. 30.  Finally, Interstate 90 at both the Washington and Montana State Lines 

shows low speeds.  The western segment has a higher truck volume and is in the corridor between 

Spokane and Coeur d’Alene, so some of this is likely congestion from commuting.  The eastern 

portion is in a mountainous environment with more curves, likely meaning the low truck speeds are 

due to geography rather than congestion.    

Figure 3.4 Freight Truck Speeds below 35 MPH in PM Peak and Truck AADT, Idaho 

Interstates 

 
Source, NPMRDS, ITD 
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− Figure 3.5 below shows Idaho’s state and U.S. routes where truck speeds between 5 and 6 pm on 

weekdays in April 2015 were below 25 miles per hour.  Slow speeds on a number of segments can 

likely be attributed to geography or other non-congestion related factors.  U.S. 93 north of SH 75 and 

the northern sections of U.S. 95 and U.S. 2 likely fall into this category.  There are other locations 

where low truck speeds are likely due to commuting patterns but truck volumes are relatively low.  

U.S. 30 west of Twin Falls, U.S. 26 north of Twin Falls and SH 33 at I-15 are examples of this.  

However, there are a number of locations with both high truck volumes and low truck speeds that 

indicate bottlenecks that impact the flow of freight.  U.S. 20 at I-84, U.S. 20 and 26 on the north side 

of Boise, U.S. 95 near I-84, U.S. 95 north of Coeur d’Alene, U.S. 20 near Rexburg (SH 33) and U.S. 

12/U.S. 95 east of Lewiston are all areas of potential concern.   

Figure 3.5 Truck Speeds below 25 MPH in PM Peak and Truck AADT, Idaho Non-

Interstates 

 
Source: NPMRDS, ITD 
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− Within the Boise metropolitan area, there are only a couple of locations where low truck speeds 

during the evening weekday peak coincide with high truck volumes.  These include U.S. 20 north of 

I-84 near Boise Airport and SH 55 between SH 44 and U.S. 26 south of Eagle.  These locations are 

shown in Figure 3.6 below.  It is also important to remember that the low average speeds on non-

Interstate locations may be due to the lower speed limits found in urban areas—typically 30 mph—or 

traffic signals in a corridor and not as a result of severe congestion.  Further detailed analysis may 

be needed to better determine where speeds are low as a result of speed limits instead of 

congestion.  

Figure 3.6 Freight Truck Speeds below 25 MPH and Truck AADT, Idaho Non-

Interstates near Boise 

  

Source: NPMRDS, ITD 
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 There are a number of gaps between the current 129k system and the Interstate system which was 

recently authorized to carry vehicles at this weight.  ITD lacks the authority to identify and expedite the 

inclusion of these segments.  U.S. 20 from the western edge of Idaho Falls to Interstate 15 is one 

example.  The inability of ITD to control the addition or removal of routes from the network also limits the 

State’s ability to create a seamless, statewide 129k network that could better use limited resources and 

best serve freight needs throughout the state; 

 The Port of Lewiston would benefit from enhanced rail connections.  The nearest interchange to Class I 

service is in Ayers, WA, approximately 85 miles west of Lewiston; 

 The Safety Analysis conducted in Task 4 identified 11 priority locations and six specific 

recommendations for projects to improve truck safety in Idaho.  This analysis also examined corridors 

that could benefit from some type of median protection (either median guards or center rumble strips) 

based on truck volume and crash characteristics.  

 Additional safety analysis identified road segments with high truck volumes or where trucks make up a 

large portion of traffic and there is no center median protection or warning between the travel lanes. 

These can be more prone to side-swipe incidents involving trucks that cross the center line.    

− SH 128 from the WA State border to U.S. 12 

− U.S. 30 between Montpellier and Hunters Lane (near Dingle) 

3.3 From Previous Studies/Reports 

Freight movement has long been a topic of interest for Idaho.  Previous studies by ITD and other freight 

stakeholders in the state have touched upon system-wide freight needs as well as some local or mode-

specific issues.  Some of these reports have produced specific project ideas, while the majority have 

identified program needs, policy changes, and broader project concepts.  Highlights from these studies are 

identified below.   

3.3.1 COMPASS Agricultural Freight Study (2015) 

The Community Planning Association of Southwest Idaho (COMPASS) is the Metropolitan Planning 

Organization (MPO) for Ada and Canyon counties.  They completed a study in 2015 examining the 

movement of agricultural commodities in the region.  A key component of Idaho’s economy, the shipment of 

raw material and finished product to/from the production and large processing plants in the two counties is a 

major driver of freight movement in the region.  The study identified the Cleveland Boulevard, Midland Road, 

U.S. 20/26 and I-84 corridors as they major corridors in the MPO for the movement of these shipments.  

Additional information, including a study and map of physical impairments to truck movement in the 

COMPASS MPO are forthcoming.  Projects to address these concerns should be considered for future 

inclusion in the freight project list once the analysis is complete.   

3.3.2 Idaho Freight Study (2013) 

The Idaho Freight Study, finalized in February 2013, provided an initial review of freight movement in Idaho.  

It provided a list of six key recommendations and associated action steps for freight stakeholders in the state, 
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but did not produce a specific list of freight projects.  However, the Preferred Scenario Projects did inform the 

development of needs/issues for Task 3 which are used to screen/score potential projects in this Task.   

3.3.3 Idaho Rail Plan (2013) 

The Idaho Rail Plan, completed in April 2013, identified a number of projects, programs, and additional 

studies that would improve the movement of freight by rail in Idaho.  The Plan also provided details on 

funding programs that could be used to support these recommendations.  Table Section 5.1 identifies 

projects, studies, and programs (31 total). A number of funding programs are also identified. 

The plan identified 30 potential freight projects or programs and then ranked these projects through a voting 

process by the project management team and steering committee.  The construction of a freight multi-modal 

transload center in the Treasure Valley received the most votes, followed by a program to identify, fund, and 

construct multi-modal yard improvements throughout Idaho.   

3.3.4 Idaho Airport System Plan (2010) and Boise Airport Study (2013) 

The Idaho Airport System Plan describes the condition of Idaho’s aviation system.  The Plan focuses on 

commercial passenger service with limited discussion of freight needs beyond using the percent of airports 

with air cargo/freight activities as a benchmark for the goal of enhancing Idaho’s economy.  No specific 

freight projects were recommended in the System Plan.   

A related study finished in 2013 focused on Boise Airport—the main hub for air cargo in the State.  The 

Study recommended teaming with economic development agencies to attract distribution operations for a 

company like Amazon, encouraging exporters and importers to take advantage of Boise’s Customs Port and 

local Free Trade Zone, and delaying a proposed capacity expansion for freight activities until demand 

required it, rather than by 2017 as stated in the Airport’s 2009 Master Plan.
212

   This expansion of land-side 

cargo capacity was the only infrastructure freight component in the Master Plan.  

3.3.5 Boise Valley Railroad and City of Boise Multimodal Study (2012) 

This 2012 Study conducted by Boise State University College of Business and Economics examined if there 

was a market need and a viable operations site for an intermodal or transload facility in Boise.  The Study 

determined that there was a market for a facility and that a suitable site was available, located on Boise 

Valley Railroad (BVRR) trackage in the City of Boise with a connection to Union Pacific (UP) and serving 

primarily agricultural and heavy industrial commodities.  Based on a design of an intermodal facility in 

Guilderland, NY (Albany, NY metropolitan statistical area), the study provided a total cost estimate of $15.5 

million.   

3.3.6 Bridging the Valley (2006) 

This study, completed in 2006, identified approximately 42 miles of BNSF controlled track in northern Idaho 

and seven at-grade crossings for upgrade and separation in order to improve corridor performance.  The 

project reached approximately 60% of engineering and had obtained a Categorical Exclusion from the 
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 “Boise Airport Connections.” Volume 2, Issue 2. Online at: 
http://www.iflyboise.com/media/29743/newsletter_apr_2013.pdf  

http://www.iflyboise.com/media/29743/newsletter_apr_2013.pdf
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FHWA, meaning that the action would have no significant effect on the human environment.  These actions 

do not require an environmental assessment or environmental impact statement.
213

  However, the projects 

never proceeded to completion.  More recently, the City of Spokane Valley, WA applied for FASTLANE 

Grant funding to complete two grade separation projects in the City—one at Barker Road and one at Pines 

Road.
214

 

Identified locations for grade separation projects in Kootenai County that remain valid targets for grade 

separation include: 

 Pleasant View Road 

 Ramsey Road 

 Main Street Extension 

 Brunner Road 

 Highway 54 in Athol 

A reconfiguration of the Greensferry Rd. crossing which is already grade-separated is also included as part 

of the BTV project.  Finally, a reconfiguration of an existing grade separated crossing on Highway 41-53 was 

completed by ITD in 2014.
215

   

Removing grade crossings improves safety and reduces delay for both freight and regular commuter traffic 

that is caused by freight rail movements, especially when multiple projects in the same corridor are 

implemented in succession.  This is an important facet in the FAST Act; projects that reduce delays caused 

by freight should be considered alongside projects that reduce delays for freight.   

3.3.7 Idaho Port of Entry Study (2016) 

Ports of Entry can be a critical asset in reaching the three performance measures developed by ITD in its 

Long Range Transportation Plan: 1) Enhanced Safety, 2) Increased Mobility, and 3) Economic Vitality.  Ports 

of Entry ensure the safety of both commercial vehicle operators and the public by conducting weight and 

safety inspections on commercial vehicles.  Ports of Entry improve mobility in the state by protecting 

infrastructure from damage caused by illegally operating commercial vehicles, and Ports of Entry enhance 

economic vitality by protecting the flow of goods throughout the state and ensuring a level playing field for 

business.  When operating efficiently, Ports of Entry help ensure these objectives are met with minimal 

impact on the ability of trucks to carry out commerce in and through the state. 

This study, completed in the spring of 2016, examined Idaho’s Port of Entry (POE) system, made 

recommendations for improvements, and provided a Concept of Operations (ConOps) to guide the future 

development of the State’s Ports of Entry.  Many of the recommendations focused on the need for Idaho to 
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 https://www.environment.fhwa.dot.gov/projdev/docuce.asp  

214
 Spokane Valley WA FASTLANE Grant Application—April 2016. Online at: 
http://www.spokanevalley.org/filestorage/6836/6914/Narrative.pdf  

215
 ITD News Release. May 8, 2013. Online at: 
http://apps.itd.idaho.gov/Apps/MediaManagerMVC/PressRelease.aspx/Preview/4444  

https://www.environment.fhwa.dot.gov/projdev/docuce.asp
http://www.spokanevalley.org/filestorage/6836/6914/Narrative.pdf
http://apps.itd.idaho.gov/Apps/MediaManagerMVC/PressRelease.aspx/Preview/4444
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upgrade the technology component of its enforcement system.  Most of Idaho’s POEs lack electronic 

screening equipment such as weigh-in-motion that allows for the weighing of vehicles at highway speeds, or 

automatic vehicle identification systems which can recognize a vehicle and quickly query relevant state and 

federal databases for information and verification of credentials.  Other specific recommendations in the 

Implementation Plan below include the relocation of the Cotterel and Huetter POEs, a benefit-cost analysis 

of the joint Idaho-Montana Port of Entry at Haugan and the need to study the use of Idaho’s traffic 

counting/sorting weigh in motion system for potential use in enforcement activities. The State’s permitting 

software is also dated; updates would allow for better online access and the addition of bridge analysis and 

routing programs that would expedite the issuing of permits and help protect both vulnerable infrastructure 

and the communities through which trucks travel.   

3.3.8 Port of Lewiston Economic Impacts on the Regional Economy (2014) 

This study, completed in October 2014, examined the economic impact that the Port of Lewiston has on the 

regional economy through economic development and landside uses as well as transportation.  It highlighted 

regional economic trends in the region, especially those concerning manufacturing and industrial jobs which 

the Port most directly supports.  Although no programs or policies are developed, the study provides 

background information on the importance of the Port of Lewiston to the economy of northern Idaho.   

3.3.9 State Transportation Plan/Idaho Transportation Plan/MPO Transportation 

Plans/Other Funding Documents 

A key document for finding projects already under consideration by ITD that may qualify for freight funding is 

the Idaho Transportation Investment Program (ITIP) for Fiscal Year 2016-2020.
216

 Approved in February 

2016, this document identifies and plans project spending in the State for five years including federally 

funded projects that are listed in the State Transportation Improvement Plan (STIP).  Many of the projects 

listed are potentially eligible for freight funding under the FAST Act should current funding sources prove 

inadequate.  Additional input from ITD District staff about projects that were under development or 

consideration for future inclusion and MPO Transportation Improvement Plans (TIP) in the STIP were also 

received and included in the analysis.  

3.3.10 Regional Studies 

Intermountain West Corridor Feasibility Study (2014) 

This 2014 study
217

, prepared for the Nevada and Arizona Departments of Transportation, examined the 

potential for construction of a future interstate (I-11) connecting Phoenix and Las Vegas and the adjoining 

Intermountain West Corridor in the two states.  Although the study did not include a detailed examination of 

Idaho, the one of the two alternatives recommended for further evaluation in Northern Nevada would utilize 

the U.S. 95 corridor through Oregon and Idaho.  This would significantly impact freight movement in Idaho.  

The study also identified U.S. 93 as a multimodal corridor of statewide importance—this route continues 

north into Idaho.  
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 http://itd.idaho.gov/itip/itip2016/FY16Supplement-01.pdf  
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 http://www.i11study.com/IWC-Study/PDF/2014/I-11_Northern-Nevada-Feasibility-Assessment-Report_07-28-2014.pdf  

http://itd.idaho.gov/itip/itip2016/FY16Supplement-01.pdf
http://www.i11study.com/IWC-Study/PDF/2014/I-11_Northern-Nevada-Feasibility-Assessment-Report_07-28-2014.pdf
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Inland Pacific Hub Final Report-Phase 2 (2012) 

The Inland Pacific Hub is a partnership of public and private sector representatives working to create a mulit-

modal global gateway in the northern Idaho and eastern Washington region.  The Report recommended a 

number of corridor improvements, but provided few specific project ideas.  One of the specific 

recommendations included was the completion the Bridging the Valley grade crossing separation projects.   

3.4 From Best Practices 

Some considerations from national best practices and on-going projects that Idaho should be aware of 

include: 

 FHWA’s Connected Vehicle Pilot Project on Interstate 80 in Nevada.  This multi-phase project to identify, 

test, and measure the effectiveness of connected vehicle technology is focused mainly on commercial 

vehicle applications to reduce incidents due to weather.
218

  

 Maryland’s State Highway Administration developed an automated, low cost, real-time truck parking 

information system at a truck parking facility on Interstate 95.
219

  Using wireless magnetic detectors, this 

project demonstrated the feasibility of collecting real-time parking information.  The project scope did not 

encompass methods to distribute this information to commercial drivers.  However, the use of variable 

message signs or incorporating the data into the State’s 511 site for truckers are both options.    

 

3.5 From Identifying Critical Rural Freight Corridors 

FAST Act formula funding under the National Highway Freight Program (NHFP) can only be used on projects 

or programs that are located on or improve freight movement on specific routes in Idaho, with the exception 

that up to 10% of funds can be used no rail or intermodal projects.  These specific routes are: 

 The Primary Highway Freight System (41,518 miles); 

 An Interstate Highways; 

 A Critical Rural Freight Corridor (CRFC); or 

 A Critical Urban Freight Corridor (CUFC).  

These four components comprise the National Highway Freight Network (NHFN).  The first two bullets 

include Idaho’s entire Interstate system, but the state has not yet established Critical Rural or Critical Urban 

Freight Corridors.  These routes must be designated before NHFP funds can be used on relevant projects.
220

  

                                                                 

218
 http://www.its.dot.gov/pilots/pdf/04_CVPilots_Wyoming.pdf  

219
 http://www.roads.maryland.gov/OPR_Research/MD-13-SP209B4M_TRUCK-PARKING_Report.pdf  

220
 http://www.ops.fhwa.dot.gov/freight/pol_plng_finance/policy/fastact/s1116nhfpqa/  

http://www.its.dot.gov/pilots/pdf/04_CVPilots_Wyoming.pdf
http://www.roads.maryland.gov/OPR_Research/MD-13-SP209B4M_TRUCK-PARKING_Report.pdf
http://www.ops.fhwa.dot.gov/freight/pol_plng_finance/policy/fastact/s1116nhfpqa/
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Idaho can nominate 150 miles of roads in the state as CRFCs.  In order to qualify, the road must be a public 

route within the boundary of the state, be located outside of an urbanized area, and meet at least one of the 

following criteria: 

 Be a rural principal arterial roadway with trucks equaling 25% or more of AADT (FHWA vehicle class 8 

and 13); 

 Provide access to energy exploration, development, installation, or production areas; 

 Connect the Primary Highway Freight System or the Interstate system to facilities that handle 1) 50,000 

or more TEU per year, 2) 500,000 tons bulk commodity per year, 3) provide access to grain elevators, 

agricultural facility, mining facility, forestry facility or intermodal facility; 

 Connects to an international port of entry; 

 Provides access to significant air, rail, water or other freight facility; or  

 Is determined by the state to be vital to improving efficient movement of freight of importance to the 

state’s economy  

Further clarification of what factors a state can use to identify routes under the final criteria are pending from 

FHWA.  The Idaho Freight Summit discussed a number of factors that the state could use to identify routes 

that qualify as “vital to improving efficient movement of freight of importance to the state’s economy.”  One 

idea was to prioritize state routes that are part of the 129k network in the state.  These routes are identified 

and nominated by businesses as key to their operations and undergo an extensive engineering and safety 

evaluation by ITD.  However, they are not reviewed for their economic impact on the corridor or their 

connectivity to the rest of the 129k system.  Another suggestion was to consider routes that connect to 

international ports of entry or intermodal terminals in adjacent states.  Idaho has a limited number of these 

facilities; freight users in the state often rely on locations in adjacent or nearby states to move their goods.  

Idaho routes would not directly connect to these facilities but the corridors are important to goods movement 

in the state.  Examples of this include the Port of Seattle (Washington), Ports of San Francisco and Los 

Angeles (California), Port of Portland (Oregon), and intermodal rail terminals in Salt Lake City (Utah) and 

Spokane (Washington).  Another idea was to identify routes that carry large truck volumes relative to State 

totals, regardless of the percentage of trucks compared to other traffic. Finally, routes that serve key or 

growing industry sectors, such as those identified by the Department of Commerce,
221

 are crucial to the on-

going growth of Idaho’s economy.  

A discussion of the FAST Act criteria applied to Idaho is found below.  Due to the limited mileage cap, project 

identification and designation of these corridors must be mutually supportive.   

3.5.1 Truck Percent of AADT 

Figure 3.10 shows the truck percent of AADT on routes not part of the Interstate system in Idaho in 2014.  A 

detailed examination of this criteria shows that the majority of locations with the highest truck percent of 

AADT are local roads with relatively low total AADT, shown in Figure 3.8.  This means that a small number of 

                                                                 

221
 http://commerce.idaho.gov/site-selection/key-industries  

http://commerce.idaho.gov/site-selection/key-industries
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trucks can lead to the high truck percent, increasing the apparent importance of routes that actually serve 

very little truck traffic.  However, there are some routes that stand out as potential candidates for CRFC 

designation including: 

 SH 51 from SH 78 to the Nevada border 

 Multiple stretches of U.S. 30 from I-15 to the Wyoming border 

 U.S. 93 near Twin Falls 

 U.S. 95 from the Port of Lewiston/U.S. 12 to I-90 

 SH 11 between Weippe and Headquarters 

One interesting note is that this map also identifies 1900 East Road with a truck percent of AADT above 

25%.  This route runs parallel to U.S. 93 south of Twin Falls with no major freight generating businesses 

located on it that would explain the high level of truck traffic.  However, 1900 East Road does provide a 

bypass route of the Hollister Port of Entry (POE) on U.S. 93 just south of Hollister.  One of the proposed 

projects in the implementation plan would relocate the Hollister POE south to Rogerson, eliminating this 

bypass route. 
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Figure 3.7 Truck Percent of AADT on Non-Interstates, 2014 

  

Source: FHWA, ITD 
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Figure 3.8 Non-Interstate Truck Annual Average Daily Traffic (2014) 

 

Source: FHWA, ITD 
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3.5.2 Access to Energy Exploration, Development, Installation, or Production 

All of Idaho’s oil and gas drilling leases are located in the southern portion of the state, with the greatest 

concentration located northwest of Boise. A smaller cluster is located in Bear County in the southeast corner 

of the state, and there are a few locations scattered south of Interstate 84 in Elmore and Owyhee counties.  

These locations, along with active well heads and locations that extract, produce or distribute oil and natural 

gas
222

 are shown in Figure 3.9.  

Figure 3.9 Idaho Oil and Gas Wells and Leases 

  

Source: EPA FRS, ITD 
                                                                 

222
 As tracked by the Environmental Protection Administration Facility Registry Service database. 
https://www.epa.gov/enviro/geospatial-data-download-service  

https://www.epa.gov/enviro/geospatial-data-download-service
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3.5.3 Connects Primary Highway Freight System or Interstates to: 

Agriculture   

Idaho’s agriculture plays a critical role in Idaho’s economy.  Routes that provide access to agricultural 

production and processing facilities from the PHFS or Interstates are therefore a key concern.  Potential 

routes meeting these criteria include both local and state controlled routes, as many agricultural 

businesses—especially on the production side—are not located directly on the state system.  Businesses 

identified during Task 2 of this Plan that are involved in agricultural production or processing are identified in 

Figure 3.10 below.  There are approximately 1,760 businesses in these categories spread throughout the 

entire state.
223

  

Figure 3.10 Agricultural Production and Processing Businesses 

  

Source: InfoUSA, ITD 

                                                                 

223
 NAICS 11 and 31, excluding industries not involved in processing agricultural goods (NAICS > 314) and 
logging/forestry companies (NAICS 113310 and 115310).  
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Mining 

Routes that connect the PHFS or Interstates to mining facilities are also eligible.  The Idaho Geological 

Survey maintains a database of mines in the State, last updated in 2015, with more than 8,800 properties.
224

  

Figure 3.11 shows the locations of these sites which includes active mines and production locations.  The 

map also includes businesses identified in InfoUSA data during Task 2 as belonging to the Mining industry 

(NAICS 21).  This is a much smaller subset of locations, as it includes mainly the business locations and not 

the mines themselves.  Mines are scattered throughout Idaho, but the majority are located north of I-84 with 

significant clusters along the Montana border near U.S. 93 and I-90, and a string of locations through the 

center of the state between SH 55/U.S. 95 in the west, U.S. 93 in the east, U.S. 12 in the north, and U.S. 20 

in the south.  

Figure 3.11 Mining Businesses and Mine Locations in Idaho, 2015.  

 

Source: InfoUSA. Idaho Geological Survey, 2015. www.idahogeology.org  

                                                                 

224
http://www.idahogeology.org/Products/reverselook.asp?switch=title&value=Database_of_the_Mines_and_Prospects_o
f_Idaho  

http://www.idahogeology.org/
http://www.idahogeology.org/Products/reverselook.asp?switch=title&value=Database_of_the_Mines_and_Prospects_of_Idaho
http://www.idahogeology.org/Products/reverselook.asp?switch=title&value=Database_of_the_Mines_and_Prospects_of_Idaho
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Intermodal Facilities 

Routes that link Idaho’s intermodal facilities to the PHFS or Interstates also could qualify.  The Port of 

Lewiston is one such location, though the routes immediately surrounding the Port are within the Lewiston 

Urbanized Area and thus not eligible.  There are also a number of important grain mills in the state that 

transfer bulk material between rail and truck.  These facilities are identified in Table 3.1.  

Table 3.1 Key Intermodal Freight Facilities in Idaho 

Facility Name 
Facility 

Location 
Ownership/ 

Access 
Modes Capacity (if 

available) 
Commodities Handles 

Port of Lewiston Lewiston  Water/Truck/Rail  Pulses, Grain, Project Cargo 

Boise Airport Boise  Air/Truck 344 million pounds of 
cargo (2014) 

All 

Gavilon Grain Burley EIRR Rail/Truck 110 railcars Grain 

Land O Lakes 
Farmland Feed 

Gooding UPRR Rail/Truck 100 railcars Grain 

Lansing Grain Bliss UPRR Rail/Truck 100 railcars Grain 

Simplot Land 
and Livestock 

Mountain 
Home 

UPRR Rail/Truck 110 railcars Grain 

Pocatello Pocatello UPRR Rail Hub   

Source: National Transportation Atlas Database. 

(http://www.rita.dot.gov/bts/sites/rita.dot.gov.bts/files/publications/national_transportation_atlas_database/201

2/index.html) 

Forestry Facilities 

Forestry and logging areas can also produce a significant amount of truck traffic.  Routes to reach these 

areas are typically rural and may carry limited amounts of traffic when logging is not occurring, making them 

less likely to be designed for heavy truck traffic.  Figure 3.12 shows the locations of logging companies in the 

state. 

http://www.rita.dot.gov/bts/sites/rita.dot.gov.bts/files/publications/national_transportation_atlas_database/2012/index.html
http://www.rita.dot.gov/bts/sites/rita.dot.gov.bts/files/publications/national_transportation_atlas_database/2012/index.html
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Figure 3.12 Idaho Logging Companies 

 

Source: InfoUSA 

3.5.4 Connects to an International Port of Entry 

Idaho has three International Ports of Entry.  These are locations served by U.S. Customs and Border Patrol 

where people and goods can legally enter the United States.  Two Ports of Entry are located on the border 

with Canada at Eastport and Porthill, the third is Boise Airport. Boise Airport is located in an Urbanized Area, 

so routes in the immediate vicinity are not eligible for designation as CRFCs. SH 1, which serves Porthill, and 

U.S. 95 which serves Eastport are potential CRFCs.   
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3.5.5 Provides access to significant air, rail, water or other freight facility 

This criteria can include a large number of facilities that rely on or help transport freight in the State.  Idaho 

does not have any significant waterborne freight facilities beyond the Port of Lewiston, but does contain rail 

and airport facilities that, while not typically considered intermodal, may generate freight activity.  This criteria 

also allows routes that provide access to freight reliant businesses that generate or attract significant truck 

volumes to qualify as CRFCs.  Distribution centers, manufacturing facilities, and large retail clusters are all 

possible examples.   

3.6 From Identifying Critical Urban Freight Corridors 

In addition to the Critical Rural Freight Corridors, the FAST Act also requires designation of Critical Urban 

Freight Corridors.  A CUFC is a public road in urbanized areas which provide access and connection to the 

PHFS and the Interstate with other ports, public transportation facilities, or other intermodal transportation 

facilities. In an urbanized area with a population of 500,000 or more, the metropolitan planning organization 

(MPO), in consultation with the State, is responsible for designating the CUFCs. In an urbanized area with a 

population of less than 500,000, the State, in consultation with the MPO, is responsible for designating the 

CUFCs. Regardless of population, a public road may be designated as a CUFC if it is in an urbanized area, 

and meets one or more of the following four elements: 

 Road connects an intermodal facility to the Primary Highway Freight System, the interstate system, or an 

intermodal freight facility; 

 Road is located within a corridor of a route on the PHFS and provides an alternative highway option 

important to goods movement; 

 Road serves a major freight generator, logistic center, or manufacturing and warehouse industrial land; 

or 

 Road is important to the movement of freight within the region, as determined by the MPO or the State 

In Idaho, this designation is limited to 75 miles of highway.  As for the CRFC, the final criterion allows Idaho 

some latitude in designating routes as CUFC.  Again, the Idaho Freight Summit participants suggested ideas 

that can help the state identify routes that are important to the movement of freight within the region.  These 

ideas included identifying routes that are part of the 129k network, routes that connect urban facilities to their 

respective rural generators of freight, routes with high numbers of trucks, and ensuring a complete network 

by linking the CUFCs to the CRFCs.  Again, due to the limited mileage cap, project identification and 

designation of these corridors must be mutually supportive.  ITD is working on finishing their draft list of 

CUFCs and will submit these routes to FHWA after the completion of this Plan.  Once accepted by FHWA, 

this Freight Plan will need to be amended to include selected routes. 

Figure 3.13 shows the boundaries of Idaho’s Urbanized Areas.  FHWA uses the U.S. Census definition of an 

Urbanized Area as the basis for differentiating between Critical Urban Freight Corridors and Critical Rural 

Freight Corridors.  Urbanized Areas consist of 50,000 or more people in an urban area, which is defined as a 

settled core of census tracts and/or census blocks that meet minimum population density requirements and 
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adjacent territory containing non-residential urban land uses as well as territory with low population density 

included to link outlying densely settled territory to the core.
225

  In Idaho, this includes: 

 Boise 

 Coeur d’Alene 

 Idaho Falls 

 Lewiston  

 Nampa 

 Pocatello 

Figure 3.13 Idaho’s Urbanized Areas 

 
Source: FHWA, U.S. Census Bureau 

                                                                 

225
 https://www.census.gov/geo/reference/ua/urban-rural-2010.html  

https://www.census.gov/geo/reference/ua/urban-rural-2010.html
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Idaho’s intermodal sites, as identified in Task 3, are listed in Table 3.1 above under the Critical Rural Freight 

Corridors section for reference. The Port of Lewiston and Boise Airport are both in Urbanized Areas; routes 

to and from these facilities could qualify as CUFCs.   

Identifying manufacturing facilities, logistics centers, industrial land, and other major freight generators is 

slightly more difficult.  Manufacturing businesses are the easiest category; these businesses were identified 

in Task 2 and are shown in Figure 3.14 below.  

Figure 3.14 Manufacturing Employment Sites in Idaho 

 

Source: InfoUSA, ITD 
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Logistics centers, warehousing, and “major freight generators” are more difficult to identify since businesses 

in nearly any NAICS category could qualify as a major freight generator depending on size and function.  For 

example, distribution centers for large retail chains such as Walmart or Target are classified in the InfoUSA 

database used to develop the employment maps in Task 2 as Retail Trade (NAICS 44-45) instead of being 

listed under Transportation and Warehousing (NAICS 48-49).  For the initial analysis, businesses in the 

transportation and warehousing (NAICS 48-49), wholesale trade (NAICS 42), and retail trade businesses 

with more than 50 employees (NAICS 44-45) were identified as representative locations in addition to the 

manufacturing businesses in Figure 3.14  These business are shown below in Figure 3.15. 

Figure 3.15 Transportation and Warehousing, Wholesale Trade, and Large Retail 

Trade Businesses in Idaho 

 

Source: InfoUSA, ITD 
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3.6.1 Draft Critical Rural and Critical Urban Freight Corridors 

Table 6.4 below identifies ITD’s draft CRFC list. Table 6.5 identifies ITD’s draft CUFC list.  These lists are 

being submitted to FHWA as part of this State Freight Strategic Plan for acceptance.  ITD will need to amend 

these lists in order to address any concerns raised by FHWA during review.   

 



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
F-32 

Table 3.2 ITD Draft Critical Rural Freight Corridors 

Route Starting Point End Point Miles FAST Act Criteria Met CRFC_ID* 

U.S. 95 Lancaster Rd (MP 
436.8) 

SH 53 (MP 438.86) 2.08 Direct access to I-90; carries intrastate, interstate, and international 
freight movements; provides access to industrial and manufacturing 
employers, as well as the Coeur d’Alene Airport.  (Connects to U.S. 95 
CUFC). 

F, G 

SH 53 Washington Border 
(Varied segments 
and mileposts) (MP 
0.0)  

U.S. 95 (MP 14.31) 14.31 Supports truck flow to/from Washington, Hauser Rail Yard, Coeur 
d’Alene Paving, MDM Construction quarry.  8.1% commercial traffic.  
490-810 trucks daily depending on segment. Connects to U.S. 95. 

D, F 

SH 54 SH 41 (MP 0.0) U.S. 95 (MP 7.89) 7.89 17%-25% commercial traffic depending on segment.  Carries 510 
trucks daily.  Supports Merritt Lumber, Athol rail facility. 

A, D 

U.S. 12/95 Urbanized Area (MP 
310.60) 

Lewiston POE 

(MP 309.80) 

0.8 Connects Lewiston POE to Critical Urban Freight Corridor at urbanized 
area boundary.  Heavy freight traffic on both U.S. 12 and U.S. 95 
destined for Port of Lewiston, Washington, Northern Idaho and 
Canada. 

C, D, F, G 

Main St./Main St. 
Bypass/Mill Road in 
Lewiston 

U.S. 12 (MP 1.90) Access road on east 
side of Clearwater 
Paper Reservoir 
(MP 3.67) 

1.77 Major freight generator Supports Idaho Forest Group, Clearwater Paper 
Corp.  Connects to CUFC and U.S. 12. 

F 

SH 3 U.S. 12 (MP 0.0) Deary (MP 29.0) 29.0 Averages 21.6% commercial traffic.  Supports multiple agricultural and 
forestry industries.  260-660 trucks daily depending on segment. 

D 

S. Lincoln Rd. 
(Jerome) 

I-84 (MP 0.0) E 100S (MP 1.54) 1.54 Services WOW logistics, Jerome Cheese, Highlex Poly, Spears 
Manufacturing, Idaho Milk Products.  Provides direct access to I-84.   

D, F 

U.S. 93 Southwest Twin 
Falls at U.S. 30 (MP 
41.50) 

I-84 (MP 53.39) 11.89 Supports up to 2,700 trucks daily.  Major route from Nevada to I-84.  
Deemed critical by state (feedback at Freight Summit that this is a 
major route for trucks to reach I-84). 

G 

U.S. 30 Intx w/ SH 50 (MP 
216.90) 

Intx w/ U.S. 93 (MP 
223.51) 

6.61 Services Twin Falls industrial area to include Chobani Yogurt, Glanbia 
Cheese, Jayco Trailers, Amalgamated Sugar, Heningsen Col Storage.  
Designated 129K pound trucking route. 

D, F, G 

U.S. 50 Intx w/ U.S. 30 (MP 
0.0) 

I-84 (MP 4.80) 4.80 Services Twin Falls industrial area to include Chobani Yogurt, Glanbia 
Cheese, Jayco Trailers, Amalgamated Sugar, Heningsen Col Storage.  
Designated 129K pound trucking route. 

D, F, G 

Bedke Blvd SH 27 (MP 11.55) U.S. 30 (MP 10) 1.55 Provide bypass of downtown Burley.  Supports future transload facility, 
McCain Foods, High Desert Milk, Handy Trucking, Pacific Ethanol, 
DOT Foods.  

D, F 
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Route Starting Point End Point Miles FAST Act Criteria Met CRFC_ID* 

U.S. 30 Coors Facility (MP 
253.37) 

SH 27 (MP 257.48) 4.11 Supports Coors, potential transload facility, McCain Foods, High Desert 
Milk.  Between 210- 1,100 trucks daily depending on segment with 
26.8% commercial vehicles on west side of Burley.  Designated 129K 
pound trucking route. 

A, D, E, F, 
G 

100W U.S. 30 (MP 105.22) SH 27 (MP98.11) 7.11 Access to multiple dairies and cattle feed lots, with support to Handy 
Trucking, Pacific Ethanol, DOT Foods. 

D, E 

Idahome Road I-84 (MP 4.03) Dairy (MP 7.4) 3.37 Supports East Valley Dairy.  Operations changing from feedlot to Dairy, 
increasing employment to 150.  Over 75% commercial vehicle traffic 
with approximately 360 trucks daily.  Currently a dirt road requiring 
grading 7-9 times annually.  Supports Glanbia Foods, Jerome Cheese, 
High Desert Milk. 

D, F 

S 2750 E Idahome Road (MP 
100.0) 

East Valley Dairy 
(MP 101.27) 

1.27 Supports East Valley Dairy.  Operations changing from feedlot to Dairy, 
increasing employment to 150.  Over 75% commercial vehicle traffic 
with approximately 360 trucks daily.  Currently a dirt road requiring 
grading 7-9 times annually.  Supports Glanbia Foods, Jerome Cheese, 
High Desert Milk. 

D, F 

U.S. 30 Georgetown Summit 
(MP 420.0) 

Wyoming (MP 
455.48) 

35.48 Significant trucking corridor to Wyoming.  Truck counts range from 480-
1,000 trucks daily with commercial vehicle percentages ranging from 
10.6% to 53.3% depending on segment.  Route average is 29% 
commercial vehicles.  Designated 129K pound trucking route. 

D, F, G 

U.S. 26 W 100 N (Blackfoot 
MP 304.3) 

I-15 (MP 306.1) 1.85 Provides access to General Mills, Pendleton Flour Mills, rail transload 
facility, Liberty Gold Potato, Basic American Foods.  Direct access to I-
15.   

D, F 

U.S. 20 Chester (MP 353.0) Henry’s Fork River 
(MP 363.5) 

10.50 Most heavily traveled commercial vehicle route (non-interstate) in state.  
Road reduced from 4-lanes to 2-lanes in the section then expands to 4-
lanes.  Ranges from 15.6% - 24% commercial vehicle traffic with 780-
1,200 trucks daily. Access to rail/silo facility in Ashton.  Designated 
129K pound trucking route. 

A, D, F, G 

TOTAL   145.93   

*Note: For a guide to CRFC_ID codes, see: http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf  

 
 
 
 
 
 

http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf
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Table 3.3 ITD Draft Critical Urban Freight Corridors 

Route Starting Point End Point Miles Urbanized Area Description CUFC_ID* 

W. Seltice Way S Ross Point Rd 
(MP 1.62) 

Northwest Blvd 
(5.97) 

4.35 Coeur d’Alene PFHS alternative corridor for I-90; Supports multiple freight 
generators  including, River City Fabrications, Cannon Hill 
Industries, MOR Manufacturing, Ground Force Worldwide, 
High Mountain Forest Products, and Idaho Army National 
Guard.   

I, J 

U.S. 95 I-90 (MP 430.60) U.S. 53 (MP 
436.90) 

6.30 Coeur d’Alene Direct access to I-90; carries intrastate, interstate, and 
international freight movements; provides access to industrial 
and manufacturing employers, as well as the Coeur d’Alene 
Airport.  Connects to U.S. 95 CRFC). 

J, K 

SH 128 Washington 
border (MP 0.0) 

U.S. 12 (2.09) 2.09 Lewiston Intermodal connection with Port of Lewiston, serves 
warehouse/industrial land; Connection to Washington. 

H, J 

3
rd

 Ave N 6
th

 Ave N (MP 
0.49) 

U.S. 12 (MP 
1.22) 

0.73 Lewiston Primary connection between US12 and Port of Lewiston.   H, J 

U.S. 12 Washington 
border (varied 
segments and 
MP) (MP 0.0) 

MPO Boundary 
(MP 310.60)  

5.25 Lewiston Serves freight generator (Port of Lewiston); Connects state of 
Washington CUFC, U.S. 12 and U.S. 95.  Designated 129K 
pound trucking route from MP 1.5 to MPO boundary. 

H, J, K 

Southway 
Bridge 

Washington 
border (center of 
bridge MP 0.0) 

Snake River Ave 
(MP 0.16) 

0.16 Lewiston Connects to WASHDOT CUFC to Lewiston Airport and 
Snake River Avenue then U.S. 12. 

K 

Main St./ Main 
St. Bypass/ Mill 
Road (Lewiston) 

U.S. 12 (Varied 
segments and 
MP) (MP 100.00) 

Access road on 
east side of 
Clearwater 
Paper Reservoir 
(MP 1.09) 

1.09 Lewiston Major freight generator supporting Idaho Forest Group, 
Clearwater Paper Corp.  Connects to CRFC for Clearwater 
Paper. 

J 

I-84 Bus./ 
Cleveland Blvd./ 
Centennial Way/ 
Nampa-Caldwell 
Blvd 

I-84 (varied 
segments and 
MP) (MP 0.94) 

Midland Blvd 
(Nampa) (MP 
55.90) 

7.42 Nampa PFHS alternative corridor, Major freight generator (addressed 
in COMPASS Agricultural. study). Supports Simplot (with rail 
facility), agricultural facilities south of Nampa. 

I, J 

Northside Blvd 
(Nampa) 

Birch Lane 
(varied segments 
and MP) (MP 
0.50) 

I-84 (MP 19.30) 0.86 Nampa Major freight generator supporting Pepsi Bottling, 
Amalgamated Sugar processing plant.  Significant 
congestion for trucks waiting for delivery at Amalgamated 
Sugar. 

J 

Franklin Blvd Birch Lane (MP Garrity Blvd. (MP 1.80 Nampa Major Freight Generator, Serves Industrial Lands, Plexus J 
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Route Starting Point End Point Miles Urbanized Area Description CUFC_ID* 

(Nampa) 1.80) 0.0) manufacturing facility, Selkirk manufacturing facility,  
Packaging Corporation of America, Pacific Steel. 

11
th

 Ave Franklin Blvd 
(MP 58.67) 

3
rd

 St (MP 59.50) 0.83 Nampa Business I-84, Union Pacific yard.  Connects to Franklin 
Blvd/I-84. 

H, J 

Chinden/ U.S. 
20/26 

Midland Blvd 
(MP 28.25) 

I-84 (MP 24.84) 3.41 Nampa I-84 bypass. Serves industrial and agricultural lands.  Also 
services Low’s Ready Mix, Valley Precast.  450-560 
commercial vehicles daily.   Designated 129K pound trucking 
route. 

H, J, K 

Chinden/ U.S. 
20/26 

Five Mile Rd (MP 
40.23) 

Eagle Rd (MP 
42.09) 

1.86 Boise Serves industrial land, Hewett-Packard.  Carries 440-600 
commercial vehicles daily. 

J, K 

Franklin Rd 
(Nampa)/Idaho 
Center Blvd 

Star Road (MP 
1.32) 

Idaho Center 
Blvd (MP 0.34) 

0.98 Nampa Major Freight Generator, serves industrial and agricultural 
land.  Also supports Sorrento Lactalis Cheese, Ida Cold, 
Image National Signs, Glaz Tech Industries. 

J 

SH 55/ Midland Middleton Rd 
(varied segments 
and MPs) (MP 
15.63) 

Cherry Lane (MP 
101.12) 

1.71 Nampa Serves industrial and agricultural lands with connection to I-
84.   Supports 1,000-1,500 commercial vehicles daily.  
Designated 129K pound trucking route from I-84 west. 

J, K 

SH 19 Farmway (MP 
19.06) 

Centenial (MP 
19.92) 

0.86 Nampa Serves industrial and agricultural lands with connection to I-
84.  Supports Simplot with rail loading facility.  1,200-1,700 
commercial vehicles daily; 7.5% to 14.5% of daily traffic.  
Designated 129K pound trucking route from Nampa-Caldwell 
Blvd west. 

I, J, K 

Robinson Rd Airport Rd (MP 
3.28) 

Franklin Rd (MP 
4.49) 

1.21 Nampa Major freight generator; serves industrial and agricultural 
lands.   

J 

Gowen Rd Gowen 
Interchange (MP 
5.50) 

Orchard 
Interchange (MP 
0.03) 

5.47 Boise Connects future intermodal facility, to I-84.  Supports Idaho 
Air and Army National Guard.  Serves industrial lands 
including Western Trailers, Treasure Valley Steel, Excel 
Equipment Company, Inland Crane, Shopko Distribution 
Center, Multiquip.   

H, J 

Cole Rd Victory Rd 
(varied segments 
and MP) (MP 
14.27) 

I-84 (MP 0.22 at 
westbound on-
ramp) 

1.19 Boise Connection to I-84 for multiple industrial companies including 
US Postal Service, Lumber Liquidators, UPS, Pacific Supply, 
Matheson Trucking, Western Recycling, Costco Wholesalers, 
Scholfman Tractor. 

J 

Franklin Rd Linder Rd (varied 
segments and 
MP) (MP 5.34) 

I-184 (MP 2.88) 6.85 Boise Major freight generator supporting construction and public 
utilities including Idaho Power, Building Material & 
Construction Services, Franklin Building Supply, FEDEX 
Freight, RC Willey Furniture, Basalite Concrete, Plum Creek 

J 
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Route Starting Point End Point Miles Urbanized Area Description CUFC_ID* 

Timber, Cascade Student Transportation (School Bus 
Service), Republic Services. 

Victory Rd Cole Rd (MP 
13.04) 

Orchard St (MP 
14.53) 

1.49 Boise Planned industrial corridor; connects to I-84 via Orchard St. J 

Eisenman Rd Gowen Rd 
(varied segments 
and MP) (MP 
102.91) 

Freight St. (MP 
100.94) 

1.97 Boise Industrial Corridor, services WinCo Foods Distribution 
Center. 

J 

S Federal Way  SH 21 (varied 
MP and 
segments) (MP 
102.65) 

Memory Lane/ 

I-84 (MP 100.17) 

2.76 Boise Industrial Corridor, Micron Technology, Connects to I-84 via 
Memory Lane 

J 

U.S. 91 U.S. 30 (varied 
segment and 
MP) (MP 3.44) 

I-86 (MP 80.0) 3.13 Pocatello PFHS alternative corridor.  Connection to I-86.  Supports 
large scale retail including Costco Wholesale, Walmart, Pine 
Ridge Mall, Fred Meyer, Sportsman’s Warehouse.  310-
1,100 commercial vehicles daily. 

I, J 

U.S. 30 U.S. 91 (MP 
335.77) 

I-86 (MP 330.93) 4.84 Pocatello Numerous freight organizations and rail load facilities.  
Supports Simplot, Pacific Recycling, Conway Freight, 
Wayne’s Salvage, Amerigas, Idaho Salvage, Pocatello 
Ready Mix, Great Western Malt Hoku Materials.  440-1,400 
commercial vehicles daily; up to 18% of daily traffic.  Being 
evaluated for 129K pound truck designation. 

J, K 

I-15 Bus./ U.S. 
91/ U.S. 26 

W 81
st
 St (varied 

segment and 
MP) (MP 121.7) 

Pancheri Dr. 
(5.71) 

4.56 Idaho Falls PFHS alternative corridor,  Multiple major freight generators, 
mining/extraction including Potandon Produce, Valley Ready-
Mix, United II Potato Growers, Busch Agricultural Resources 
with rail facility, American Fabrication, Tec Distributing, Eagle 
Rock Fabrication, Cargill, Basic American Foods.  350-1,500 
commercial vehicles daily.  Designated 129K pound trucking 
route. 

I, J, K 

Lindsay Blvd N of Iron Mule 
Saloon (MP 2.0) 

Wardell Ave (MP 
0.89) 

1.11 Idaho Falls Major Freight generator supporting multiple industries 
including Falls Fertilizer (with silos and rail facility), Dag 
Warehouse, Teton Stage Lines.  

J 

Total   74.28    

*Note: For a guide to CUFC_ID codes, see: http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf 

http://www.ops.fhwa.dot.gov/fastact/crfc/sec_1116_gdnce.pdf
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3.6.2 Multimodal Critical Rural Freight Corridors 

An additional requirement under the new FAST Act legislation is for State Freight Plans to include, when 

applicable, a listing of the multimodal critical rural freight facilities and corridors designated within the State.  

The U.S. DOT must designate the National Multimodal Freight Network (NMFN) by December 4, 2016.  The 

NMFN list will include:   

 The National Highway Freight Network including CUFCs and CRFCs 

 Class I railroads 

 Public ports with total annual foreign and domestic trade of at least 2 million short tons 

 Inland and intracoastal waterways as described in section 206 of 33 U.S.C. 1804 

 The Great Lakes, St. Lawrence Seaway, and coastal and ocean routes along which domestic freight is 

shipped 

 The 50 airports with the highest annual landed weight 

 Other strategic freight assets, including intermodal facilities and Class II and III railroads as designated 

by the Under Secretary as critical to interstate commerce 

Within Idaho, the following routes and facilities are included in the draft list:
226

  

 Interstates 84, 15, 184, 86, and 90; 

 Union Pacific, Burlington Northern and Santa Fe, and Montana Rail Link railroads (1,028 miles total); and 

 Critical Urban and Critical Rural Freight Corridors to be determined.  

These locations are identified in Figure 3.16. 

                                                                 

226
 Idaho Multimodal Freight Network Tables. Online at: https://www.transportation.gov/freight/MFNTables/Idaho  

https://www.transportation.gov/freight/MFNTables/Idaho
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Figure 3.16 Idaho Interim Multimodal Freight Network 

 

Source: US DOT: https://www.transportation.gov/sites/dot.gov/files/docs/State_interimMFN_portrait_Idaho_alt_text.pdf 

https://www.transportation.gov/sites/dot.gov/files/docs/State_interimMFN_portrait_Idaho_alt_text.pdf
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4.0 Programs, Policy Changes, and Additional Studies 

This section provides a multimodal list of programs, policy changes or additional studies sorted by mode that 

will help improve the freight system in Idaho.  This list complements the project list discussed in the 

subsequent section since not all of Idaho’s freight network challenges can be solved by a specific project, or 

have a project already identified.  However, all of these recommendations are eligible for freight formula 

funding because they would improve goods movement on the NHFN or lead to projects which would improve 

goods movement.  Additionally, some of these may be eligible for funding through non-freight sources such 

as the Department of Commerce or Airport Improvement Plan (AIP) funds.  These projects, programs, and 

additional studies help meet the needs and issues facing the State and are integrated in to the 5, 10, or 20 

Year Freight Implementation Plan as appropriate.   

Table 4.1 Programs/Policy Changes and Additional Studies 

Mode 

Policy, 
Program, 
or Study Program Description Cost ($) 

Highway Study High Capacity Corridor Study Ada/Canyon Co (COMPASS). 
          
1,000,000  

Highway Policy 
Work with municipal governments to streamline and harmonize truck 
permitting processes and associated commercial vehicle operations.  20,000 

Highway Study 

Conduct a system-wide examination of the 129k route network. Allow 
ITD in consultation with other government agencies to recommend 
routes to add to the 129k network.  Currently routes must be requested 
by businesses.  This makes it difficult to close obvious gaps in the 
statewide network and limits the ability to develop a coordinated, 
strategic approach to the 129k system.  200,000 

Highway Policy 

Provide funding and expertise to help municipalities develop truck 
routes.  This would help reduce conflicts between trucks and other road 
users, reduce the impact to Main Streets, and provide truckers with 
additional guidance on how to reach local origins and destinations.  50,000  

Highway Policy 

Advocate for and if possible participate in FMCSA’s Military Pilot 
Program to allow veterans 18-20 to operate commercial vehicles on 
Interstate routes.  None  

Highway Study 
Conduct a benefit-cost analysis on the joint ID/MT Port of Entry at 
Haugan. 

 75,000-
110,000  

Highway Program 

Develop ITS capabilities to track truck parking availability at key 
locations and provide real-time data integrated with Idaho's trucker-
specific 511 site.  12,000,000 

Highway Program 

Program to upgrade technology available for Commercial Vehicle 
Enforcement at mobile and fixed locations (AVI, portable WIM, WiFi for 
public access, remote access kiosks).  TBD  

Highway Study 

Conduct a truck enforcement and investment study to evaluate use of 
MCTE WIM system for enforcement. Determine data availability, 
accuracy, process/technology needed to incorporate into enforcement 
activities, sequencing, etc.  

 50,000-
75,000  
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Mode 

Policy, 
Program, 
or Study Program Description Cost ($) 

Highway/Rail Study 

Conduct a detailed analysis of highway-rail crossings. There are a 
number of locations where rail lines run parallel to highways and local 
roads do not have enough space for a truck to stop and wait. 29 truck-
rail incidents, 89 total between 2010 and 2014. This analysis would 
help identify future at-grade crossing projects. 

              
240,000  

Rail Study 

Conduct a joint study with the Idaho Department of Commerce to 
identify backhaul opportunities to support the implementation of an 
intermodal or transload facility in Boise/Treasure Valley. 

              
150,000  

Highway/Port Policy 

Advocate for a resolution to the injunction against oversize vehicles on 
U.S. 12.  The injunction on this route has limited the ability to move 
OS/OW loads through Idaho, and had a negative impact on goods 
movement through the Port of Lewiston.   None  

Port Policy 
Advocate with the Port of Portland to resolve labor issues that have 
disrupted container-on-barge service at the Port of Lewiston.  None  

Air Study 

Pursue Airport Improvement Plan (AIP) funding for a freight data 
collection study at the Commercial Airports in Idaho to identify growing 
markets for aviation cargo activities and support development and 
monitoring of Performance Measures.  None  

All  Policy Alter Idaho’s Constitution to allow for Local Option Sales Tax Authority.   None  

All  Program Set aside funding to support annual FASTLANE Grant applications.  20,000/year  

Rail Program 

Establish a Rail Freight Assistance Program to identify and help fund 
the preservation of rail freight service and stimulate economic 
development.  TBD 

Highway Study 
Conduct a planning study on the I-15 Corridor to examine height 
clearance restrictions on truck movement in ITD Districts 5 and 6.  150,000 

Highway Study 

Study to evaluate options for the relocation of the Huetter POE to 
McGuire.  The Huetter POE is located in an area where Kootenai MPO 
is proposing to place interchange ramps. A new location would better 
capture freight movement using SH-41 and local roads.  $165,000 
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5.0 Strategies Evaluation 

The candidate list of projects underwent two levels of evaluation.  First, a screening/scoring process was 

used based on the needs and issues identified in Task 3 of this Plan, as well as FAST Act requirements.  

Second, a constrained number of projects were further evaluation using the FRA GradeDec model for rail 

crossing projects.
227

  These steps and their outcomes are described below.  These two evaluations were 

combined with cost information and feedback from the Freight Advisory Committee to develop the 5, 10, and 

20 year implementation plans discussed in Section 6.   

5.1 Strategies Screening and Scoring 

The extensive data collection and analysis process described in Section 3 above produced a list of 57 

potential freight projects for further consideration.  From this list, projects were screened into three Tiers, 

High/Medium/Low based on a number of criteria described below.   

The list of multimodal needs and issues created during Task 3 of this plan is the key component in scoring 

projects.  Needs and issues were rated as High, Medium, or Low based on a combination of quantitative 

analysis and qualitative inputs including comments from stakeholders and freight professionals. The 15 

needs and issues identified in Task 3 were combined and condensed to eight categories to ease scoring and 

remove duplication.  If the need/issue was rated as High in Task 3, the project received a score of three (3), 

if the need/issue was rated as Medium, it received two (2), points and if it was rated as a Low need or issue, 

it received one (1) point. Therefore, projects that address the most serious needs in the state received the 

most points from this criteria.   

In addition, ITD’s overall goals of safety, mobility, and economic vitality lent further weight to certain 

categories—needs and issues that most closely aligned with these overall Department goals of safety, 

mobility, and economic vitality (shown in bold below) received an extra two (2) points.  The criteria used and 

their scores include: 

 Truck Congestion and Reliability (1) (+2 Mobility Goal); 

 Overweight and Oversize Routes/Size and Weight Harmonization (2); 

 Truck Driver Shortage (3); 

 Highway Safety (2) (+2 Safety Goal); 

 Pavement and Bridge Condition (1); 

 Impact to Main Streets (3); 

 Intermodal Connectivity (3) (+2 Economic Vitality Goal); 

 Rail Congestion and Safety (2) (+2 Safety Goal). 

                                                                 

227
 https://www.fra.dot.gov/Page/P0337  

https://www.fra.dot.gov/Page/P0337
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An additional point was given for each of the following criteria met:  

 Project reduces delays caused by freight movement.  This criteria was included to address a FAST Act 

requirement that State Freight Plans consider, “any significant congestion or delay caused by freight 

movements and any strategies to mitigate that congestion or delay.” 

 Project is located on an overweight or oversize route; 

 Project is located on a Recommended Critical Rural Freight Corridor; 

 Project is located on a Recommended Critical Urban Freight Corridor; 

 Project is located on Interstate System (PFHN). 

This process was guided by input from Idaho’s Freight Advisory Committee. An initial candidate project list 

and scoring criteria were shared with the Committee in May 2016.  Feedback during that meeting resulted in 

consolidation of some of the criteria, the addition of points to reflect ITD’s over goals, the addition of an 

identifier in the project list to distinguish between Interstate, Urban, Rural, and non-highway projects, and the 

addition and elimination of some projects.  This discussion and further analysis produced a tiered list of 

projects based on the scoring criteria above.   

This process provided guidance for the selection of projects for further analysis and a quantitative measure 

for projects that would not undergo further evaluation using TREDIS or GradeDec.  Although an important 

step, this screening exercise could not capture the value of all projects, and does not account for factors 

such as cost or feasibility of completion.  For example, safety projects generally did not score high during this 

screening process since more potential points were available to multimodal projects.  Projects that were 

placed in lower Tiers were not automatically disqualified from consideration for inclusion in the 5-year 

implementation plan.  

Projects that were classified in the High Tier are shown in Table 5.1 below, a full list of projects are found in 

Appendix A.  Project scores ranged from 11 to 2, the High Tier consists of projects with a score of 9 or better. 

Table 5.1 ITD High Tier Projects List 

Mode Project Type Description/Location County ITD District 

Highway Capacity 
I-84 Expansion between Franklin Blvd and 
Northside Blvd CANYON 3 

Highway Software 
Purchase Software for Overlegal 
Permitting System   

Highway/Rail Grade Separation Highway 54/ BNSF Grade Separation KOOTENAI 1 

Highway/Rail Facility 
Construct Transload Facility near US 30 in 
Burley. Focus is to serve McCain Food CASSIA 4 

Highway Operations 
Port of Entry Improvement - Sage Junction 
WIM SB JEFFERSON 6 

Highway Operations 
Port of Entry Improvement - Sage Junction 
WIM NB JEFFERSON 6 

Highway/Rail Rail Crossing 
Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for WASHINGTON 3 
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trucks to stop at intersection and clear 
tracks. Potential warning system or signal 
preemption. Airport Road and U.S. 95 
South of Weiser 

Highway/Rail Rail Crossing 
Pleasant View Road/ BNSF Grade 
Separation KOOTENAI 1 

Highway/Rail Rail Crossing Ramsey Road/ BNSF Grade Separation KOOTENAI 1 

Highway/Rail Rail Crossing 
Main Street Extension/ BNSF Grade 
Separation KOOTENAI 1 

Highway/Rail Rail Crossing Brunner Road/ BNSF Grade Separation KOOTENAI 1 

Highway/Rail Rail Crossing 

Crossing Improvements for at-grade rail 
highway crossing- truck/train fatality in 
2013 (dump truck drove into side of train). 
Potential warning system or signal 
preemption. SH 36 in Dayton @ Rail 
crossing 42000 West Road FRANKLIN 5 

Highway/Rail Rail Crossing 

Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for 
trucks to stop at intersection and clear 
tracks. Potential warning system and signal 
preemption. U.S. 91 and Center Street in 
Shelley BINGHAM 5 

Highway/Rail Rail Crossing 

Crossing Improvements for at-grade rail 
highway crossing. Insufficient space for 
trucks to stop at intersection and clear 
tracks. Potential warning system and signal 
preemption. U.S. 26 at Notus Rd. CANYON 3 

Highway/Rail Rail Crossing 

Crossing Improvements for at-grade rail 
highway crossing. Multiple incidents in 
corridor over 4 years. Potential warning 
system and signal preemption. SH 24 
between Broadway St (Minidoka) and 600 
West Rd in Lincoln County 

MINIDOKA/LINC
OLN 4 

Highway 
Intersection 
Improvements 

SH 128 at entrance to Harry Wall Industrial 
Park- Intersection improvements  NEZ PERCE 2 

Highway Operations 

Port of Entry Improvement - License Plate 
Readers for East Boise POE (both 
directions) ADA 3 

Highway Operations Relocate Cotterel POE to Declo CASSIA 4 

Highway/Rail Facility 

Construct a multimodal transload facility in 
Southwest ID (near Boise using BVRR 
track) principally for agriculture and heavy 
industrial commodities based on 
Guilderland Distribution Unlimited site ADA 3 

 

5.2 Project Descriptions 

The freight benefits that would accrue from many of the projects listed above are easily understood from the 

description available.  Their purpose and design are well understood within the freight community. However, 

further explanation is provided below for projects which may be unclear or which may not at first glance 

appear connected to freight movement in the State. 
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 Passing Lanes: One result of the highway safety analysis and interviews with stakeholders was the lack 

of safe passing opportunities in many parts of Idaho.   Vehicles may become stuck behind a truck for 

long stretches of road without a clear opportunity to pass, leading to potentially risky behavior.  Providing 

passing lanes reduces this risk and decreases delays caused by trucks; 

 Truck climbing lanes: Similar to the above, Idaho’s often mountainous terrain poses specific challenges 

for trucks.  Trucks that cannot easily climb a grade slow traffic and present safety risks in locations 

served by a two-lane highway.  Selectively adding a lane to allow traffic to pass a truck during an uphill 

climb reduces delay and increases safety for all road users; 

 Railroad crossing enhancements: Preventing train-vehicle collisions is a key component in improving 

the safety and efficiency of Idaho’s multimodal freight network.  Crashes creates delays on both the rail 

and truck network, costing business and consumers money in addition to the human toll. Enhancing 

grade-crossing warnings and protection through the following methods reduces the risk of these 

incidents: 

− Adding gates or warning signs and signals at unprotected intersections; 

− There are a number of locations in the state where local roads intersect a state highway with a rail 

line running parallel.  These locations often do not have sufficient space for a truck/trailer to cross the 

tracks and then wait for traffic to clear in order to turn onto the main road.  The safety analysis 

revealed that one cause of rail-truck incidents at these locations is a train hitting a truck/trailer that 

was stopped on the tracks.  Oregon has successfully deployed technology that can activate a “do not 

stop” sign and flashing beacons to warn trucks that may be stopped at the intersection that a train is 

approaching.  Another location in LaGrande, OR
228

 links a sensor in the track to a traffic signal at an 

intersection where there is not enough space for a truck to clear the tracks and stop.  If a train 

approaches, the traffic signal preempts and turns green, allowing trucks to clear the tracks while 

another signal stops additional trucks from crossing; and 

− Converting an at-grade crossing into a grade-separated crossing should be used at locations with 

high levels of rail traffic or where safety needs dictate such a conversion. This eliminates delays 

caused by trains as they pass through an intersection and eliminates the risk of train-vehicle 

incidents which could slow traffic on both networks.  

 Port of Entry enhancements: Idaho operates 17 fixed Ports of Entry sites and numerous mobile sites 

across the State. These locations screen commercial vehicles to confirm they are in compliance with 

weight, size, and safety regulations.   Projects that enhance the capabilities of these sites, either through 

added technology such as weigh in motion (WIM) systems, improved permitting and routing systems, or 

by relocating sites to a more optimal location protect the State’s infrastructure, protect the motoring 

public’s safety, and help create a level playing field for companies in Idaho by ensuring that everyone 

follows the same rules.  The increased use of electronic screening and associated opportunities for legal 

and safe trucks to bypass sites can also reduce delays and save money for trucks that otherwise would 

be required to enter a Port of Entry.  The State’s Traffic Monitoring Weigh-In-Motion MTCE can also be 

included in this category, though they are not tied directly to the Port of Entry system. These sensors are 

                                                                 

228
 ftp://ftp.odot.state.or.us/techserv/Traffic-Engineering/Signal_Approval_Scans/Hwy%20066%20MP%204.93%2006-12-
2013.pdf  

ftp://ftp.odot.state.or.us/techserv/Traffic-Engineering/Signal_Approval_Scans/Hwy 066 MP 4.93 06-12-2013.pdf
ftp://ftp.odot.state.or.us/techserv/Traffic-Engineering/Signal_Approval_Scans/Hwy 066 MP 4.93 06-12-2013.pdf
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used for collecting and reporting traffic data, but could be combined with additional technology such as a 

license plate reader (LPR) or US DOT Number reader to provide enhanced coverage for commercial 

vehicle enforcement.  

5.3 Benefit Cost Analysis 

The Task 4 Safety Analysis included a benefit cost analysis of potential projects from which a benefit cost 

ratio was derived. 

The benefit was estimated as the expected reduction from the calculated cost of the historical crash record 

based on the expected reduction to the future crash rate due to the proposed countermeasure.  The cost of 

the historical crash record is a translation of the number of crashes into a dollar value based on the 

estimated cost of each injury severity type.  Because these numbers were created based on an analysis of 

all crashes, they do not include the potentially greater expected value of freight damaged or destroyed as a 

result of crashes as well as the value of time needed to replace the shipments.  The expected reduction in 

crashes was calculated from the adjustment to the combined CMF for the location from the proposed 

countermeasures and applied to each severity level of crash to develop an expected crash rate and 

economic cost of crashes. 

The annualized costs of countermeasures were estimated using planning-level unit cost rates agreed upon 

by ITD headquarters and district engineers and staff during previous safety projects.  Unit-cost rates were 

identified as comprehensive incremental costs associated with each countermeasure over its life cycle, 

including design and engineering costs, construction costs, and maintenance costs, over the expected life 

cycle of the countermeasure.  

An additional analysis using the Transportation Economic Development Impact System (TREDIS) model was 

initially considered.  However, this tool is best used to derive benefits and costs associated with reduction of 

congestion from corridor expansion, ITS, or other project types.  Due to the limited congestion in the State 

and the subsequent low score in the screening tool, none of the recommended projects in this category are 

part of the Five Year Freight Implementation Plan.  The less urgent need for these projects combined with 

on-going work on the State’s Travel Demand Forecast and the need for a more detailed level of cost 

estimation led to the decision not to run the TREDIS model at this time.  TREDIS remains a vital tool for ITD 

in the evaluation of projects, but current freight needs are not well evaluated through this tool.  

5.4 FRA GradeDec Analysis 

5.4.1 Introduction 

GradeDec.Net is a web-based decision support tool that assists federal, state and local authority decision 

makers in evaluating the benefits and costs of highway-rail grade crossing upgrades. GradeDec.Net employs 

benefit-cost methodologies that are used to evaluate highway-rail grade crossing investment alternatives at 

the corridor level. The modeling frameworks in GradeDec.Net were developed by the Federal Railroad 

Administration (FRA) and include research findings of the Volpe National Transportation Systems Center and 

the National Cooperative Highway Research Program (NCHRP). GradeDec.Net analyses effectively support 

the planning and investment decision processes. 

Potential projects examined during this analysis fit into three categories.  The first are grade separation 

projects identified in the Bridging the Valley (BTV) study.  The second group of projects are locations 
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identified during this analysis where trucks crossed an at-grade crossing, stopped at an intersection beyond 

the crossing with the truck trailer still on the crossing and were hit by a train.  Two levels of projects were 

identified.  A basic improvement would add a warning system at the crossing alerting trucks that a train was 

approaching, and an advanced improvement would add a warning system and signal preemption at the 

associated intersection.  The last set of projects are locations identified in Idaho’s STIP for improved crossing 

protection (lights and/or gates).   

GradeDec comes with pre-assigned default values such as the capital cost of a grade separation project, the 

AADT of the highway at the grade crossing, the fuel burn rates, traffic distribution, cost of supplementary 

safety measures, and many more. GradeDec is linked to the FRA Grade Crossing Database, but not all the 

database entries are in the program. 

5.4.2 Process and Assumptions 

Utilizing GradeDec requires a multi-step process with a number of opportunities to adjust default settings.  

This section provides a brief overview of the process and identifies the assumptions or adjustments made 

during this analysis to the default data.    

1. The first step is to create a scenario by going to the Settings tab on the left hand side and creating a 

New Dataset. Since this analysis examined crossings at the individual scale instead of a regional 

scale, the corridor model was selected. Then a Selected Corridor was created. 

2. One of the first settings to confirm is the number of thru passenger and freight trains for each 

crossing.  FRA Grade Crossing Database has a field for day thru trains and another for night thru 

trains. Their total represents the overall number of daily thru trains. GradeDec requires that the daily 

passenger and freight trains be separated.  The only passenger rail service in Idaho is Amtrak’s 

Empire Builder train which runs a single train in both directions on BNSF’s northern corridor.
229

  This 

train was accounted for in projects on the BNSF corridor, while the remaining thru trains on this 

corridor, and all trains on the other corridors, were coded as freight.   

3. While still in the settings window, the Scenario tab can be used to edit the time period for the 

scenario as well as projected rail growth.  Defaults of a 20 year time period and “Strong Rail Growth” 

were used for this analysis.  

4. The next step is to input project costs.  The cost is updated through the Parameters tab on the left 

hand side and then on the Other Data tab above the tables with the drop down menu, select 

Crossing Device Costs. Cost for grade separation projects from BTV were estimated using a 2004 

cost estimate for the Pleasant View Road project
230

 inflated to 2016.
231

  Warning system costs for 

locations with insufficient space between a crossing and intersection were developed by DKS 

Associates.  The Idaho STIP includes project cost for projects derived from that list.  Since 

operations and maintenance costs were not available for all projects, they are not included in the any 

of the project costs in order to provide a fair comparison between projects.  Once this setting has 

been changed for the dataset, it will remain changed for all corridors created afterwards. The gate 

                                                                 

229
 https://www.amtrak.com/ccurl/181/823/Empire-Builder-Schedule-011116,0.pdf 

230
 http://itd.idaho.gov/design/cau/solicitations/10005%20Plans.pdf  

231
 http://rsmeansonline.com/References/CCI/3-Historical%20Cost%20Indexes/1-Historical%20Cost%20Indexes.PDF 

http://itd.idaho.gov/design/cau/solicitations/10005%20Plans.pdf
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and signal projects need to have their parameter project costs changed for each individual grade 

crossing in the Parameters tab on the left hand side since they have a specific project cost for each 

project and not per type of project like warning signals and grade separation.  

5. Next, a specific crossing can be imported through the Import tab on the left hand side. The crossings 

are searched by State → County → City → Crossing. Once the proper crossing has been located, 

the data can be imported by pressing Import Crossing Data.  This requires the identification of the 

universal Grade Crossing ID for each project location through the project description, the FRA’s 

Grade Crossing Database,
232

 and Google Maps.  For roads with multiple crossings, coordinates from 

each the FRA database crossings was mapped to identify the proper crossing. This process helped 

keep track of absolute exact coordinates, as some of the FRA coordinates were slightly off, and was 

also used to visually document the number of tracks at the crossing which is an input later in the 

process. Once each project was linked to a unique Grade Crossing ID, data was pulled from the 

database. 

6. Next, the project type is equivalent to Alternate Device. The alternate is the update the project would 

produce, the base technology is the current technology. Using the drop down menu, select the 

project type for the crossing. If the update for the crossing is already listed as the base case, change 

the base case to “Passive” and make the alternate the project type.  

7. After the technology is specified, press “Set Default Costs (all crossings)” under the Crossings tab on 

the left hand side. This will update the costs of the crossing from the parameter cost changes made 

in step 4.   

8. Finally, the Crossing Level tab includes crossing AADT and CAADT, project type, and number of 

tracks.  When available, annual average daily traffic (AADT) and commercial annual average daily 

traffic (CAADT) provided by ITD for the road link at the crossing was used in place of default 

settings.  If the links investigated had no data, the default values were used.  Under the Rail subtab, 

the number of tracks was also verified using Google Maps and the default value replaced in case of 

discrepancies.    

9. The simulation is then run.  

Table 5.2 below identifies the key inputs for the model and the resulting benefit-cost ratio.  Four of the five 

projects in the insufficient truck clearance category scored BCR’s above 1.0 as did four of the five projects 

from the STIP.  None of the grade crossing projects scored above 1.0 individually.  One reason for this is the 

high cost of such projects compared to the default cost in GradeDec.  Based on the 2004 cost estimate for a 

grade separation project at Pleasant View Road, each grade separation project was estimated at $18 million 

versus the default cost of $1.5 million.   

Benefit cost rations were not derived for one of the projects listed.  The Greensferry Road project is a 

reconfiguration of an existing grade separation.  The GradeDec tool was not able to produce a BCR for this 

projects since there will be limited changes in either vehicle or rail delay or capacity values after the project is 

                                                                 

232
 http://safetydata.fra.dot.gov/OfficeofSafety/publicsite/downloaddbf.aspx  

http://safetydata.fra.dot.gov/OfficeofSafety/publicsite/downloaddbf.aspx
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completed.    A similar grade reconfiguration project in BTV on Highway 41-53 was completed by ITD in 

2014.
233

                                                                 

233
 ITD New Release. May 8, 2013. Online at: 
http://apps.itd.idaho.gov/Apps/MediaManagerMVC/PressRelease.aspx/Preview/4444  

http://apps.itd.idaho.gov/Apps/MediaManagerMVC/PressRelease.aspx/Preview/4444
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Table 5.2 FRA GradeDec Analysis of Grade Crossing Projects 

Proj. 
ID 

Crossing 
ID 

In 
Grade
Dec? Description Location City County Dist 

Oper. 
RR 

Daily 
Pass 

Daily 
Freight  AADT Truck % 

Estimat
ed Cost 
($000) 

BCR 

4 662696W Yes Construct new grade 
separation  

Highway 54 ATHOL KOOTENAI 1 UP 0 7 2400 21.25% 18,000 0.096 

10 066231S Yes Construct new grade 
separation 

Pleasant View 
Road 

COEUR D 
ALENE 

KOOTENAI 1 BNSF 1 55 3500 11.43% 18,000 0.131 

11 066225N No Reconfigure existing 
grade separation 

Greensferry Road RATHDRUM KOOTENAI 1 BNSF 1 44 2000 0.00% NA NA 

12 058862X Yes Construct new grade 
separation 

Ramsey Road ATHOL KOOTENAI 1 BNSF 1 54 2400 0.00% 18,000 0.199 

14 058860J Yes Construct new grade 
separation 

Brunner Road ATHOL KOOTENAI 1 BNSF 1 55 960 5.21% 18,000 0.199 

9 819403F Yes Train Approaching – 
Truck Warning 

Airport Rd and U.S. 
95 (south of 
Weiser) 

WEISER WASHINGTON 3 UP 0 20 370 10.81% 50 12.064 

15 806091M Yes Train Approaching – 
Truck Warning 

SH 36 in Dayton @ 
rail crossing 4200 
West 

DAYTON FRANKLIN 5 UP 0 4 1100 15.45% 50 13.065 

16 811631R Yes Train Approaching – 
Truck Warning and 
Signal Preemption 

U.S. 91 and Center 
Street (Shelley) 

SHELLEY BINGHAM 5 UP 0 4 3000 5.67% 560 0.461 

17 819296T Yes Train Approaching – 
Truck Warning 

Notus Road at U.S. 
26 

NOTUS CANYON 3 UP 0 20 1200 10.00% 50 9.114 

18 812802T Yes Train Approaching – 
Truck Warning 

SH 24 between 
Broadway St 
(Minidoka) and 
3100 E 

MINIDOKA MINIDOKA 4 UP 0 1 450 26.67% 50 0.956 

26 811319V Yes Train Approaching – 
Truck Warning 

Ft. Hall Rd. and S. 
5th Ave 

INKOM BANNOCK 5 UP 0 20 2100 5.71% 50 9.909 

21 662631D Yes Gates Ramsey Road HAYDEN KOOTENAI 1 UP 0 7 Used GradeDec  
default values  

226 1.848 

22 058857B Yes Gates SH 54, WATKINS 
AVE RRX (2) 

ATHOL KOOTENAI 1 BNSF 1 54 2400 21.25% 40 21.638 

23 662696W Yes Gates SH 54, WATKINS 
AVE RRX (3) 

ATHOL KOOTENAI 1 UP 0 7 2400 21.25% 240 0.583 

24 812138U Yes Signals US 26, RRX NR 
RIRIE, BONNEVILLE 
CO 

RIRIE BONNEVILLE 6 EIRR 0 2 3600 10.83% 305 1.943 

25 811930X Yes Signals SMA-7456, IONA 
RD RRX, IDAHO 
FALLS 

IDAHO FALLS BONNEVILLE 6 EIRR 0 4 2000 23.00% 225 1.258 

Source: ITD, FRA, Google Earth. NA= Not Applicable
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5.5 Priority Recommendations 

The combination of the scoring/screening criteria, prior TREDIS and safety benefit cost analysis, FRA GradeDec analysis, and input from both 

stakeholders and the Freight Advisory Committee Grouping led to a fiscally constrained list of projects.  A full list of projects, including those scheduled 

for the 10 and 20 year implementation timeframe are included in Appendix A.  

Table 5.3 Idaho Five Year Freight Implementation Plan Projects 

Project Description 
District / 
Agency 

Estimated 
Cost in 2016 

Dollars 
Year of 

Expenditure Funding Sources Freight Total Key Number NHFN Notes 

Lewiston POE 
License Plate 
Readers (East and 
West Bound) 

POE / 
District 2 $501,000  2016 

Federal Freight Formula:  92.66%  
State Match:  7.34% $464,266  

18690 
Spalding 
Bridge 

CRFC 
US-95: MP 309.9   

I 15, IC # 108 to 
Bonneville County 
Line - Resurface, 
Restore, Rehab District 5 $4,852,000  2016 

Federal:  $4,477,000  
State:  $375,000 $4,852,000  18784 

Interstate 
I-15: MP 108.75 
- MP 111.94   

     

2016 Total:  

$5,316,266     

Motor Vehicle 
Services Permitting 
Software DMV $4,000,000  2017 

Federal Freight Formula:  
$3,706,000  
State Match:  $294,000 $3,706,000  ORN20277 

Credentialing 
Software   

East Boise POE 
License Plate 
Readers (East and 
West Bound) 

POE / 
District 3 $501,000  2017 

Federal Freight Formula:  92.27%  
State Match:  7.73% $462,273    

Interstate 
I-84:  MP 66.3   

I-84, Five Mile Road 
to Orchard Road & 
Ramps - Resurface District 3 $2,998,000  2017 

Federal Freight Formula:  
$2,766,000 
State Match:  $232,000 $2,766,000  19289 

Interstate 
I-84:  MP 48.1 - 
MP 51.3   

Traffic Monitoring, 
Weigh-In-Motion 
MTC ITD HQ $90,000  2017 

Federal Freight Formula: $83,000 
State Match:  $7,000 $83,000  13647 

Sensor Systems 
Statewide   

I-84, Design and 
build Declo POE 
East Bound District 4 $250,000  2017 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) $230,833  ORN19754 

Interstate 
I-84:  MP 217.45 
- MP 219.52   
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Freight Formula:  $5,075,000 
State Match:  $425,000 

I-84, Design and 
build Declo POE 
West Bound District 4 $450,000  2017 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match:  $425,000 $414,900  ORN19755 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

      

2017 Total:  

$7,663,006    

Interstate 15 and SH 
33 - Sage Junction 
POE (North Bound) 
Install Weigh in 
Motion 

POE / 
District 6 $2,500,000  2018 

CVISN Grant:  $1M  
State Match:  $1M  
Freight:  $500K $500,000  ORN20203 

Interstate 
I-15:   
MP POE 10.0 - 
MP POE 10.3   

Interstate 15 and SH 
33 - Sage Junction 
POE (South Bound) 
Install Weigh in 
Motion 

POE / 
District 6 $2,500,000  2018 

CVISN Grant:  $1M  
State Match:  $1M   
Freight:  $500K $500,000  ORN20203 

Interstate 
I-15:   
MP POE 10.0 - 
MP POE 10.3   

I-84, Design and 
build Declo POE 
East Bound District 4 $50,000  2018 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match:  $425,000 $46,000  ORN19754 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and 
build Declo POE 
West Bound District 4 $50,000  2018 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match:  $425,000 $46,000  ORN19755 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

Signal timing, 
intersection 
modifications on US 
95 from I-90 to SH 
53 (8.39 miles) District 1 $8,500,000  2018 

FASTLANE Grant:  60%  
($5,100,000)  
Freight Formula:  20% 
($1,700,000)   
State Gas Tax:  10%  ($850,000)  
City of CdA:  8%  ($672,300)  
City of Hayden: 2%  ($177,700) $1,700,000    CUFC 

FASTLANE 
Grant 

     

2018 Total: 
$2,792,000     

Pave Idahome Road  District 4 $4,324,000  2019 
Freight Formula:  $4,006,618 
Highway District/Dairy:  $ 317,382 $4,006,618   

CRFC 
(E800S, MP 4.19   



Idaho Transportation Department Statewide Freight Strategic Plan 

Cambridge Systematics, Inc. 
F-52 

 

- MP 7.4) 
(S 2750 E, MP 
100.0 - 101.27) 

SH 128 and Wall St. 
Intersection 
improvements due 
to anticipated growth 
of Harry Wall 
Industrial Park (PoL) District 2 $300,000  2019 Freight:  $300,000 $300,000    

CUFC / Port 
SH-128:  MP 0.9 
- MP 1.5 (and 
area surrounding 
Port for 
development) 

Multiphase 
project with 
City, County 
and Port 
contributions 

     

2019 Total:  

$4,306,618     

I-84, Design and 
build Declo POE 
East Bound District 4 $5,800,000  2020 

Develop:  $250,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match:  $425,000 $5,075,000  ORN19754 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

I-84, Design and 
build Declo POE 
West Bound District 4 $6,150,000  2020 

Develop:  $450,000 (2017) 
Develop:  $50,000 (2018) 
CN:  $5,500,000 (2020) 
Freight Formula:  $5,075,000 
State Match:  $425,000 $5,075,000  ORN19755 

Interstate 
I-84:  MP 217.45 
- MP 219.52   

     

2020 Total:  

$10,150,000     

I-84, Hammett Hill 
Passing Lane District 3 $8,834,184  2021 

Strategic Initiatives, HSIP, Freight:  
Federal:  $8,151,301  
State:  $682,883 8,151,301 ORN19788 

Interstate 
I-84: MP 105 - 
MP 109.3   

     2021 Total:  

8,151,301 

   

     All Years 
Total:  

$38,379,191  
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Figure 5.1 Five Year Implementation Plan Project Locations 

 

Source: ITD, Cambridge Systematics. Note that the Motor Vehicle Permitting and Traffic Monitoring projects are not 

included in this map.  
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6.0 Funding Opportunities 

The Fixing America’s Surface Transportation (FAST) Act was signed into law on December 4, 2015, ending a 

period of extensions of the past Federal surface transportation act (MAP-21) and creating a new, long term 

funding program for the nation’s transportation system.  The FAST Act provides multiple funding sources for 

freight projects and programs, with additional funding available through non-freight specific sources federal 

sources as well as Idaho specific programs.  These programs were described in detail in Task 5 and are 

briefly summarized below to provide a quick reference for projects and programs identified in Table 5.3.  

Implementation of many of the projects and programs identified in Section 5 and Appendix A will require a 

combination of multiple funding sources, with ITD’s Freight Program working in cooperation with other federal 

and state agencies.   

6.1 FAST Act Funding 

6.1.1 National Highway Freight Program 

The first freight-specific funding program is the National Highway Freight Program (NHFP).  The NHFP is a 

$6.3 billion program over five years that will be apportioned between the states by formula based on the 

number of Primary Highway Freight System miles in the state.  Idaho will receive $45.8 million between 2016 

and 2020 for projects on or improving freight movement on the NHFN.   

6.1.2 Nationally Significant Freight and Highway Projects Program 

The second potential source for federal freight-specific funding is the Nationally Significant Freight and 

Highway Projects (NSFHP) Program.  Retitled the Fostering Advancements in Shipping and Transportation 

for the Long-term Achievement of National Efficiencies (FASTLANE) Grant Program by USDOT, the NSFHP 

Program is a $4.5 billion program over five years that consists of competitive grants.  Idaho was recently 

awarded a $5.1 million grant for improvements to U.S. 95 in Kootenai County to improve bottlenecks and 

congestion caused by inefficient traffic signal spacing and access conflict points. 

6.1.3 Additional FAST Act Funding Categories 

Goods movement can also be enhanced by projects funded through other sources in the FAST Act, many of 

which are a continuation of MAP-21 programs.  Projects that are not explicitly freight-related could be 

considered for funding through these “general” highway programs.  For example, safety improvements that 

benefit both trucks and passenger vehicles (such as a truck climbing lane) or projects that reduce heavy truck 

delay, reducing idling and decreasing greenhouse gas emissions, could obtain some funding from these 

sources which include: National Highway Performance Program (NHPP)
234

, Congestion Mitigation and Air 

Quality (CMAQ) Program
235

, Highway Safety Improvement Program (HSIP)
236

, and the Surface 

                                                                 

234 The FAST Act adds two permissible uses for NHPP funds beyond those specified in MAP-21 including the ability to 
pay subsidy and administrative costs for TIFIA projects and for improvements to bridges that are not on the National 
Highway System. 

235 CMAQ funds can now be used to maintain air quality standards in an attainment area (not just for attainment of 
standards in the first place).  CMAQ program funds can also be used for STP eligible projects, and is currently being 
used as such in Idaho.  A portion of funding is reserved for PM 2.5 nonattainment areas (Franklin County).  
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Transportation Program (STP) which has been modified to become the Surface Transportation Block Grant 

Program (STBGP).
237

  STBGP funding is flexible and could be used for a number of project types including 

ITS and Freight Parking.  In addition, Transportation Investment Generating Economic Recovery (TIGER) 

grants are a continued source of potential funding.  

The FAST Act also includes a Rail-Highway Grade Crossings program which can be used to help fund grade-

separation and grade crossing projects which improve safety and the movement of goods on both rail and 

road.  Table 6.3 shows the approximate amount apportioned to Idaho over the next five years in each 

category.  

Table 6.1 FAST Act Apportioned Funding for Idaho (Millions $ FY 2016-2020) 

National 
Freight 

Program 

National 
Highway 

Performance 
Program 

Surface 
Transportation 

Block Grant 
Program 

STBGP 
Set-Aside 
for TAP 

Equivalent 

Highway 
Safety 

Improvement 
Program 

Rail-
Highway 

Grade 
Crossings

238
 

Congestion 
Mitigation 

and Air 
Quality 

Program 

Metropolitan 
Planning 
Program 

45.8 866.3 404.7 19.7 85.5 9.4 66.5 8.4 

Source: Eno Center for Transportation 

“Innovation” is a theme found throughout the FAST Act and one program under that heading could provide 

funding for freight projects.  The FAST Act provides $60 million per year for an Advanced Transportation and 

Congestion Management Technologies Deployment Program.  This competitive grant program will focus on 

the development of pilot projects and model deployment sites for the installation and operation of advanced 

transportation technology.  

In addition, the FAST Act continues the Transportation Infrastructure Finance and Innovation Act (TIFIA) 

program established under MAP-21, though funding for the program was cut by more than 70%.  This 

program provides credit assistance to eligible surface transportation projects, and adds two new categories of 

projects—transit-oriented development and the capitalization of a rural project fund as part of a State 

infrastructure bank.
239

  

6.2 Non-FHWA Federal Funding 

There are a number of potential funding sources for non-highway freight projects that do not fall under the 

purview of the Federal Highway Administration.  These sources include: 

                                                                 

236
 States do not have the ability to shift funds designated for infrastructure safety programs to behavioral/educational 
activities. This ensures that resources remain in construction-related programs. 

HSIP also designates several new safety improvements eligible for funding including vehicle-to-infrastructure 
communication, roadway improvements that provide separation between pedestrians & motor vehicles. 

237
 The FAST Act simplified the list of uses eligible for program funds and increases the way that STP funds can be used 
on local roads and rural minor collectors. STBGP receives the same percentage of formula funds that the STP program 
did under MAP-21 

238
 This is a continuation of Section 130 projects established under 23 USC 130. See: http://safety.fhwa.dot.gov/xings/  

239
 https://www.fhwa.dot.gov/fastact/factsheets/tifiafs.cfm  
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 U.S. Federal Rail Administration Railroad Rehabilitation and Improvement Financing; 

 U.S. Department of Housing and Urban Development Community Development Block Grants; 

 U.S. Department of Commerce Economic Development Administration Grants; 

 U.S. Environmental Protection Agency Brownfield Assessment Grants, Brownfield Revolving Loan Fund 

Grants, and Brownfield Cleanup Grants; 

 U.S. Environmental Protection Agency Clean Diesel Program; 

 U.S. Internal Revenue Service Qualified Railroad Track Maintenance Credit; 

 U.S. Department of Agriculture Rural Development Community Facilities Grants and Direct and 

Guaranteed Loans; 

 U.S. Maritime Administration Small Shipyard Grants; and 

 U.S. Federal Aviation Administration Airport Improvement Program. 

6.3 State of Idaho Funding 

Funding for freight projects can also be drawn from state programs.  These sources are discussed in detail in 

Task 5, and include: 

 ITD Airport Aid Program; 

 ITD State Capital Improvement Program; 

 ITD State Railroad Grade Crossing Protection Program; 

 Idaho Department of Commerce Gem Grant Program; 

 Idaho Department of Labor Workforce Development Training Fund Industry Sector Grant; 

 Idaho Department of Agriculture Rural Economic Development and Integrated Freight Transportation 

Program (REDiFIT); 

 Idaho Legislature Grant Anticipation Revenue Vehicle (GARVEE); and 

 Idaho Legislature Gas Tax Increase. 

 


